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Lackawanna Rolling vital war materials to shipside, moving fuel and materials to 


the industries that make the munitions, carrying the daily needs of 


Railroad the civilians who work in them—that is Lackawanna’s wartime job! 


This war job is a DOUBLE job! 


Going “all out” for the war effort meant, in many it 
dustries, converting output from peacetime goods ti 
eutica weapons of war. 


@ RICHFIELD SPRINGS 


The railroads have gone to war, too! They have take 
on a tremendous load of extra wartime transportatioh 
and, with virtually the same equipment, they contin}, 
to move the essential needs of civilians and industry 
Their war job is piled on top of their peacetime job 


The Lackawanna shares this double burden. Its perfP 
sonnel and equipment are turning in a remarkable 
record of achievement, giving the war job everythi E 

Tracks cleared for war on the Route of Phoebe Snow. it demands without letting down other shippers ™ 
also depend upon Lackawanna service. 
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CARRYING on its urgent wartime assignment, in close coo 










eration with connections North and South, and with much appreciated aid 





shippers, the R. F. & P. is handling more freight faster than ever before through Potom@ 


Yard and Richmond. 





The expenditure of $4,000,000 for new road locomotives, new diesel-electric switchi 
engines and additional yard trackage has facilitated the task of moving expeditiously ov 
this vital connecting link wartime tonnage just three times the volume of pre-war 1! 


traffic. Fast and frequent service between terminals keeps ct rnin 









<* 
~ 
the yards clear and the freight moving. os 





JOHN B. MORDECAI, Traffic Manager 
RICHMOND, VIRGINIA 
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What kind of country are we supposed to have 
® and to be trying to maintain, and what kind of 
yorld condition are we striving, through the war we 
are now fighting, to insure? The answer to the first 
half of the question is patent to any schoolboy. It is 
acountry of free men in which lawful procedure shall 
govern. The answer to the second part is not, perhaps, 
so simple or so clear but, at least officially—which 
the announcement of our aims and purposes and 
s by those now in charge of our policies—we are 
whting to assure the same kind of government, if they 
nt it, to all peoples who are now oppressed. 
How does the attitude of labor, as exhibited in two 
cent important developments, accord with either? 
‘The coal miners made certain wage demands. These 
ent to the proper tribunal and were adjudicated. The 
iin refused to accept the settlement and went on 
frike. The government took over the mines and then 
made another offer, which was accepted and the men 
returned to work. 

Railroad employes have also made certain wage de- 
mands. The settlements offered by the proper govern- 
ment tribunals were rejected and they began taking a 
trike vote. One group, numbering over a million men, 
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Labor and Its Country 


is even impudently telling Congress that, unless a reso- 
lution is adopted permitting a settlement agreed on by 
management and labor, in accordance with a decision 
of one government agency, superseded by another mak- 
ing a different adjustment, the men will strike. 
“When the time comes, we will fix the date for inter- 
ruption of the transportation services of this nation,” 
cockily asserted George M. Harrison, one of the lead- 
ing labor saboteurs—and he was not even reprimanded 
by any of the senators before whom he was appearing. 

We venture to suggest that this attitude on the part 
of labor is not only unpatriotic in time of war, when 
all efforts, despite real or fancied injustices, should be 
devoted to defeating the enemy—and coal production 
and transportation are vital parts of such an effort— 
but is unpatriotic and out of harmony with our kind 
of government in time of peace, when all, under our 
accepted procedures, must yield to constituted authority. 

When labor, by wielding its strike club, interferes 
with orderly procedure, it is guilty of unpatriotic con- 
duct, and when—what is perhaps worse—it is permitted 
by the authorities to do so, those in authority are wil- 
fully or ignorantly contributing to the overthrow of 


OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
hem in their business, and a uniform application of the 
Principles thus arrived at. 

roper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 
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_ Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. ‘ 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 


Heinos ov 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Subject to transportation tax property moved via gov- 
ernment barge line. . 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets 
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sacred institutions that have made this republic what 
it is. 

We do not say that justice, in full measure, is always 
handed out by tribunals set up for its administration. 
One does not always get justice in a court of law, but 
one must, however, submit to its decisions. Otherwise, 
there would be no order. One may protest and try 
again, but one must not refuse to obey. If he does, he 
is punished. But labor seems to be an exception. It 
goes on strike—and gets away with it. If the situation 
were reversed and management refused to obey the 
decisions of constituted authority in a wage or any 
other case, it would promptly be called to account and 
compelled to yield, and the same governmental authori- 
ties that now make of labor an exception to the rule of 
order would be calling its representatives traitors and 
“copperheads”. And they would be right. 

Why this dispensation in favor of labor? Why is it 
not compelled to yield to authority and why does it 
escape damnation by words from the White House 
when it does not yield? Let us be honest about it. 
There may be some reason to be found in fear of con- 
sequences—big strikes and difficulty in quelling them; 
but the main reason is votes—votes, pure and simple. 
The administration does not wish to antagonize “labor”; 
hence, it flirts with it and permits it to “get away with 
murder’’, even in time of war. Some day there may be 
a man in high office who is a good enough politician— 
even if other considerations do not move him—to be- 
lieve that a course of firmness with regard to respect 
for our institutions is the best possible way to win 
public esteem—and reelection. 


We do not wish to be misunderstood as criticising 
merely the administration in this connection. The spec- 
tacle of senators of the United States pleading with Mr. 
Harrison to give time for slow legislative processes be- 
fore taking the employes off the transportation job is 
enough to sicken anyone who understands what our 
institutions are supposed to be. Politicians are all alike, 
whether they are in the White House, the Senate, or 
a city council—and many of the people who put them 


there are just as cowardly in dealing with public ques- 
tions. 


How should one characterize a man who refuses to be 
bound by rules of legal procedure, set up by himself, 
among others, through his government? He is an anar- 
chist in time of peace and a traitor also in time of war. 
May a man escape that characterization because he 
belongs to a labor union? 





It is not for a layman, of course, however sound 
he may think his ideas, to give advice in the military 
aspect of carrying on the war. There is too much that 
he does not know about it. But he may well be per- 
mitted to voice-his ideas as to the kind of psychology 
employed. In our opinion, however much we may hope 
to see the accomplishment of the purposes announced, 
it is bad psychology, so far as the effect on the enemy 
is concerned, to announce vehemently, again and again, 
that, when the war is over and unconditional surrender 









TRAFFIC WORM. on 


has been brought about, the individuals responsible ¢, 
atrocities committed will be punished as they degen) 
—which means hanging or shooting. What is the effed 
on the enemy, or the leaders who are responsible { 
its policies and its atrocities? Is it not to make the, 
fight to the bitter end? They have nothing to loge} 
continuing the war. Would it not be better to say not, 
ing about the punishment that is to be inflicted op ty inl 
individual savages and murderers, bring about this 7 
surrender, and then deal with them as they deseryand S 
without warning them of what is to come? Braggiit’ 
and threatening of this sort give great satisfaction j tation 
the authors and are received with applause, but, as 
see it, they hinder the winning of the war. 





the P 

The action of the Union League Club of Chicago jy ies 
adopting resolutions on two important phases of thee © 
present transportation situation—political rate-making iv 
and deferred railroad maintenance—is worthy of note—ss?é 
not so much because of the nature of the resolution * 
though we thoroughly approve of them, as _ becayg_\ew 
mre eae: ork. 
it is an example of what all such organizations ough#fport 
to do. This club is composed pretty largely of busine PP 
men. They do not belong to it primarily, perhaps, jfiexce 
talk over their business problems or to give advice} on 
their solution, but nevertheless, they are competent ji fnd 
consider such problems and to give advice and it ougiti? ml 
to be considered their duty to serve the public an rend 
themselves in this respect. It is a hopeful sign wha * 
bodies of this sort give some concentrated attention tifon 
public affairs and endeavor to guide public opinioni am 
the way it should go. Others—traffic clubs, for instane 
—might well follow this lead. 
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OPA OVERCHARGE ACTION the 


Settlement out of court of a case involving overchargaggau 
for the transportation of pears by truck within the stated volt 
California has been announced by the Office of Price Admini-—M ¢ 
tration in the following statement: 

B. Panella ‘Draying Company, San Jose, Calif., has paid $3,36H 
to the Treasurer of the United States. This represents double tk 
amount of the overcharges by this company for transporting numenugga V 
truck-loads of pears for the Tri-Valley Packing Association, Sa 
Francisco. i 

O. P. A. has filed suit for treble damages. Settlement was accepltl 
on the basis of double the amount of the excess charges because It wi 
shown that there was no intent by the defendant to wilfully violit™, 
O. P. A. ceilings. ‘ 

The overcharges represented a violation of an adjustment ont 
(G-23 under section 1499.18 (c) to the General Maximum Price Regt 
lation) issued by the California O. P. A. regional office. This ott 
establishes adjusted maximum rates for transportation of peach 
pears and tomatoes by motor carriers, other than common cartel 
within the state of California. 






































LIST OF CORPORATE NAMES hi 
The Commission has issued supplement No. 46, cancellittiy 
supplement No. 45 to List No. 3 of Corporate Names of Comm 
carriers by rail (including express), water or pipe line (includ 
ing names of their receivers or trustees, if any), filing tam 
concurrences, or powers of attorney with the Commission. +. 
eleven-page mimeographed list was compiled by tHe section @% 
tariffs of the Commission’s Bureau of Traffic. The list COMM, 
tains the information that supplements Nos. 38 and 46 si 
all changes. 











RAILROAD ACCOUNTING : 

The Uniform System of Accounts for Steam Railroad 
Issue of 1943, prescribed by the Commission in its order 
May 1, is now available at the Government Printing Ofte 
The publication consists of 203 pages and contains the class 
fications prescribed by the Commission’s orders of May * 
1914, as revised and supplemented. The order of or 1 * } 
it was desirable that the original orders and the several alli\t mx 
ments be consolidated and published in revised form in OM 
to simplify them for ready reference. 
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icted on ti ploading Lumber at New York 


about thet The Commission, division 2, by a report and order in I. 
Ney desenfand S. No. 5179, Unloading Lumber at New York Harbor, has 
° “Mound the proposed charges of certain rail carriers for unload- 
“8 Bragging no eastbound lumber from cars to lighters or barges at specified 
‘isfaction ‘ations in New York harbor not shown to be just and reason- 

ile, and has ordered the suspended schedules cancelled and 
’ but, 4S Wilihe proceeding discontinued, on the ground that the service 































was “inextricably bound up with the line-haul service.” 
The schedules, filed to become effective Jan. 1, were pro- 
-_ sted by the Price Administrator, the Director of Economic 
Chicago jy stabilization, Port of New York Authority, Shippers’ Conference 
ases of the ¢ Greater New York, Greater New York Lumber Dealers’ 
fssociation, Inc.; Brooklyn Chamber of Commerce, and various 
rate-making individual lumber dealers and distributors. The Commission 
thy of notems pended the schedules until Aug. 1, and respondents volun- 
. arly deferred the operation of the schedules pending disposi- 
Yesolutionsfiion of the proceeding. The Secretary of War, the City of 
as becaug pew York, the Chamber of Commerce of the State of New 
: ork, the Baltimore Association of Commerce, and the Norfolk 
tions Ought Port ne Commission presented evidence and filed briefs 

‘noo msupporting the protestants. 

of busines Winder the present tariffs, the report said, the respondents, 
perhaps, xcept the Central Railroad Co. of New Jersey, lightered east- 
ye advice} hound lumber, including handling of the lumber from cars to 
ighter or barge at the rail terminal, as a part of the service 


)Mpetent iMunder the line-haul rates. A loading charge on westbound 
ind it ought umber from north Atlantic ports of 35 cents, regardless of 

E he type of car used, had been established in 1932, said the 
public anj report, and that, effective Dec. 6, 1937, the charge was in- 


| sign whengecteased to 75 cents for loading into box cars. Due to increases 
. (in 1938, the report said the present charges were 50 cents and 
attention tiffone dollar, respectively. Respondents, by the schedules under 
> opinion i spension, had proposed charges of the same amounts for 
: unloading eastbound freight, it said. 
for instance The report pointed out that transportation conditions had 
changed materially since the charge for transferring west- 
bound lumber from lighters to cars was established. At that 
e, it said, there was a heavy movement by water through 
the Panama Canal of lumber which, it said, received a rail 
; overchargammnaul from the port of New York to inland destinations. The 
the state dfvolume of eastbound lumber reaching the port by rail was small, 
rice Admins (it added, and that the war had resulted in the curtailment of 
€ movement by water and in the diversion of the greater 
; paid $3,360mpart of the intercoastal traffic to the rail routes. It pointed 
nts double tegout that the west bound freight was freight which had received 
rting numeruwga water haul and that it was destined to interior points, usually 
sociation, Sa™not more than 300 miles from New York. But, it said, in most 
t was ai instances the eastbound freight was traffic which had moved 
because it mie all-rail routes from points much more than 300 miles 
wilfully vioa0™ New York and that the revenue a car received by the 
respondents on the eastbound traffic was much greater than 
justment oregon the westbound shipments. 
m Price Regt After reviewing the protests, the report said the present 
e. This ontgrates on lumber within official territory, and from other terri- 
mn of peaciitories into official territory, included the services for which 
nmon cartie\ithe charges were proposed. As to the nature of the service, 
he report said: 


The unloading here considered is required in order to make de- 
livery at respondents’ lighterage stations in New York harbor. In New 
ork Harbor Facilities Applications, 100 I. C. C. 383, the Commission 
found that lighterage and car floatage in New York harbor are equiv- 
n flent to necessary extensions of the rail lines of the various railroads. 
filing aril is conclusion was reached also in Lighterage Cases, 203 I. C. C. 481. 
mission. € nature and incidents of the unloading service here considered 
He section pablish beyond a doubt that it is inextricably bound up with the 
The list com "Shaul service. It follows that respondents may not now segregate 
and 46 shim. ce nent of that service, making a separate charge therefor, 

“eee an adequate showing that the aggregate charge for the through 
” a is reasonable. Compare Lighterage and Storage Regulations 
ew York, 35 I. C. C. 47, 61. As such a showing was not made 
spondents have not met the requirements of the statute in that 
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m Railroag pespect and accordingly have not sustained their burden as to the 
its order @@’asonableness of the proposed charge. 

inting Olle 1G 08 EMO AE, 

1S the ALTON REORGANIZATION 

+" e iar. The Commission, division 4, by a report and order in 
vera amet ce No. 14030, Alton Railroad Co. Reorganization, has 
vein ori ed Watson Washburn, Allerton C. Hickmott, Orlando 


unsbury, and Thorvald F. Hammer to serve as a protec- 
€ committee for holders of 6 per cent guaranteed preferred 
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stock of the Kansas City, St. Louis & Chicago Railroad Co., 
and to solicit authorizations to represent holders of this stock 
without the deposit thereof. 

The report said that counsel for the trustee of the debtors 
had doubted the need of a committee to represent practically 
the same stockholders, authority to represent whom had been 
granted previously by the court. The report said that the 
applicants desired to represent more than 25 security holders, 
and that it was possible that the committee would receive 
authorizations to represent the stockholders previously per- 
mitted to intervene in the court proceedings, thus unifying 
the effort of this class of creditors. It said that the fiduciary 
relation which would exist between the committee and the 
stockholders justified a prohibition on the members of the 
committee, and organizations of which any member was an 
officer, partner, or controlling stockholder, from dealing or 
trading in the stock or other securities of the debtors or 
their affiliates, except that they might make and grant author- 
izations to the committee to represent them and have the same 
rights and be subject to the same liabilities in respect thereto 
as others making and granting such authorizations. The report 
said that “it is our view that the form of authorization should 
be modified to reflect this limitation.” 

The report said also that the application had stated that 
the committee reserved the right to apply for reasonable com- 
pensation for its services, and added that “we do not interpret 
the statute as permitting any compensation to committee mem- 
bers out of the estate of the debtors. Our action on the appli- 
cation . . . cannot be construed as indicating in any way our 
approval at any time of a maximum allowance to the members 
of the committee for such compensation.” 

Judge John P. Barnes in federal district court at Chicago, 
November 9, granted an extension of time from November 24, 
1943, to February 29, 1944, for the filing of a plan of reorgani- 
zation for the Alton Railroad by Henry A. Gardner, trustee. 
Owen A. West, counsel for Mr. Gardner, said accountants and 
others employed since July to gather data for the plan would 
be unable to complete their work until some time after the 
November date previously set for the filing of the plan (see 
Traffic World, July 31, p. 259). 

The court entered an order authorizing the United States 
Trust Company of New York to intervene in the proceedings. 
The company is trustee under the indenture of March 15, 1878, 
under which the Alton leased the line of the Kansas City, St. 
Louis and Chicago Railroad, between Mexico and Kansas City, 
Mo. The trust company seeks to have the court continue the 
contract in effect under the reorganization. 


HUDSON & MANHATTAN FARES 


Modifying its report and order on reconsideration in I. 
and S. No. 4394, Passenger Fares of Hudson & Manhattan Rail- 
road Co., the Commission, by Commissioner Porter, in a second 
report on further hearing, has found a passenger fare on an 
alternative basis of 11 tokens for one dollar or of one dime in 
cash for local interstate application on the H. & M. downtown 
line, reasonable and otherwise lawful for the remaining period 
of the war and six months thereafter. The decision carried the 
condition that the same alternative basis be maintained on the 
company’s uptown line (see Traffic World, June 19, p. 1449). 

The report said that, following its grant of authority for 
a fare of nine cents, 255 I. C. C. 649, the H. & M. had repre- 
sented by petition that collection of a nine-cent fare as author- 
ized was impracticable. It said that the use of the basis ap- 
proved in the instant report on both the downtown and uptown 
lines was the only practicable method now available by which 
the company could reasonably be expected to obtain the finan- 
cial benefits contemplated by the Commission’s findings and 
conclusions in the second report as necessary to insure ade- 
quate transportation service. 

The company was authorized to publish and apply the 
fares on not less than 15 days’ notice to the Commission and 
to the general public. 

The order also overruled a motion filed by the Price Ad- 
ministrator for the Economic Stabilization Director, asking that 
the proceeding be opened for the purpose of receiving testi- 
mony and exhibits with respect to the revenues, income, and 
expense of the company, among other things. 

Commissioner Miller concurred in part as to the finding 
made respecting the alternative basis of fares in so far as it 
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would afford relief from the conclusion reached by the majority 
in the report on further hearing, 255 I. C. C. 649, and said he 
was authorized to state that Commissioners Mahaffie and Pat- 
terson joined in the expression. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission. ) 


Pennsylvania Signal System 


No. 28000, Sub. 96, Pennsylvania Railroad Co. application 
for approval of proposed modifications of systems or devices 
under paragraph (b) section 25 of the interstate commerce act, 
as amended. Application of the Pennsylvania for approval of 
modifications of automatic block signal and manual block signal 
systems at Logansport, Ind., at crossing with Wabash Railroad, 
granted, subject to condition. 


Starch 


Fourth Section application No. 19997, Starch from Clewis- 
ton, Fla., and Laurel, Miss. By division 2. Authority granted, 
by fourth section order No. 15018, subject to conditions, to 
establish and maintain rates on sweet-potato starch, in carloads, 
from Clewiston, Fla., and Laurel, Miss., to Norfolk, Newport 
News, Richmond, Lynchburg, and Roanoka, Va., not lower than 
39 cents from Clewiston and 40 cents from Laurel, minimum 
40,000 pounds; and to Panama City, Fla., Mobile, Ala., and 
New Orleans, La., rates the same as the corresponding rates 
from Peoria, Ill., to the same Gulf ports, but. not less than 30 
cents, minimum 60,000 pounds; without observing the long-and- 
short-haul provision of section 4. The report said relief was 
sought over the direct routes and over circuitous routes over 
which the applicants had relief with respect to the class rates 
from and to the same points. However, it said it was proposed 
to restrict application of the rates from Clewiston to the direct 
routes and a limited number of indirect routes, and that con- 
sideration of the application was limited to such routes. It said 
that applicants had stated that there was no present prospect 
of starch being produced at intermediate origins. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 33500, Sub. 1, Pyramid Moving Co., Cleveland, Ohio, 
extension. Certificate denied. Household goods, between points 
in various states, over irregular routes. 

*MC F-2194, David C. Hall, Fort Worth, Tex.,—Purchase— 
Reves Jordan. Purchase by David C. Hall, dba D. C. Hall 
Motor Transportation, of Fort Worth, Tex., of certain operating 
rights and property of Reves Jordan, dba Jordan Truck Line, 
of Monroe, La., approved, subject to condition. Issuance of 
certificate to David C. Hall, dba D. C. Hall Motor Transporta- 
tion, authorized, with conditions. 

MC 61625, D. D. Maner, Rome, Ga., common carrier, em- 
bracing MC 89440, Sub. 6, A. B. C. Truck Lines, Inc. (Succes- 
sor in interest to D. D. Maner) common carrier application; 
MC 61625, Sub. 1, Same, extension; and MC 89440, Same, ex- 
tension. Certificate denied, in MC 61625, Sub. 1, general com- 
modities, with exceptions, between Rome and Atlanta, Ga., 
serving all intermediate points and certain off-route points. 
Certificate denied in MC 89440, Sub. 6, continuance in opera- 
tion, general commodities, between Rome and Atlanta, Ga., 
Chattanooga, Tenn., and Birmingham, Ala., and between Rome 
and points in N. Y., Pa., N. J., Md., Va., N. C., and S. C. Cer- 
tificate granted in MC 89440, Sub. 2, general commodities, with 
exceptions, serving Berryton, Ga., Chickamauga, Ga., all points 
within five miles of Chattanooga, Tenn., and all points within 
five miles of Rome, Ga., in connection with presently authorized 
operations. Commissioner Lee concurred in part. 

MC 51006, Sub. 1, Shawmut Transportation Co., Inc., New 
York, N. Y., common carrier. Certificate granted on recon- 
sideration, and findings in prior report, 34 M. C. C. 569, that 
an interruption of service between May 12, and July 18, 1939, 
was beyond the control of applicant and its predecessor, Tops- 
field Express Co., Inc. Continuance in operation, general com- 
modities, with exceptions, in a service at Worcester, Mass., as 
an intermediate point in connection with regular-route opera- 
tions authorized in MC 51006. 

*MC 104293, Jacob Schuster, Glenwood City, Wis., com- 
mon carrier. Certificate granted. Livestock, between Glen- 
wood City, Wis., and points within 15 miles thereof, on the 
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one hand, and, on the other, South St. Paul, and New, 
Minn., and animal and poultry feeds from Minneapolis 
Paul and South St. Paul, Minn., to Glenwood City, over jrro, 
lar routes. , 
*MC 73464, Sub. 4, Jack Cole Company, Inc., Birminghan 


Ala., extension. Certificate granted. General commogit; by the 
with exceptions, and specified commodities, between cert, subst? 
points in Ala., Pa., N. Y., Ohio, Mich., Ind., Ill, Tenn, awe A 
Ga., over irregular routes. lie exten 

*MC 10955, Lester N. Renner, Barberton, Ohio, co ment, 
carrier. Certificate granted. Continuance in operation, ag tol the al 
such commodities as are manufactured, processed, or dealt inf virtue 


by rubber or rubber products manufacturers from points i, 
Summit county, Ohio, to points in W. Va., Pa., Md., and D, 
and scrap rubber on return; chemicals from Barberton, Ohi, , 
points in W. Va., and Pa., and empty chemical containers 
return, over irregular routes. 
*MC 44354, Herman Ortlepp, Chilton, Wis., common carrig 
Application dismissed on findings that applicant has failed jy 1 
establish the right to a certificate as a common carrier or, 
permit as a contract carrier under the “grandfather” clap 
General commodities, between points in Wis., Minn., Ia. and ]j, 
*MC 59120, Lloyd E. Miller, Irwin, Pa., common carrie, 
Certificate, in lieu of the permit authorized by order of Feb, 2 
1938, granted on findings that the operations of applicant; 
predecessors were those of a common carrier. Commissione 
Lee dissented. 
MC F-2234, Arthur A. McCue, St. Paul, Minn.—Purchase 
William H. Stanton. Purchase by Arthur A. McCue, doi 
business as Minnesota-Wisconsin Truck Line and McCue Tran. 
fer Co., of the operating rights and property of William } 
Stanton, doing business as St. Croix Valley Express, of Rug 
City, Minn., approved and authorized, subject to condition. 


Railroad Abandonments 


In Finance No. 14391, Colorado & Southeastern Railroad 
Co. has asked authority to abandon 1.20 miles of its track k& 
tween Chandler Junction on the Atchison, Topeka & Santa ke 
Railway and Denver & Rio Grande Western on the D. & RG 
W. known as the Chandler branch, in Fremont county, Cob 
The application said the branch had served a coal mine whid 
had been closed permanently and dismanteled. 


Milwaukee 


The Commission, by on order in Finance No. 14001, Gi 
cago, Milwaukee, St. Paul & Pacific Railroad Co. stees 
Abandonment, involving abandonment of a portion of a lined 
railroad between Woodruff and Star Lake, in Oneida and Vila 
counties, Wis., has denied a petition for rehearing and rearg 
ment filed by Plum Lake Improvement Association and othe 
protestants, and by certain railroad employes. 

The federal district court at Chicago, November 10, autho-®)i 
ized the Milwaukee Road, which owns 51 per cent of the capitil 
stock of the White Sulphur Springs and Yellowstone Pak 
Railway Company, to vote the stock in favor of abandonmat 
of the 19 miles of line extending from White Sulphur Spring 
to Dorsey, Mont. Trustees of the debtor informed the cou 
that the estate of John Ringling, owner of the remaining 49 
cent of stock, had agreed with the debtor that operations 0v# 
the branch line were no longer profitable and that the lit 
should be abandoned and salvaged. The court’s order auth 
ized the debtor to apply to the Commission for permission # 
abandon operations over the line. 


Northern Pacific 


By a report and certificate in Finance No. 14268, the Cot 
mission, division 4, has permitted abandonment by the Northen 
Pacific Railway Co. of a portion of a branch line of r 
extending from Stuart to Norton Junction, in Deer 
county, Mont., 2 miles. 


Monongahela 


The Commission, division 4, by a report and certificate 
Finance No. 14312, Monongahela Railway Co. Abandonmel 
has permitted abandonment by the Monongahela of a porul 
of a branch line of railroad extending from Moser Run Jul 
tion to Edenborn, in Fayette county, Pa., .089 mile. 


Cc. B. & Q. 


In a proposed report by Examiner R. Romero, in Finané 
No. 14161, Chicago, Burlington & Quincy Railroad Co. Aba 
donment, the examiner recommends that division 4 authol 
abandonment by the Burlington of lines of railroad as follo 
From Humeston to Clearfield, approximately 58 miles; 10 
Merle Junction to Clarinda, about 27 miles, all in Wayne, # 
catur, Ringgold, Taylor, and Page counties. Ia. The report 8 
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ind New line had been operating at substantial losses, even if the 
meapolis’ 4 which the protestants contended would not be saved by 
, OVEr ima. abandonment were excluded; and that large expenditures were 
for the rehabilitation of the line, while prospects of 
Birmingh, permanent substantial increases in tonnage were not supported 
Commoditie’ ty the tonnage. It was unlikely that the line would recover any 
WEEN certain substantial portion of the motor carrier traffic, it said. 
. Tenn, an Applicant had submitted an exhibit showing the probable 
‘extent to which employes might be affected by the abandon- 
hio, Common ment, said the report, and that it appeared in most cases t 
ration, ag tof the affected employes would either displace other employes by 
l, or dealt inf virtue or seniority rights, or that because of labor shortage 
OM points jg their services would be utilized at other points. A request had 
d., and D, C, i been made on behalf of the employes that in the event abandon- 
rton, Ohio, tj ment was authorized that the Commission provide that any 
-ontainers employe who might be affected should not be placed in a worse 
wndition with respect to his employment for a period of four 


nmon - and that any employe so affected be reimbursed for any 


has failed jj home-property losses and moving expenses sustained by reason 
Carrier org of the abandonment. Jurisdiction, in accordance with the Com- 
mission’s usual practice, should be reserved for two years to 

ILE insider the question of whether conditions should be imposed, 
Feb t said the report. 


ther” 


D. & R. G. W. 


By a report and certificate in Finance No. 14342, Denver 

& Rio Grande Western Railroad Co. Trustees Abandonment, 

ase the Commission, division 4, has permitted the D. & R. G. W. to 

McCue, doin abandon a portion of a branch line of railroad extending from 

icCue fureka to the end of the track, 3.49 miles, and of another line 
' William q fof railroad, 0.85 mile, in Juab county, Utah. 


ress, of Rush Hartwell Ry. 


‘ondition, In Finance No. 14396, Hartwell Railway Co. asks permis- 
sion to abandon its entire line of railroad between Bowersville 
and Hartwell, in Hart’county, Ga., 10.1 miles, and to substitute 
motor truck service. The application said the company received 
insufficient income to maintain the road in safe condition for 

ern Railrod@ operation, by reason of lack of patronage. 

its track O. C.-A.-A. Ry. ° 

bane Oklahoma City-Ada-Atoka Railway Co., asks authority in 

county Conf finance No. 14398 to abandon a portion of its line extending 

1 mine whid fm Tupelo to Colgate, in Coal county, Okla., 14.8 miles; and 
toabandon operation of the portion of the line owned by the 

Mssouri-Kansas-Texas Railroad Co., extending from Colgate 

to Atoka, in Coal and Atoka counties, Okla., 13.7 miles. The 

application said that the M-K-T had served notice of termina- 
tin of the lease under which the applicant had been operating 
the M-K-T line and that operation of the line owned by the 

. applicant, which joined with the M-K-T line, if undertaken 

ida and Vila yithout operation of the latter, would also be a deficit opera- 

; and reargklition. Abandonment should be permitted, it said, because of the 

present lack of traffic originating on or destined to points on 


on and other 
the lines, and the almost total lack of overhead traffic on the 
or 10, autho-B lines, 
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Examiner Ralph R. Molster, in a proposed report in Fi- 
nance No. 14100, Pennsylvania-Reading Seashore Lines Aban- 
mment, has recommended that division 4 of the Commission 
find present and future public convenience and necessity not 
shown to permit abandonment by the Pennsylvania-Reading of 
a line of railroad, called the Stone Harbor branch, extending 
from Cape May Court House to Stone Harbor, in Cape May 
county, N. J., about 3.9 miles. The examiner said that as the 
record stood on further hearing, it showed that in 1941 and 
operation of the branch had resulted in a small profit to 
the apnlicant’s proprietaries. He said the record showed that 
68, the Cor the communities of Avalon and Stone Harbor would suffer 
the Northen ettiment from, loss of railroad service. 
e of railroi 


Deer Loig TRAFFIC AT TEXAS PORTS 


The Commission has issued two orders in No. 17000, Rate 
Structure Investigation, Part 8, Cottonseed, its Products, and 
Related Articles, one of which denies the petition of the south- 
Western railroad respondents for reconsideration and modifica- 
tion of the findings and order so as to permit grouping of cer- 
of a portid Texas ports, the other granting a modification in rates 
Run Jum Se Traffic World, Sept. 11, p. 582). 
le. The modification of the findings and orders as to rates was 

as follows: 
a It is ordered, that the orders heretofore entered in this proceeding 
in Finané pe they are hereby, modified sufficiently to permit the filing of 
), In ffs Providing, in lieu of rates made in percentage relations to the 
d Co. Abat t-class (column 100) rates, which relations were prescribed or 
. 4 authori@@*proved in the original report in these proceedings as modified in 
d as follow “Pplemental reports to and including the tenth, other rates from 
miles; fra aid to the same points made in the same percentage relations to the 
Wayne, " “Class rates prescribed or approved in the twenty-first supple- 
e report SAGE sup 


Mental report as modified by the twenty-second and twenty-fourth 
a emental reports in Consolidated Southwestern Cases, 205 I. C. C. 
+ 211 I. C. C. 575; and 218 I. C. C. 11. 


certificate! 
bandonmet 


Freight Rate Increase Removal 


The Commission, the afternoon of Nov. 8, by a supple- 
mental report and order in Ex Parte 148, extended from Jan. 1 
to June 30, 1944, inclusive, the period of suspension of the in- 
creases in freight rates and charges authorized in that pro- 
ceeding by its order of March 2, 1942. The increases had been 
suspended by the Commission’s order of April 6, effective May 
15, until Jan. 1, 1944. The instant order requires the petitioners 
and intervenors, not later than Dec. 18, to publish and file 
tariffs or supplements giving effect to the further suspension 
of the increases. On Oct. 7, the Commission asked all parties 
to show cause why it should not extend the suspension period, 
and a number of returns to the order were filed (see Traffic 
World, Nov. 6, p. 1123). 

The Commission’s findings and conclusions follow: 


We have given further consideration to the evidence in this pro- 
ceeding, including current statistical data in the way of the specified 
periodical reports of the petitioners which it was earlier stipulated we 
might consider, and also to the returns to show-cause order. We find 
that, under present conditions, and, so far as we can reasonably fore- 
see, for the period to and including June 30, 1944, the revenues re- 
ceived by the railroads from their present freight rates and charges will 
meet the objectives of the national transportation policy as defined in 
the interstate Commerce act, and the standards of section 15a (2) 
thereof. 

Upon the entire record as now supplemented, we are of opinion 
and find that the added revenues that would result from the increases 
in freight rates and charges authorized in the original report and 
suspended in the report on further hearing, are not necessary or justi- 
fied under conditions presently foreseeable for the period from Jan. 1 
to June 30, 1944, both inclusive; and that the present general level of 
freight rates and charges will be just and reasonable during that 
period. 

We expect the petitioners and intervenors not later than Dec. 18, 
1943, to publish and file tariffs or supplements to tariffs postponing 
until July 1, 1944, the application of all their tariffs so far as they 
now provide for the restoration on Jan..1, 1944, of the increases in 
freight rates and charges authorized by our order of March 2, 1942. 
Permission to effectuate such publication and filing will be granted. 

In report on further hearing, at pages 395 and 396, and in order 
thereon, we exempted therefrom rates on various commodities which 
had been reduced considerably below the normal basis at the request 
of the government. The same exemption is made in the present find- 
ings and order. 


Commissioner Miller concurred in the result. Commissioner 
Patterson said he concurred in the result attained by the ma- 
jority report, which was to continue the present rates and 
charges, but added that he did not approve the method by which 
the majority arrived at that result. The present rates and 
charges became effective May 15, he pointed out, as maximum 
reasonable rates and charges and that they might not “here- 
after lawfully be increased until evidence is adduced at public 
pa eo. showing they are unreasonably low. We have no such 
evidence.” 


The report reviewed the returns to the show-cause order, 
quoting from that filed by the railroads in which they con- 
sented to the further suspension of the increases. As to the New 
Orleans Public Belt Railroad, and the Kansas City Connecting 
Railroad Co., switching lines, the report said they had asked 
restoration of the suspended increases on Jan. 1, 1944. The 
Commission quoted from its report on further hearing with 
respect to the request of New Orleans Belt Railroad to retain 
the increases to the effect that what was called for was an 
examination of the propriety of the basic rates, rather than an 
inquiry into increases on the previous rates of the carrier. This 
applied to both switching lines, the report said 


The report dealt with the returns of federal and state 
authorities, and of Freight Forwarders Institute and American 
Trucking Associations, as follows: 


Continuation of the suspension of the freight rate increases until 
July 1, 1944, is urged upon us in the returns by the federal officers 
named by their titles in the appearances above shown, and by the 
state authorities and associations of regulatory commissions. The latter 
submit a request that we now cancel outright our authorization of the 
increases, and if that can not be done, that we undertake further pro- 
ceedings to make such action possible. The question of the perma- 
nent suspension of the increases is beyond the issue raised by the 
order to show cause. We will in the future, as in the past, endeavor to 
keep ourselves informed as to pertinent conditions, and from time to 
time will take whatever action may seem appropriate. 

In the returns filed by Freight Forwarders Institute and American 
Trucking Associations, Inc., we are asked to reopen this proceeding 
for the purpose of receiving evidence that less-carload traffic by rail 
fails to pay its proper share of railroad expenses, and thereby unrea- 
sonably burdens other freight traffic and results in the impairment of 
the public service of other modes of transportation. Pending such 
investigation, these organizations urge that we permit the increases 
originally authorized on less-carload freight to be restored and remain 
in effect on and after Jan. 1, 1944. The lawfulness of less-carload class 
rates as well as carload rates, and the relations between them, be- 
tween all points in the United States east of the Rocky Mountains, is 
in issue in docket No. 28300, Class Rate Investigation, 1939, which raises 
substantially the same issue. Testimony has been taken in that in- 
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vestigation, and this proceeding is not the appropriate means for 
determining the question presented. 


The report pointed out that shippers and associations of 
shippers, with one exception, had favored continuance of the 
suspension of the increases until July 1, 1944, and that two 
shipper associations had suggested their permanent suspension. 
One shipper, Illinois China Pottery Co., said the report, had 
urged restoration of the increase on Jan. 1 

The Commission has issued amendment No. 3 to special 
permission No. 15585, amendment No. 3 to special permission 
No. 16150, authorizing the rail carriers to publish the post- 
ponement until July 1, 1944, of the rate increases in Ex Parte 
148 by short form methods of publications, and providing that 
supplements issued under the amendment should be exempt 
from the Commission’s rules as to the number and volume of 
supplemental matter permitted, provided, further, that the 
supplements contain no other matter. 

The amendment orders that petitioning and intervening 
carriers and their publishing agents are authorized to publish 
and file with the Commission consecutively numbered supple- 
ments or revised pages to current tariffs, or reissues of said 
tariffs, to postpone until July 1, 1944, the application of all 
tariffs and supplements in so far as they provided for the 
restoration on Jan. 1, 1944, or later dates, of the increases in 
rates and charges, including rules and regulations published 
in connection therewith; and to postpone, effective not later 
than Dec. 31, the expiration of rates and charges, and rules 
and regulations, now published to expire with Dec. 31, so that 
they will expire with June 30, 1944. The supplements or 
revised pages are to be made effective on not less than 14 days’ 
notice. 


COMMISSION ORDERS 


Fourth Section Application 20239, Sugar from Grand Island, Neb. 
Petition filed by American Crystal Sugar Co. for postponement of 
hearing assigned for December 8 at Kansas City, Mo., until a later 
date, denied. 

‘MC 68963 Sub. 1, Millard W. Twigg, common carrier application 
formerly MC 52716, Alice May Twigg common carrier application. Re- 
opened for further hearing. 

MC F-1695 (2nd supplemental) Davidson Transfer & Storage Co., 
issuance of notes. Authority granted by order and supplemental order 
of November 19, 1941, and December 1, 1941, to issue $100,000 of unse- 
cured promissory notes to finance purchase of new motor equipment, 
rescinded and canceled. 


MC F-2273, Contract Cartage Co., lease, B. W. Preussel. Applica- 
tion filed by Contract Cartage Co., and B. W. Preussel, dba Trailer 
Convoy, seeking authority under section 5, interstate commerce act, for 
lease by former of operating rights of latter, dismissed. 

MC F-164, Manhattan Coach Lines, Inc., et al. vs. 
Transit Lines, Inc. Reopened for reconsideration. 


W-1, Erie & St. Lawrence Corp., contract carrier application. Ef- 
fective date of certificate and order of June 16, further postponed to 
January 8, 1944. 


W-154, Great Lakes Transit Corp. applications. Effective date of 
certificate and order of June 18, further postponed to January 13, 1944. 


No. 28470, F. W. Smalstig vs. B. & O. et al. Petition of complain- 
ant for reconsideration denied. 


No. 28723, B. C. Coan dba Animal Foods Co. vs. A. T. & S. F. et al. 
Petition of Louisville & Nashville R. R. and other southeastern car- 
riers, defendants, for reconsideration denied. 

MC 2412, Dallas Transfer & Terminal Warehouse Co., common car- 
rier application. Reopened. for reconsideration solely to determine 
whether applicant is entitled to additional authority to serve Georgia, 
Iowa, New York, Minnesota, Nebraska, Tennessee, and Virginia, and 
whether applicant is entitled to non-radial rights in states which it is 
authorized to serve. Order of June 4 as subsequently modified to be- 
come effective November 30, insofar as it denied above-described opera- 
tions, vacated. 

MC 79774, Vincent J. Sucato, common carrier application. Reopened 
for further hearing. Orders of March 16, 1942, and December 3, 1942, 
insofar as they denied application, vacated. 

MC 88411 Sub. 1, Walter Weddum extension, building materials. 
Reopened for further hearing. 

W-693, Bayside Oil Co., Inc., dba Bayside Towing Co., application. 
Petition of applicant for reconsideration denied and motion of applicant 
to strike erroneous statements contained in reply of protestants of 
September 13, overruled. 

No, 28922, California Cotton Oil Corp. et al, vs. Alton et al. Motion 
filed on behalf of Secretary of Agriculture and War Food Administrator 
to strike from reply of defendant carriers to exceptions of those parties, 
certain appendices and all reference thereto, overruled. 

W-400, Diesel Towing Co., contract carrier application. Petition of 
Inland Navigation Co. for hearihg, denied. 

W-481, M. R. Hallett, contract carrier application. Petition of In- 
land Navigation Co. for hearing, denied. 

w-844, L. N. Boudreaux, contract carrier application. Petition of 
De Bardeleben Coal Corp., dba Coyle Lines for reopening, hearing, and 
reconsideration, denied. 

MC-F 2258, Watson Bros. Transportation Co., Inc., purchase, Ter- 
minal Warehouse Corp. Petition of Bekins Van Line Co., Central 
Storage & Van Co., Ford Bros. Van & Storage Co., Gordon Storage 
Warehouses, Inc., and Knowles Vans, Inc., for denial and dismissal of 
application of Watson Bros. Transportation Co., Inc., and Terminal 
Warehouse Corp., seeking authority under section 5, interstate com- 
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merce act, for purchase by former of certain operating rights of jp: 
denied. " 

No, 28647, D. A. Stickell & Sons, Inc., vs. Alton et al. One 
March 18, further modified to become effective March 17, 1944, g ». 
less than 30 days’ notice, instead of December 17. - 

MC F-1678, Southwestern Greyhound Lines, Inc., merger, Argan. 
Motor Coaches, Ltd., Inc.; The Greyhound Corp., control, Argan 
Motor Coaches, Ltd., Inc.; MC F-1679, Southwestern Greyhound Lina 
Inc., issuance of stock; MC F-1680, The Greyhound Corp., issuance , 
stock. Reopened for rehearing. 

MC 29890 Sub. 2, Rockland Coaches, Inc. Report and Order 
December 5, 1942, modified so as to authorize issuance to applicant , 
compliance with sections 215 and 217 of interstate commerce act a Pra 
rules and regulations thereunder, of an amended certificate to tp», 
port passengers and their baggage, and of express in same vehi E 
with passengers, between Westwood, N. J., and River Edge, y, j/ : 
over a regular route, as follows: From junction of Broadway gym" 
Washington Avenue in Westwood over Washington Avenue to ymels | 
junction with 3rd Avenue, thence over 3rd Avenue to its junction yygum 
4th Avenue, thence over 4th Avenue continuing on Forest Aveny 
junction of Midland Avenue and Forrest Avenue, thence over Mig 
Avenue to its junction with Kinderkamack Road in River Edge, 
return over same route, serving all intermediate points. This ons ‘ 
shall become effective December 20, unless prior thereto any party j 
interest shall show cause, if any there be, in a writing verified ype 1 
oath, why report and order of December 5, 1942, should not be moymphouse 
fied and certificate of April 7, amended in manner described above, §or pr 
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PETITIONS FOR REHEARINGS, ETC. 


W-414, Ohio River Co., contract carrier application. Mississip 
Valley Barge Line Co. and Campbell Transportation Co. asks for» 
opening and formal hearing. 

MC-F 2341, Clare M. Marshall, Inc., purchase William L. Mead 
tate. Clare M. Marshall, Inc. asks for authority temporarily to oper 
motor-carrier properties of Harriett M. Mead, Executrix T/A William 
Mead Estate. agent 

W-414, Ohio River Co., contract carrier application. Union Bayiicomp 
Line Corp. asks for leave to intervene for reopening, for formal heeMor pr 
ing, and for modification of Commission’s report and order. good: 

W-414, Ohio River Co., contract carrier application. American Bagiiiforei; 
Line Co., asks for hearing and leave to intervene, for vacation pendes 
lite of findings and orders and for revised findings and orders. 

W-595, Norfolk, Baltimore & Carolina Line, Inc., application, ¢. 
Willis, protestant, asks for reconsideration of report and order of & 
tember 30 and for vacation of that portion of order granting permanal 
authority south of Wilmington, N. C., effective December 24, 

MC F-2236, Santa Fe Trail Transportation Co., lease, Vincent Trg 
Line. Santa Fe Trail Transportation Co. asks for authority. tempo! 
to operate motor carrier properties of Edwin L. Vincent, dba Vine 
Truck Line. 
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MOTOR FINANCE CASES 

Action by Division 4, November 8, 1943, in finance case, No, Mm, 
F-2221, John F. Ernsthausen and Doris E. Ernsthausen—Control; No 
walk Truck Line Co.—Purchase—Ford McConnell. Purchase by Ni 
walk Truck Line Co., of Norwalk, Ohio, of operating rights and cera 
property and lease of certain property of Ford McConnell, doing bu 
ness as McConnell Truck Line, of Defiance, Ohio, and acquisitions 
control of said operating rights and property by John F. and Doris! 
Ernsthausen, both of Norwalk, through said purchase and le 
approved and authorized, subject to condition, the question a1 
whether vendor has any lawful right to operate between Toledo # 
Wauseon, over Ohio Highway 2, which may be acquired by Norv 
Truck Line Co. reserved for determination in connection with 
‘“‘grandfather’’ application of vendor. 

Action by Division 4, November 5, 1943, in finance case, No. ¥ 
F-2162, Fred E. Tucker et al—Control; East Texas Motor 
Lines—Lease—A. E. McDonald Motor Freight Lines. Acquisition 
Fred E. Tucker, O. P. Thornhill, and Sam A. Leake, Jr., all of Dallaire 
Texas, of control of operating:rights of A. E. McDonald Motor Fre sh 
Lines, of Waxahachie, Texas, through lease by East Texas Molgem 
Freight Lines. of Dallas, Texas, approved and authorized. 

MC F-2334, Canfield Driveaway Co.——Lease—Reliable Drivigevu 
Corporation. Application for authority under section 210a(b) of 
field Driveaway Co. of Detroit, Mich., for temporary operation 
portion of the motor carrier rights and properties of Reliable D 
Corporation, also of Detroit, denied. 

MC F-2343, Carolina Transportation Co.—Purchase—R. H. Bath 
Application for authority under section 210a(b) of Carolina Trans? 
tation Company of Raleigh, N. C., for temporary operation of MONEE c 
carrier rights and properties of R. H. Barbour, doing business | e 
Barbour’s Motor Express, of Fuquay Springs, N. C., granted wi n 
condition. 
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CAR HIRE SETTLEMENT CASE , 
The proceeding in No. 17801, Rules for Car-Hire SeWih 
ment, involving a dispute between Atlanta & Saint And 
Bay Railway Co., and the car service division of the Ass® 
tion of American Railroads, has been reopened by an order ! 
the Commission, solely to determine and to prescribe the ® 
sonable rentals to be paid by the Atlanta & Saint Andrews ™™, 
the use of cars of other carriers by railroad and the reasonaie 
rules for car-hire settlement. (See Traffic World, Oct. 2, Pp. 
At the same time the Commissoin granted the Atlanta 
Saint Andrews leave to file an answer to the petition of# 
A. A. R., which had asked for reopening and further heatll 
and denied the motion of the railroad to dismiss the A. 4 
petition. 
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merce ect afPractices Of Household Carriers 

N same vehi Examiner A. S. Parker, by a proposed report on further 

ies. N. iMaring in Ex parte MC-19, Practices of Motor Common Car- 
Avenc® ati ers of Household Goods, an investigation instituted by the 

IS junctial ‘commission into the practices of household goods carriers, has 

rest Avenye ymproposed that the Commission find reasonable, with some 

© over Midladmhanges, certain rules proposed by the Bureau of Motor Car- 

iver Edge a@Mfors and that other rules so proposed should not be approved 

5 This onigil(ee Traffic World, July 10, p. 76). 

z veriaial ‘a «<The rules proposed by the Bureau covered practices of 


id not be moafhousehold goods carriers in insuring or undertaking to insure 
ribed above, Mor procuring insurance of shipments; giving estimates of costs, 
o transportation and accessorial services; and collecting dock 


rc. charges. 

On. Mississigt The examiner said that the proposed rule 7 would impose 
20. asks for nto great expense on the respondents without any material 
benefit to the public, and recommended the following rule in 

























arily toa jiu of rule 7 prescribed in the original proceeding: 
T/A William Rule 7. No common carrier by motor vehicle or any employe, 


agent, or representative thereof shall act as agent of an insurance 


n. Union Bang company in insuring, under any type of policy, nor offer, sell, issue, 
‘or formal heeMMor procure for a shipper any insurance to cover shipments of household 
der, goods to be transported by such carrier or its affiliate in interstate or 
American Bay foreign commerce. 
ication pendetg 
rders. In connection with the proposed rule covering estimates 
— Clif charges, the examiner proposed adoption of the following 
aan oa of Sefiule, embodying minor changes in the bureau's rule: 
er 24, Rule No. 9. Whenever an estimate of the charges for a service 
» Vincent Trio transportation, in interstate or foreign commerce, shall be made or 
rity. tempo gin by a motor common carrier to a proposed shipper of household 
nt, dba Vinci ois, it shall be in writing, a copy shall be left with such shipper, 

and it shall contain the following: 
(a) The correct name and address of the motor carrier and the 
mame of the authorized agent who prepared the estimate. 
; (b) A list or other indication of the articles on which the estimate 

e case, No, M is made. 

Me - (c) The origin and destination of the proposed movement. 
shts and y mm (4) The estimated weight of the goods to be transported. 
rel, doing bi (e) The applicable rate. 

i acquisition (f) An itemized statement of all accessorial services and charges 
F. and Doris! at point of origin. 

ons and (g) The total charges, except those that may be occasioned by 
‘question pay acessorial services at destination. 
een Tolease (h) A printed statement on the face thereof, in a prominent posi- 
“ed by Norm lion, in not less than. 8 point bold or full face type, the following: 
ction with t Imported Notice 
e case, No. W The actual charges which will be collected cannot be determined 

Motor until after the property is loaded on a van and weighed. 

Acquisition fj This estimate covers only the articles listed therein. The party 
r., all of Dallij§receiving same must certify thereon that such articles only are to be 
1 Motor shipped. If it is later decided to ship additional articles, a supple- 
a Texas Mommental estimate may be obtained. 
ed, 


The estimate of the charges herein made is not a warranty or 
eliable Driv§euaranty that the actual charges will not exceed the amount estimated. 
210a(b) of & Carriers are required by law to collect transportation, packing, 
operation of #§and other incidental charges computed on rates shown in their law- 


Reliable D fully published tariffs regardless of any rate quotation or weight 
estimate made by the carriers. 

-R. H. Barb 

rolina Transp 


The rule 10 proposed by the Examiner covers the matters 







ration <a Contained in the bureau’s proposed rules 10, 11, and 12. The 
— @*Miner proposed rule 10 as follows, observance not to be 






Tequired until after the termination of the war: 


Rule 10. Whenever the initial weighing of the shipment indicates 
i weight more than 20 per cent in excess of the estimated weight given 
the carrier to the shipper, and upon tender of delivery of the ship- 
ment at destination the shipper, owner, consignee, or other person liable 
for the charges claims to be unable to pay the increased charges, the 
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f the Assocemtarrier may extend credit, for a period of 15 days, for the charges in 
y an order yng of 120 per cent of those estimated, or it may retain such articles, 
cribe the rm Value sufficient to cover the charges in excess of 120 per cent of the 
t Andrews fi" mate, as are not essential for the conduct of an ordinary household, 
the reasonal thon waing beds, stoves, refrigerators, tables, or cooking utensils, and 
Yet. 2, p. he € necessary for every day use in housekeeping, and store same by 
rh : Ad anta ac dey nent of storage charges thereon for a similar period. Delivery 

€ | of t € articles that may be so retained by the carrier should be made to 
etition of Miele residence without charge to the shipper, owner, or consignee for 
rther heatil ting time, storage, or any other matter arising because of such de- 
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; the A. A ry. 















in I. C. C. Cases 


Railroad, Water, and Motor Transport 


The examiner’s proposed rule 11 is a modification of the 
bureau’s proposed rule 13, as follows: 


Rule 11. In all cases where the initial weighing indicates a weight 
more than 20 per cent in excess of the estimate given by the carrier to 
the shipper, the carrier shall, if requested by the shipper or his rep- 
resentative, reweigh the truck loaded and empty on a certified scale 
within a reasonable time after arrival at destination and tender of 
the shipment for delivery, and the shipper or its representative shall 
have an opportunity to be present at such: reweighing. No charges 
shall be assessed because of such reweighing, delay or other matters 
incident thereto. In the event of a difference between the two scale 
weights charges shall be computed on the one which produces the 


lower net weight. 


The proposed rule 16, covering dock charges, as suggested 
by the bureau, is numbered 12 in the examiner’s proposed 
rules. It follows: 


Rule 12. No motor common carier of household goods shall absorb 
any dock or other charge assessed by any warehouseman, nor shall any 
such carrier advance any such charge for the account of any shipper, 
owner or Other person, except upon specific authorization of such per- 
son. When such charges are advanced in accordance herewith, the car- 
rier shall obtain a receipt therefor from the warehouseman and deliver 
the same to the person in control of the shipment at time of delivery 
thereof. 


Class Rate Restrictions 


“Tt seems obvious that rates based on class stops present 
a constant threat to a just, reasonable, and stable rate struc- 
ture through increases, many of them unwarranted, in the 
rates of certain carriers made by individual exceptions to the 
agency tariffs. Increases camouflaged in this manner are 
difficult of detection, and rate disparities are created, as be- 
tween carriers serving the same points, which are without 
justification.” 

These statements appear in the proposed report of Ex- 
aminer H. C. Lawton, in MC C-360, Minimum Class-Rate 
Restrictions—Central and Eastern States, embracing I. and S. 
M-2160, Minimum Class-Rate Stops in Central and Eastern 
States. In MC C-360, the Commission instituted an investiga- 
tion into the reasonableness and lawfulness otherwise of pro- 
visions in tariffs of certain motor carriers providing for mini- 
mum class rate restrictions or minimum class rate stops, and 
the rates and charges resulting from the application of the 
minimum class rate restrictions or stops, and the rules, regula- 
tions, and practices affecting such minimum Class rate re- 
strictions or stops, maintained by parties to certain Middle 
Atlantic States Motor Conference, Inc., Continental Transpor- 
tation Lines, Eastern-Central Motor Carriers Association, and 
Eastern Central Motor Carriers Association tariffs (see Traffic 
World, June 19, p. 1459). 


In I. and S. M-2160, Continental Transportation Lines, Inc., 
proposed increased minimum class-rate of fifth class on truck- 
loads between certain points in central territory, and proposed 
increased truckload and less-than-truckload class rate minima 
between points in central territory, on the one hand, and 
points in trunk-line territory, on the other. 

The examiner proposed, in MC C-360, that the Commission 
should find: 


(1) That the present basic class rates of the motor common carriers 
in the territories under consideration published in the tariffs, as 
amended, described in the order of investigation herein, to the extent 
these are based on rail class rates, are unreasonably low in many 
instances for application by motor common carriers, and that until 
just and reasonable motor carrier class rates are established, minimum 
class rate stops or restrictions, as described herein, provided they do 
not result in unreasonably high rates are not unlawful. 


(2) That the maintenance of minimum class rate stops by individual 
motor common carriers, respondents herein, in the form of exceptions 
to the tariffs named in the order of investigation, in which class rates 
for general application in these territories are published, on higher 
bases than are published in the aforesaid tairffs, except between 
Atlantic City, N. J., on the one hand, and New York City, N. Y., and 
Philadelphia, Pa., on the other, is in violation of section 217 of the act 
and of the Commission’s tariff rules and results in rates which are 
unjust, unreasonable, unjustly discriminatory and unduly prejudicial 
and preferential, and that such individual class rate stops and the tariff 
exceptions providing therefor, should be ordered canceled, without 
prejudice to the filing by such carriers of scales of arbitraries, or 
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other methods of obtaining increased charges, for application over 
their lines, to be observed in addition to the bases of class-rate stops 
prescribed herein. 


(3) That in order to eliminate chaotic tariff conditions and provide 
just and reasonable minimum class rates within the territories included 
in the scope of this investigation, reasonable minimum class rate stops 
should be established for application by all respondents herein; that 
the bases of uniform minimum class rate stops proposed by the 
Eastern-Central Motor Carriers Association, Inc., and the Middle At- 
lantic States Motor Carrier Conference, Inc., would be unjust and 
unreasonable and, therefore, unlawful, and that bases of just and 
reasonable minimum class rate stops should not exceed those set 
forth in appendices F and G hereto. 

(4) That for application on shipments of all commodities weighing 
less than 5,000 pounds moving between Philadelphia and New York 
City, on the one hand, and Atlantic City, N. J., on the other, a mini- 
mum class stop of 60 per cent of first class would be just and reasonable. 


In I. and S. M-2160, the examiner proposed that the Com- 
mission find that the increased minimum class rate of fifth 
class on truckloads between points in central territory would 
be just and reasonable; but that the proposed increased truck- 
load and less-than-truckload class minima between points in 
central territory, on the one hand, and in truck-line territory, 
on the other, had not been shown to be just and reasonable. 
The proposed schedules, to the extent found unlawful, should 
be ordered cancelled, he said, without prejudice to the filing 
of new schedules, in the light of the discussion in the report. 

As to the portion of the schedules not shown to be just 
and reasonable, the report said that Continental proposed to 
increase its class F less-than-truckload stops between points 
in central territory, on the one hand, and in truck-line territory, 
on the other, to third class, solely for application on shipments 
weighing less than 5,000 pounds; the present interterritorial 
application of class F on shipments weighing 5,000 pounds and 
more to remain unchanged. No justification had been pre- 
sented for any distinction in rates on less-than-truckload ship- 
ments weighing less than 5,000 pounds, and on those weighing 
in excess thereof, the report said. To apply third class as 
a minimum on the shipments weighing less than 5,000 pounds, 
while applying 55 per cent of first class on the heavier ship- 
ments, it said, would place an undue burden on shipments 
weighing less than 5,000 pounds. The less-than-truckload stops 
approved for application between central and trunk-line terri- 
tories would be reasonable for observance by the respondent, 
it said, and that on the record there was no justification for 
the maintenance by it of class stops higher than the general 
bases. 


The examiner pointed out that, when the motor carrier 
act, 1935, became effective, motor common carriers operating 
in and between trunk-line and central territories had estab- 
lished class rates the same as the existing rail rates as a matter 
of expediency, and became parties to agency tariffs in which 
those class rates were published. Little, if any, consideration 
had been given to whether such class rates were in all in- 
stances remunerative for motor carrier operation, he said. 
In the course of time certain carriers, because of relatively 
high individual operating costs, had decided they were unabl¢ 
to operate profitably on the basis of the lowest class rate, 
originally published in the agency tariffs, said the examiner, 
and that they had, by specific exceptions thereto, made higher 
class rates applicable as minima for themselves on local traffic 
and on joint traffic with connecting carriers. The motor 
tariffs had become congested with these individual stops, he said, 
adding that they were of great variety and complexity. He 
said that, in order to bring about some uniformity, and as 
temporary expedients until new class rates were prescribed in 
MC C-200, Motor Carrier Class Rate Investigation, now pend- 
ing, Eastern-Central Motor Carriers Association, and Middle 
Atlantic States Motor Carrier Conference, Inc., had offered 
so-called uniform bases of stops, each differing in some respects 
from that of the other. The report discussed the bases offered 


by the two groups, and the cost data which had been offered 
by the carriers. 


In his general discussion and conclusions in MC C-360, the 
examiner said that “many of the individual stops here con- 
sidered which are so framed as to accord one point a lower 
basis of rates than another point, for hauls of substantially 
the same length, from a.common origin, clearly discriminate 
between shippers and unduly prefer certain points to the preju- 
dice of others. The:.margin by which many of the individual 
stops exceed the basic or general stops in the class rate 
tariffs, prescribed in the trunk-line case as minima, and since 
increased, warrant the conclusion that such stops exceed a 
manimum reasonable level.” Touching on the problems raised 
by class stops on joint hauls, he said: 


One of the dubious phases of the class stop system in respect of 
which the record is not as clear as could be desired, is the effect of 
the general rule providing in substance that where carriers, parties 
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to joint hauls, each maintain individual stops, the highest stop 
termines the through rate over the entire route. If the carrier mu 
taining the highest stop performs the maximum haul in such ingtanes 
it may be possible to justify the reasonableness of such a pro aa 
but the rule is not so qualified. In the present complicated state 
the class rate tariffs, a shipper apparently is required to exam, 
carefully the applicable tariffs and the individual exceptions Providi 
the stops for numerous potential connecting carriers, in order to avo} 
the exaction of charges higher than those held out by the Purporte 
class stops of the initial carriers. The determination of rates } 
shippers is made more difficult by the fact that the tariffs qo , 
contain the routes over which the rates apply. It is true that carrie, 
parties to the class rate tariffs, through concurrences therein, ma 
said to have acquiesced in general rules of the kind here considers 
Whether this general concurrence is sufficient in such circumstane 
without a specific concurrence by the originating carrier in the high 
stop of the connecting carrier is open to question. Evidence } 
shippers of specific examples of unreasonable exactions on joint tray 
resulting from such rules is lacking, and the prescription of unifon| 
stops to. be maintained by the respondents generally would elimingy : 
the possibility of abuse thereunder. ( 
In the same connection, may be noted the complaint of sopiemi 
shippers that in instances where a joint haul of an unrouted shipme plica 
is necessary and the initial carrier has a choice of routes, it is Hart 
practice of many carriers to forward the shipment over the routs 
over which the highest stops apply. These practices are not withij tor | 
the scope of the issues in this proceeding, but respondents should of c 
admonished that they may be unlawful. Hausman Steel Co, vs, Se,mBeat 
board Freight Lines, Inc., 32 M. C. C. 31. Frei 


In explanation of his recommendation that the class stopfout, 
of column 60, proposed for application between Atlantic Cityfreg 
N. J., on the one hand, and New York, N. Y., and Philadelphiag New 
Pa., on the other, be found lawful, the examiner said it was§dely 
the only exception justified on the present record. The trafficitos 
between these points, he said, was predominantly in one direc-§whi 
tion and subject to drastic seasonal declines. If carriers ingirre 
particular situations required higher class stops than the genftive 
eral bases, because of peculiar traffic or difficult operatinggthr 
conditions, special justification should be offered, said he. [tgaut 
was apparent, he said, that some method of stating such stopsicov 
other than those heretofore employed, would have to be devised fitior 


The shipper’s associations and chambers of commerce, the tim 
War Department, and others, who had opposed class stops in tha 
any form, had contended that “they practically nullify the clas- sul 
sification by permitting an increase with length of haul in the 
relations of the resulting rates to first class,” said the report 
It was claimed, it said, that this destroyed the relation between 
commodities reflected in the classifications through various P, 
packaging and shipping requirements. While there was a mea 
sure of merit in this contention, said the report, class stops 
were not intended to, nor did they change, the classification off | 
commodities. He added that the “relations of the resultingglit 
rates to first class varied with length of hauls, so that a com” 
modity normally rated fourth class and subpect to the fourth tre 
class rate for 200 miles may take the second-class rate at . 
miles is to be deplored, but it is simply one of the inherent ” 
evils growing out of the adoption by motor carriers of the rai * 
road class rates and not a basis of class rates fitted to cond: mm 
tions in the motor carrier industry.” In 
As to the spread between single-line, and two- and three fog 
line stops, the report said: th 


Another feature of class rate stops which is particularly objection ste 
able to the shippers who appeared herein is the increase with distance fic 
in the spreads between the single line, and two and three line stop. gw 
it is pointed out that for the greater distances, where higher clas#th 
stops become applicable, these differences appear excessive, that ditft, 
ferences in cost, between single line and joint hauls, if any such df fa 
ferences exist, could not fluctuate as much as do the differences ® W 
tween single line and joint haul rates under the proposed class stops, th 
and that joint haul stops higher than single line stops, discriminalt 
against shippers which have only joint motor service available. W 

Where joint haul stops exceed single line stops many instance dl 
are presented where the through rate between two points ex ti 
the combinations of local rates. Under section 4 of the act thea 
maintenance of rates of this character by rail and water carriers ifs; 
forbidden, except where authority for the maintenance of such rates |s 
granted, upon application, in special cases. Part II of the act contains 
no specific prohibition against the maintenance by motor carriers of 
through rates in excess of the aggregates of intermediate rales. 
Such through motor rates would ordinarily seem difficult to justify. 
They ‘cannot, however, be avoided if joint haul stops exceed those§ 1 
for single line hauls. This and the other incongruities pointed out Bl 
above are inherent under class stops based on rail class rates. - 


The report said that, despite the abuses and violations ofa 
the interstate commerce act and the Commission’s tariff 8 
presented by individual class stops, it was apparent that someit 
method of providing minimum rates was necessary as an emerif 
gency measure pending development by the carriers or Pity 
scription by the Commission of reasonable motor class ratesgt 
As to carriers in trunk-line territory, it said, any drastic ty 
vision of class stops resulting in decreased rates might to# 
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ce Stop df onsiderable extent nullify the general increase granted in In- 
such al Common Truck Rates in East, decided Aug. 5. Like- 
ch a pvt vse, it said, the fact that such an increase had been granted, 
licated state qmsnould obviate to a considerable extent the necessity for stops 
ed to exams: high as those proposed, particularly on joint hauls, and 
tions providi ron tinued : 

Order to ayo 

’ the purport The record warrants the conclusion that there is a necessity for 
n of rates } ting the present individual class stops and for the establish- 
tariffs do ; of just and reasonable stops which should have the widest pos- 
1e that carriedble application in these territories in order to end the present 
herein, May achaotic condition of the tariffs, reduce, unreasonably high rates, and 
ere considergfare unlawful preference and prejudice. Since the carriers themselves 
1 circumstanoamave been unable to accomplish this, action by the Commission is 
r in the high oi necessary. 

: Evidence 7 en 

on Pp trafly HARRISON MOTOR PURCHASE 

vould an ® Ina proposed report in MC F-2241, Harry Harrison, et al. 


ontrol; Harrison Motor Freight—Lease—Laura Scheck, Ex- 
miner Hobart C. Clough has recommended denial of the ap- 
plication of Harry Harrison, Daniel Harrison, and Sol A. 
Harrison, president, secretary, and treasurer of Harrison Mo- 


Plaint of soy 
outed shipme 
utes, it is 


pie aa wt ‘ior Freight, of Hillside, N. J., for authority to acquire control 
lents should § ofcertain operating rights of Laura Scheck, doing business as 
el Co, vs. Sa#Beach Transportation Co., through lease by Harrison’ Motor 


Freight. 

The rights involved in the transaction, the report pointed 
he class stopfout, were for common carriage of general commodities over 
Atlantic Cityfregular routes from New York, N. Y., and points within the 
Philadelphia§ New York, N. Y., commercial zone, to Washington, via Phila- 
r said it wa§delphia, Pa., and Baltimore, Md., and that they were limited 
|. The traffito service at Philadelphia on southbound traffic only, a service 
in one direefwhich Harrison Motor Freight might already perform over 
[f carriers infirregular routes under its own rights. Hence, it said, the objec- 
than the genftive sought by Harrison Motor Freight could not be attained 
ult operating§through the instant transaction. Moreover, said the report, to 
, Said he, Iifauthorize Harrison Motor Freight to obtain additional rights 
1g such stopsfcovering transportation of freight in one direction only to addi- 
to be devisedftional points remote from its principal operations, such as Bal- 
ommerce, theptimore, Washington, and Pittsburgh, would aggravate rather 
class stops ingitan cure its present transportation problems and would re- 
llify the clasft in uneconomical and impractical operations contrary to 
f haul in thegtte public interest. 


id the report 

ation between 

ough variow{Proposed Reports 

e was a met 

t, class stops Stainless Steel Molding 

assification off MC C-370, B. & T. Metals Co. vs. Transamerican Freight 


the resultingglines, Inc. By Examiner C. W. Bennett. Class rates charged 
» that a com-gon less-than-truckload shipments of stainless steel molding 
o the fourth-gtansported by Transamerican between March 26 and June 8, 
s rate at 50§/42, from Columbus, Ohio, to Chicago, Ill., proposed to be 
the inherent¥und inapplicable and that no rates be found to have been 
rs of the rail-gUblished for application thereon. Applicable rating and reason- 
ted to cond-gile rate determined, and complaint dismissed. The only point 
m issue, said the report, was whether the term steel, as used 
in the classification description, was broad enough in scope and 
effect to embrace stainless steel, neither the classification nor 
the exceptions tariff providing a specific rating on stainless 
larly objecti-gsteel molding. The report said that in interpreting the classi- 
e with distanef fication, its terms must be taken in the sense in which they 
iree line stops§were generally or commercially understood and accepted. If 
e higher & the ratings and rates on iron or steel moldings were not in- 
pers = ajcnded by defendant to apply on stainless steel molding, such 
differences eft Should have been expressed in the tariff in clear and 
ed class stop,§“quivocal language, it said, and that the examiner concluded 
s, discriminieg at the second-class rating was inapplicable and that class-F 
vailable. Was the applicable rating on the shipments in question. No 
nany instans}Class-F rating having been maintained by defendant at the 
points exceeds} time the shipments were transported, the examiner proposed 
f the act ” a finding that)a reasonable class-F rate would have been the 
iter carriers ¥isame as the column 55 rate. 


yf such rates is 
Transformer Cases 


he act Bose 
ers 

tetdiate rates) MC C-354, Line Material Co. vs. W. H. Hinchcliff, Jr., et 
ult to justify §#. By Examiner L. B. Dunn. Rating applied by defendant 
; exceed thosefMotor common carriers on approximately 231 less-than-truck- 
2s pointed outfload Shipments of transformer cases shipped from Milwaukee 
ss rates. and Mayville, Wis., to Zanesville, Ohio, between Dec. 5, 1939, 

‘olations of and Dec. 16, 1942, both inclusive, inapplicable. Recommends 
viola applicable rating and that complaint be dismissed. The report 
s tar ps Said the issues were whether the articles shipped were trans- 
nt that pe former cases or transformer parts, and, if they were trans- 
y as an emelHformer parts, whether they took the execptions rating of third 
riers or pit dlass published to apply on transformer parts. It said that 
r class rate 8S were to be construed strictly against the framer and 
y drastic t the intention of the tariff framer was not controlling. 
s might to “tariffs must be construed according to the ordinary meaning 
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of the words used therein, it said, and that the applicable rat- 
ing was third class. : 


Light and Bulky Rule 


I. and S. M-2250, Light & Bulky Rule—Central, Eastern 
and New England States. By Examiner Carmine Garofalo. 
Rule proposed by Eastern Central Motor Carriers Association, 
agent, to become effective June 14, and suspended until Jan. 14 
on protest of a number of motor carriers, to establish a provi- 
sion for minimum charges on less-than-truckload shipments 
requiring the so-called loading capacity of the vehicle found 
unlawful. Recommended that the rule be ordered cancelled 
and the proceeding discontinued. The report said the rule pro- 
vided that when a less-than-truckload shipment of any light 
and bulky commodity fully occupied the loading space of a 
vehicle of certain dimensions, the charges should be collected 
on the basis of the applicable truckload rate and truckload 
minimum weight. It said that since no truckload charges were 
published in the Eastern-Central tariffs, this could not be ac- 
complished under the proposed rule and that, furthermore, the 
rule might be a source of discrimination between shippers, 
since it would apply regardless of the size of the vehicle fur- 
nished except as indicated in the note setting forth truck dimen- 
sions. Many carriers had trailers which were larger than the 
standard truck described and a shipper might be furnished any 
size trailer, said the report, and that even though the shipper 
specified a particular size it might not be possible at the time 
to furnish that particular size trailer to the shipper. It pointed 
out that the classification minimum weights, in general, were 
those of the rail carriers and were not adapted to motor truck 
operation. In instances where shipments moving at less-than- 
truckload rates completely filled the vehicle, it said, the car- 
riers might receive less in freight charges on such shipments 
than they would for truckloads of the same commodity if the 
truckload minimum weight could be loaded, and that correc- 
tion was needed. The remedy was not the rule proposed, but 
the maintenance of truckload rates and minimum weights de- 
termined in the light of conditions in the motor carrier indus- 
try, the report said. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postpened by the Commission. State 
wm which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Louisiana (Shreveport)—MC 29957, Sub. 18, Tri-State 
Transit Company of Louisiana, Inc., extension. Denial of cer- 
tificate proposed. Recommended that application be considered 
as one for temporary authority to transport passengers, be- 
tween Memphis and Bolivar, Tenn., over U. S. highway 64. 

New Jersey (Belleville)—MC 36536, Sub. 1, Hoffman’s 
Motor Transportation, Inc., extension. Certificate proposed. 
Commodities which because of size and weight require the 
use of low-bed equipment, and dining cars, between points in 
Va., Del., Md., R. I, and Pa., and between New Castle and 
Wilmington, Del., Baltimore, Md., Washington, D. C., Westerly 
and Providence, R. I., and points in Pa., Conn., Mass., N. J., 
and N. Y., on the one hand, and, on the other, points in Va., 
Del., Md., R. I., and Pa., over irregular routes. 

New York (New York)—MC 66562, Sub. 522, Railway 
Express Agency, Inc., extension. Certificate proposed on fur- 
ther proceedings. General commodities, moving in express 
service to and from Dallas, Ore., as an off-route point in con- 
nection with applicant’s presently authorized regular-route 
service between Portland and Corvallis, Ore. 

Kentucky (Cumberland)—-MC 104528, Stephen Kelemon, 
contract carrier, Certificate proposed on findings that appli- 
cant’s proposed operation is that of a common carrier. House- 
hold goods, between Cumberland, Ky., on the one hand, and, 
on the other, points in Va., W. Va., Ohio, and Tenn., over 
irregular routes. 

Virginia (Roanoke)—-MC 103954, Sub. 4, Roy Baldwin Wil- 
lett and John Eldridge Willett, common carrier. Certificate 
proposed. Petroleum products, in bulk in tank trucks, from 
Cabin Creek, W. Va., and points within 3 miles thereof, to 
Middletown and Covington, Va., over irregular routes. Recom- 
mended that the Commission consider application in part as 
one for temporary authority as to petroleum products, in bulk, 
in tank trucks, from Cabin Creek, W. Va., and points within 
3 miles thereof, to Roanoke, Charlottesville, Lynchburg, East 
Lexington, Waynesboro, and Clifton tes = Rg 

California (San Francisco)—MC 103851, Sub. 8, Savage 
Transportation Co., extension. Certificate proposed. General 
commodities, with exceptions, between Oakland and south San 
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Francisco, Calif., on the one hand, and, on the other, Los 
Angeles, Calif., over irregular routes. 

New Jersey (Atlantic City)—-MC 67219, Sub. 2, Barney’s 
Furniture & Storage Co., Inc., extension. Certificate proposed. 
Household goods, between Ventnor, Margate City, and Long- 
port, N. J., on the one hand, and, on the other, points in N. J., 
N. Y., Pa., Md., Del., and D. C., over irregular routes. 


Minnesota (Grand Marais)—-MC 103266, Sub. 1 Ex, Jewel 
E. Smith, exemption. Certificate proposed on finding that 
operations of applicant, if exempted from regulation under 
part II of the act, would not impair uniform regulations of the 
Commission. Operations of applicant solely within Minnesota. 


Texas (Lufkin)—-MC 58182, Sub. 1, M. S. McMullen, com- 
mon carrier. Certificate proposed. Passengers and their bag- 
gage, express, and newspapers in the same vehicle with pas- 
sengers, between Cleveland, Tex., and Spurger, Tex., over a 
specified route, serving all intermediate points. 


Wisconsin (Wittenberg)—-MC 104520, Sub. 1, Norma Puk- 
all, common carrier. Denial of certificate proposed. Laminated 
wooden arches, trusses, and beams (structural), from Peshtigo, 
Wis., to points in Mich., Ind., Ill., Ia., and Minn., and in Mis- 
souri on the Mississippi river, over irregular routes. 

Minnesota (Grand Marais)—-MC 104524 Ex, Clif Dick- 
meyer, exemption application. Certificate of exemption pro- 
posed, on finding that the transportation performed by appli- 
cant as a common carrier, solely within Minnesota, from points 
in Cook county to Grand Marais, over irregular routes, if ex- 
empted, would not impair uniform regulation by the Commis- 
sion. 

Minnesota (Grand Marais)—-MC 104525 Ex, Joe Zelazny, 
exemption application. Certificate of exemption proposed, on 
finding that the transportation performed by applicant as a 
common carrier, solely within Minnesota, from points in Cook 
county to Grand Marais, over irregular routes, if exempted, 
would not impair uniform regulation by the Commission. 


Illinois (Bellville)—-MC 104654, Sub. 1, Commercial Fuel 
Service Co., Inc., common carrier. Denial of certificate pro- 
posed. Petroleum and petroleum proucts, in bulk in tank trucks, 
from Roxana, Woodriver, and Hartford, Ill., to Cape Girardeau, 
Ancell, Sikeston, Malden Air Base, and Malden, Mo., over 
irregular routes. 


Missouri (Joplin)—-MC 104420, Ray Patton, common car- 
rier. Certificate proposed. Mining machinery, equipment, and 
supplies, including boilers, smoke stacks, pumps, motors, diesel 
engines, drills, jigs, tanks, pipe, rails, poles, and road making 
machinery, between specified counties in Ark., Kans., Mo., and 
Okla., over irregular routes. 

New York (New York)—MC 104416, David Greenfield, 
common carrier. Denial of certificate proposed. Passengers 
and their baggage, between New York, N. Y., and Asbury Park, 
N. J., over a specified route. 

Minnesota (Breckenridge)—-MC 100585, Sub. 5, Ralph 
Pierce, extension. Dismissal of application at applicant’s re- 
quest proposed. Fertilizer, processed farm products, insecti- 
cides, petroleum products, radiator solutions, beverages, tires 
and tubes, and farm supplies, including binder twine, between 
points in Minn., N. D., Ia., and Ill., over irregular routes. 

New Jersey (Paterson)—-MC 77365, Sub. 4, North South 
Freightways, Inc., extension. Denial of certificate proposed on 
further hearing. General commodities, between points in de- 
scribed areas of N. Y., N. J., and Pa., on the one hand, and 
points in Miss., on the other, over irregular routes. 

INinois (Ottawa)—MC 73819, Sub. 3, Dale Terry, extension. 
Permit proposed. Roofing and building materials, from Mar- 
seilles, Ill., to points in Mich., with rejected shipments on 
return movement; scrap paper and rags, from points in Ind., 
Ia., Mich., and Mo., to Marseilles; building tile, drain tile, 
brick, and fire clay, from Lowell, Ottawa, St. Anne, and 
Streator, Ill., Crawfordsville and Hobart, Ind., to points in 
Mich., and from Princeton, IIl., to points in Ind., Ia., Mich., 
and Wis., with rejected shipments on return movement; farm 
seeds from Grand Ridge, Ill., and points within 5 miles thereof, 
to points in Ohio and Mich.; and fertilizer, from Indianapolis 
and Hammond, Ind., to Grand Ridge, Ill., and points within 5 
miles thereof, over irregular routes. 

Texas (Lufkin)—-MC 70122, Sub. 2, C. S. McMullen and 
M. S. McMullen, extension. Certificate proposed. Passengers 
and their baggage, and express and newspapers in the same 
vehicle with passengers, between Lufkin and Centerville, Tex., 
serving all intermediate points, over Texas highway 103. 

Michigan (Coldwater)—-MC 3301, Sub. 1, Clyde Weakly, 
common carrier. Certificate proposed. Fertilizer, feed, grain, 
meat scraps, tankage, and bone meal, from Chicago, IIll., to 
Coldwater, Mich., and points in Mich., within 25 miles of Cold- 
water, over irregular routes. 

Oklahoma (Tulsa)—-MC 22920, Sub. 6, W. G. Burgess, ex- 
tension. Certificate proposed. Used ony petroleum containers, 
between points in Okla., Kans., and Kansas City, Mo., over 
irregular routes. 
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Ohio (Akron)—MC 31326, M. & M. Truck Lines, Ine com. 
mon carrier. Certificate proposed on further hearing, Conti 
uance in operation, general commodities, with exceptions be. 
tween Akron, Ohio, on the one hand, and all points in Summit 
county, Ohio, on the other, over irregular routes. 

Ohio (Defiance)—MC 38274, Ford McConnell, common cay 
rier. Certificate proposed. Continuance in operation, general 
commodities, with exceptions, between Toledo and Defianee 
Ohio, and between Toledo and Napoleon, Ohio, over Specified 
routes. 

Texas (Lubbock)—-MC 104244, Sub. 3, Arnold Purtelj ex. 
tension. Denial of certificate proposed, with recommendation 
that application be considered as one for temporary author 
Petroleum and petroleum products, in tank trucks, betwee, 
points in Texas, on the one hand, and points in N. M., on the 
other, over irregular routes. 

New Jersey (Lakewood)—MC 95431, Sub. 1, Ben Fried. 
man, extension. Denial of certificate proposed. Passengers an 
their baggage, in non-scheduled door-to-door service, betwea 
New York, N. Y., and Atlantic City and Lakewood, N. J., ove 
irregular routes. 

Oregon (Portland)—MC 104289, Sub. 1, J. R. Molohon, 
contract carrier. Permit proposed. Gold, silver, and other valy. 
able metals, jewelry and other valuables, money, stocks, bonds, 
and securities of every description, between points in Mul. 
nomah county, Ore., and points in Clark county, Wash., ove 
irregular routes. 

Texas (Midland)—MC 60131, Sub. 1, Mrs. Annie Fon 
extension. Denial of certificate proposed, with recommendation 
that application be considered as one for temporary authority, 
Household goods, used office furniture and equipment, and stor 
fixtures, between points in El Paso county, Tex., on the om 
hand, and points in N. M., Calif., Kans., Okla., and Ark, m 
the other, over irregular routes, operating through Ariz., with 
no pick-up or deliveries therein. 

New York (New York)—MC 47840, Sub. 2, Richard J 
Hinsch, Jr., extension. Permit proposed. Extension of oper. 
tions as a contract carrier. Condiments, butter and lard substi. 
tutes, vegetable oil, salad dressing, related advertising ani 
printed matter, and empty cartons and boxes required for dis 
play or repacking purposes, to and from Hamden, Conn., as a 
intermediate or off-route point in connection with present 
authorized regular route service. ‘ 

Oklahoma (Tulsa)—-MC 22920, Sub. 7, W. G. Burgess 
extension. Certificate proposed. General commodities, with 
exceptions, between a point near Perkins, Okla., and a point 
near Edmond, Okla., over a specified route, serving no inter 
mediate points, and transporting no interstate traffic between 
Oklahoma City, Okla., and points on Oklahoma highways 33 
40, and 51, west of Tulsa. 

North Carolina (High Point)—-MC 19936, Sub. 3, R. D. 
Fowler Motor Lines, Inc., extension. Certificate proposed. New 
furniture, crated and uncrated, from High Point, Thomasvilk 
and Lenoir, N. C., to Richmond, Va., and Wilmington, Del, 
and from Mebane, Morgantown, Drexel, and Marion, N. C.,, 0 
Richmond, Va., Baltimore, Md., Wilmington, Del., Philadelphia, 
Pa., and points in Washington, D. C., commercial zone, ovet 
irregular routes. 








ALLIED VAN POOLING 


Allied Van Lines, Inc., has filed a petition asking the Com 
mission to extend the time for filing a petition for reconsider 
tion in MC F-1775, Allied Van Lines, Inc. Pooling, to June] 
1944. The petition said that, since the service of the report ani 
order (see Traffic World, Oct. 2, p. 765), the Commission hai 
set down for hearing the applications of Allied for a certificate 
of convenience and necessity and that preparation for the hea 
ing, and the hearing, would largely absorb the time of ti 
applicant which otherwise could be devoted to the preparatia 
of a modified pooling agreement preliminary to a petition ft 
reconsideration. d 

Allied said that its board of directors had under consider 
tion a pooling plan and contract, modified to meet the objet: 
tions set out in the report and order, and in all other respect 
to comply with the provisions of the interstate commerce at 
as interpreted by the Commission. After the plan had bee 
formulated, it said, it would be necessary to submit it to sev 
eral hundred poolinng carriers for acceptance or rejection. 
the modified plan was adopted and agreed to by the pooling 
carriers, said Allied, it would then file a petition for recol 
sideration, seeking approval of the pooling plan as mod 
It would take some time, Allied pointed out, to submit the plat 
to the pooling carriers, and that if the proceeding should be 
discontinued it would be necessary to institute an entirely nev 
proceeding and to reproduce evidence already introduced. . 

Allied said that, since the form of the modified plan might 
well be affected by the proceedings in the certificate applic: 
tions, it was preferable that final determination of the m 
plan be deferred until after applicants had had the advantag? 
of such hearing. 
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November 18, 1948 


Joint Forwarder-Motor Rates 


Congressional action on H. R. 3366, the bill amending 

jon 409 of the interstate commerce act to permit an 18- 
month extension of the time within which freight forwarders 
and motor common carriers may operate under joint rates 
and charges pending establishment of assembling and dis- 
ribution rates, has been completed, the Senate having passed 
the bill without — (see Traffic World, Oct. 30, p. 1057, 

Nov. 6, p. ‘ 
* Under the original provisions of section 409, the joint 
forwarder-motor rates now in effect would expire on Nov. 15. 
Hence, signing of the bill by the President before Nov. 16 
would permit continuance of the joint rate arrangements with- 
out interruption for a period of 18 months, or until May 15, 


— Senate had under consideration S. 1425, the Wheeler 
pil] for extension of the joint rate period, when Senator Clark, 
of Missouri, as the presiding officer of the Senate, pointed out 
that H. R. 3366, passed by the House Nov. 4, was an identical 
pill, and, in the absence of objection to consideration of the 
House bill, substituted it for the Senate bill. H. R. 3366 was 
then passed by the Senate without a record vote. The Senate 
hill, as introduced, had provided for a two-year extension of 
the joint rate period, but as reported by the Senate interstate 
commerce committee, by which hearings on S. 1425 had been 
held, it was amended so as to conform with the House bill. 

The majority report of the Senate interstate commerce 
committee on S. 1425 included a substantial part of the report 
of the House committee on interstate and foreign commerce 
on H. R. 3366. Senator Reed wrote a minority report on S. 1425, 
saying, among other things, that he could not join the majority 
in the view that expediency necessitated “such a wide de- 

from sound legislative practices” and that the majority 
report permitted the law already enacted to “continue to be 
= by those for whose regulation and control it was 
enacted.” 

When the bill came up for consideration in the Senate, 
Senator Revercomb, of West Virginia, objected to its considera- 
tion “at this time” in view of the fact that minority views had 
been filed with the bill. Senator White, of Maine, said he 
had received definite assurance from Chairman Wheeler, of 
the Senate interstate commerce committee, that Senator Reed 
would not object to consideration of the bill and that Senator 
Reed had felt that in writing a minority report he had done 
his full duty. 

‘It is an emergent matter urged by our military author- 
ities,” said Senator White, adding that he hoped Senator 
Revercomb would permit the bill to be passed. Senator Rever- 
comb then withdrew his objection. 


“The practical effect of the recommendation of the ma- 
jority of the committee is to continue any existing discrimina- 
tion and prejudice for a further period of 18 months,” said 
Senator Reed in his minority report. ‘The majority makes its 
favorable report on the passage of this bill solely upon the 
grounds of expediency. There is much to be said for that point 
of view. However, important principles affecting sound legis- 
lation are entitled to expression here. They are quite aside 
from the question of expediency which alone controlled the 
majority expression.” 

Senator Reed pointed out that the basic law considered 
here was embodied in S. 210, approved May 16, 1942—the first 
attempt to regulate freight forwarders. 

The joint rates in question, said the senator, had been found 
Uunlawful—that was the most important factor of the present 
situation. It had been more than three years since the Supreme 
Court of the United States had sustained the finding of unlaw- 

less by the Commission of July 12, 1938, in Acme Fast 
Freight, Inc., Common Carrier Application, 8 M. C. C. 211, and 
supplemental report, 17 M. C. C. 549, said the senator, referring 
to a summation of the forwarder rate situation in a proposed 
Teport of Examiner Haden, of the Commission. 

“These unlawful rates have been in effect for more than 5 
years since they were found to be unlawful,” he continued. “A 
Teasonable regard for even moderately effective government 
Would require that an unlawful situation be cured within this 
more than ample period of time.” 

On all sides, said Senator Reed, except possibly the freight 
forwarders themselves, the testimony in the hearings on the 

Was universal that the freight forwarders had made little 
or no effective effort to change their rate policies to conform 
to the statute. 

“The reason is that the forwarders are dissatisfied with the 
law as written and want it changed,” said he. “This is their 
method of securing such a change.” 

The proper place for the forwarders to test the application 
of the present statute was before the Commission, said he, add- 
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ing that they had such a proceeding in I. and S. No. M-2180, 
pending for decision on an examiner recommendation, he said, 
that the complaint be dismissed on the ground that the objec- 
tions made by the freight forwarders were untenable. 


Criticizes Legislative Policy 


After making the assertion as to the practical effect of the 
proposed extension being to continue any existing discrimination 
and prejudice. Senator Reed said: 


I do not think that this is sound legislative policy. If the freight 
forwarders are not satisfied with the present statute, they should ask 
the Congress in a straight forward way to amend it, and state their 
reasons therefor. 

If the freight forwarders had made an earnest effort to conform to 
the present statute, and had failed because of a lack of time, the situ- 
ation would be different. They have made no such effort and in all 
human probability they will not make such an effort. As we approach 
May 16, 1945, the Congress will probably be confronted with the present 
situation unless the statute is changed to meet the views of the freight 
forwarders. They have no intention of undertaking to comply with the 
present statute. 

I am not unmindful of the fact that the Interstate Commerce Com- 
mission made a qualified recommendation for an extension of the period 
in which to implement this statute. 

Conflict between the 2nd and 3rd paragraphs of the recommendation 
of the Commission, dated October 25, would justify criticism of the 
sound judgment of the Commission in this matter. The reluctance of 
persons coming within its jurisdiction to comply with the plain intent 
of Congress is hardly sufficient basis for the Commission to recommend 
extension of a situation which it knows to be unsatisfactory. Certainly 
the Commission itself should be foremost in bringing to a close the long 
extended period during which ‘‘unlawful rates’’ have been in effect. It 
is quite difficult to understand why any administrative body, charged 
with high responsibility, should recommend the continuance of such 
conditions. 

Section 2, paragraph 4, of S. 1425 deals with a peculiar circumstance. 
It is a trifle difficult to explain but I will attempt to make it clear and 
as tersely as possible. 

The ‘‘unlawful tariffs’’ ordered to be stricken from the records of 
the Interstate Commerce Commission were filed entirely, or almost en- 
tirely, by the larger freight forwarding companies doing a great pre- 
ponderance of the business. Section 409 of S. 210, as passed, permitted 
such of these ‘‘unlawful tariffs’’ as were on file on the date of passage 
of the act to remain on file and to be applicable for a period of 18 
months. Thus, a freight forwarding company which had filed ‘‘unlawful 
tariffs’’ could continue to operate under those tariffs for that period. 
The freight forwarders who had not filed ‘‘unlawful tariffs’’ but had 
been waiting to see what sort of lawful tariffs could be filed, were re- 
quired to operate under section 405. Operation under this section was 
more circumscribed and restricted than the wide open validity given 
to the ‘‘unlawful tariffs’’ of the larger forwarders. This was clearly a 
distinction that was not justified. This distinction would disappear 
whenever the provisions of section 409 of S. 210 become effective. 

Paragraph 4, of section 2, of S. 1425 removes the distinction by 
permitting the smaller carriers to file tariffs and indulge in practices 
that are ‘‘unlawful’’ to the same extent that the tariffs of the larger 
forwarders have been and are ‘‘unlawful.”’ It is true that with the 
permission of the Congress these practices were legalized for 18 months 
and this legalization is continued for another 18 months. 


Permit Section Repealed 


Under the provisions of section 410 of S. 210, all freight forwarders 
are required to obtain a ‘‘permit’’ from the Interstate Commerce Com- 
mission. ‘‘Grandfather’’ rights are extended where forwarders have 
been in actual operation pending determination of their application. 
Applications for permits must state in a general way the territory, or 
territories, in which permission to operate is desired. The applications 
from the large companies necessarily covered the large territory in 
which each of them had been operating. Presumably, applications for 
permits by the smaller companies showed the actual situation as to 
the territory in which they operated. 

Paragraph 4, of section 2, of S. 1425, throws the whole permit re- 
quirement into the discard. Regardless of the limits of the territory 
in which any freight forwarding company has heretofore operated, and 
presumably to which its application to operate was confined, any freight 
forwarding company may, if S. 1425 becomes law, operate anywhere 
and everywhere that any other freight forwarding company, large or 
small, has operated and for which it has published rates. 

This will create a most extraordinary situation. Attempt was made 
in S. 210 to give the Interstate Commerce Commission some degree of 
control over the territory in which freight forwarders would be per- 
mitted to operate. Obviously, such control is highly desirable, in fact, 
almost essential if the waste of uneconomic competition is to be reduced 
or avoided. This provision in S. 1425 throws the whole matter wide 
open. Any freight forwarding company having a permit to operate in 
any territory in the United States, no matter how severely limited, 
will then be authorized, without regard to the Interstate Commerce 
Commission, to extend its operations anywhere any everywhere. This 
is one of the most extraordinary provisions of a proposed statute with 
which I am familiar. 

For the reasons mentioned herein, I could not join the majority 
in the view that expediency necessitated such a wide departure from 
sound legisative practices. The report of the majority permits the law 
already enacted to continue to be flouted by those for whose regulation 
and control it was enacted. 

Equally obvious, it is an astounding step to remove all restrictions 
heretofore imposed in favor of a wide open and unrestricted operation 
of freight forwarders service. The distinction between freight forward- 
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ing companies carried in S. 210, as originally passed, and which became 
law, was not fair or reasonable. However, in overcoming that defect, 
the majority has fallen into a much greater error. 

For these reasons, which are urged upon the majority and which 
were not controverted on any hand, I could not join the majority in its 
expression. 


FORWARDER AGGREGATE RATES 

By an order in No. 28896, Forwarder Rates Conditioned 
upon Aggregates of Tonnage, embracing I. and S. No. 5215, 
Aggregate-Tonnage to Minnesota and North Dakota, the Com- 
mission has assigned the proceedings to division 2 of the Com- 
mission for consideration and disposition. Chairman Alldredge 
had indicated that this action would be taken when no appear- 
ance was filed for Mutual Distributing, Inc., which had re- 
quested oral argument in the proceedings, on the date set for 
argument (see Traffic World, Nov. 5, p. 1121). 


NORTHWESTERN FORWARDING RIGHTS 

The Commission, division 4, by an order in FF-129, J. T. 
O’Malley, Doing Business as Northwestern Forwarding Co., 
Freight Forwarder Application, has granted the applicant a 
permit, effective Jan. 10, 1944, to continue operation as a 
freight forwarder, in the transportation of commodities gen- 
erally between points in Illinois, Wisconsin, Minnesota, and 
North Dakota. 


LIFSCHULTZ FORWARDER APPLICATION 

The Commission, division 4, has issued a permit and order 
in No. FF-95, Lifschultz Fast Freight Application, effective 
Jan. 10, 1944, authorizing American National Bank & Trust 
Co., of Chicago, and Samuel E. Lifschultz, trustees, doing busi- 
ness as Lifschultz Fast Freight, to operate as a freight for- 
warder of commodities generally (a) from points in Maine, 
New Hampshire, Vermont, Massachusetts, and Rhode Island to 
points in Wisconsin in the counties of Milwaukee, Waukesha, 
Jefferson, Dane, Iowa, Grant, Lafayette, Greene, Rock, Wal- 
worth, Racine, and Kenosha; in Illinois in and north of the 
counties of Adams, Brown, Cass, Menard, Logan, DeWitt, Piatt, 
Champaign, and Vermilion; in Indiana in Lake county; and in 
Iowa along the west bank of the Mississippi River from 
Dubuque to Keokuk, inclusive; and (b) between points in Con- 
necticut, New York, New Jersey, Pennsylvania, Delaware, and 
Maryland, on the one hand, and, on the other, points in the 
aforementioned destination territory. 


TRANSFERS OF FORWARDER RIGHTS 


Effective Dec. 21, the Commission, division 4, has pre- 
scribed rules and regulations governing transfers of rights to 
engage in service as a freight forwarder in interstate com- 
merce, providing that no attempted transfer of an operating 
right shall be effective except on full compliance with the 
rules and regulations and until after the Commission has 
approved the transfer. The order said that a transfer of 
operating rights by means of a pledge of such rights or by the 
foreclosure of a pledge on or lien against such rights, or by a 
levy of execution in satisfaction of any judgment or claim 
against the holder thereof, should not be effective without 
compliance with the rules and regulations and the prior 
approval of the Commission. 

Under the heading of general provisions, the order said: 


Division of operating rights. An operating right may be divided 
as to territories and part thereof transferred, provided such territories 
are clearly severable and the division thereof does not permit the 
creation of duplicate operating rights. No division of operating rights 
will be approved unless it appears to the satisfaction of the Commission 
that the part of the operating rights sought to be transferred is, 
because of a difference in the nature or type of the service rendered, 
clearly distinguishable and severable from the remaining operating 
rights. 


Other sections of the order provide for the form of the 
application, required exhibits, the action necessary in the con- 
tinuance or transfer of forwarder rights by administrators or 
executives of deceased persons formerly engaged in service as 
freight forwarders, guardians, and other fiduciaries, and for 
the forms of leases and contracts to operate for a limited period. 


FORWARDING FOR EXPORT 


National Carloading Corporation, Universal Carloading & 
Distributing Co., Inc., and Acme Fast Freight, have filed an 
identical joint reply asking denial of the petitions of Mohegan 
International Corporation in FF-2; Pitt & Scott Corporation in 
FF-3; and Carloader Corporation, in FF-122, in which these 
forwarders had asked that if and when a permit was issued to 
conduct forwarding operations with respect to export freight, 
the authority be made to embrace all south Atlantic, Gulf, and 
Pacific coast ports (see Traffic World, Oct. 30, p. 1058, and 
Nov. 6, p. 1121). 
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_ The reply said that, in each case, the applicant Sought ¢ 
circumvent its obligation to adduce proof that the propos 
new operation would be consistent with the public intepag | 
hearing had been held in each case, said the reply, at y 


the protestants had appeared in opposition to the applicatic A 


as it was then framed, and that to permit the applicants 4m No. 1 
broaden their applications after the hearings had: been epi secur 
cluded would do violence to the rights of the protestants aye me! 
other interested parties. Where an application or a petition ip form 
broaden the application was the subject of a complain or ay f and ¢ 
test, as was the situation here, said the reply, “it is qiftaue of Ot 
to perceive how the Commission can make appropriate finding & Oh 
without according all interested parties a hearing.” ar 
vilitehnoshieetiiiaades Ww 

FORWARDER TARIFF PARTICIPATION and | 

By amendment No. 13 to special permission No, 1y ole 

M No. 33775, the Commission, by Commissioner Aitchigy ee 
responsive to a petition of Giles Morrow, for and on behaf tte 
of freight forwarders, has further amended the origina] pel | do 
mission of Sept. 3, 1942, in so far as it applied to joint for-® does 
warder-motor tariffs, so as to extend the relief from the tary 
publishing rules of tariff circulars FF No. 1 and MF No 18 inter 
beyond Nov. 15, to and including May 15, 1944. The rejisff inve: 
permitted forwarders to make reference in their tariffs to tarify ago, 


in which they were not shown as participants. 

The instant amendment permits reference in freight fy. 
warder tariffs to exceptions to classifications issued by J, R 
Peel, Agent; and reference (specific or general) in freight fi. 
warder tariffs to railroad and common carrier motor carr 
rate tariffs in which the freight forwarders are not shown « 
participants. 

The amendment also provides that forwarders may publig 
supplements, on not less than one day’s notice, in instangs 
where provisions of their tariffs, or of their publishing agen, 
are published to expire not later than Nov. 15, under the py 
visions of amendment No. 11 to the special permission, ament 
ing such tariffs effective not later than the present expiratiq 
date to provide for an extended expiration date as authoria 
in the instant amendment. 




























FORWARDER REVENUE STATISTICS 


For the three months ended with June, 54 freight for 
warders having gross revenues of $100,000 a year or more hai 
transportation revenues of $49,125,027, according to a com 
pilation of the Commission’s Bureau of Transport Economics ani 
Statistics of revenues, expenses and statistics of freight fo- 
warders, statement Q-950 (QFF). For the same period, th 
compilation showed total transportation purchased as $38,852,101 
leaving forwarder revenue from transportation of $10,272,9%, 
Railroad transportation represented the largest item in tran 
portation purchased, amounting to $27,113,582, with mote 
transportation amounting to $6,135,493, and pick-up, delivery, 
and transfer service costing the forwarders $5,090,991. 

Total operating expenses for the 54 companies wer 
$9,038,349. Net income for the forwarders, before fixed charge 
and income taxes, was reported as $1,402,787, and net incom 
after fixed charges and provision for income taxes was show 
as $823,691. 

The compilation showed 5,078,711 shipments received from 
shippers, amounting to 1,437,985 tons. 

































HOBOKEN REORGANIZATION 


The Commission, division 4, by an order in Finance ™ : 
14291, Hoboken Manufacturers Railroad Co. Reorganizati 
has ratified the appointment of Forrest S. Smith as trustee d . 
the property of the railroad, and has ordered that, beginnitf 
as of the date when he shall have qualified as trustee and ig 
appointment shall have. become effective, compensation be pail 


to him at the maximum rate of $5,000 a year. 


ICING SWITCHING CHARGE 


| In order to promote convenience in assessing and collec 
ing the charges for protective service, J. J. Quinn as agent 
concurring parties to Perishable Protective Tariff No. 12, Agett 
J. J. Quinn’s I. C. C. No. 19, has filed a petition with the Com 
mission in No. 20769, Charges for Protective Service to Perish 
able Freight, asking that the Commission amend its ori 
order of Sept. 12, 1936, and its supplemental order of Sept. 8 
1942, to name 50 cents in place of the prescribed switchilt 
charges of 50% cents an icing applicable in Florida, Georgia 
North Carolina, South Carolina, and Virginia; and of the sam 
amount for switching charges for each icing, on bananas, a 
plicable in Louisiana at stations east of the Mississippi Rive, 
and in Alabama, Mississipp, Tennessee, and Kentucky, and 
Gulf ports west of the Mississippi River. The petition 
authority to publish the 50-cent charge. 
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November 13, 1948 


Bidding om Rail Securities 


Argument before the Commission, Nov. 5, in Ex Parte 
No, 158, In the Matter of Competitive Bidding in the Sale of 
securities Issued Under Section 20a of the Interstate Com- 
merce Act, brought the statement from Robert J. Bulkley, 
former senator from Ohio, counsel for Halsey, Stuart & Co., 
and Otis & Co., that Mr. Halsey and Cyrus Eaton, a member 
of Otis & Co., and of the board of directors of the Chesapeake 
& Ohio, were determined to do every legitimate thing to ter- 
minate the monopoly in the handling of railroad securities 
which, he said, had been exercised by Morgan Stanley & Co., 
and Kuhn, Loeb & Co. Referring to statements made earlier 
in the argument that Commission had been “threatened” with 
legislative action if it did not establish a rule requiring com- 
petitive bidding on rail securities, Mr. Bulkley said that if, 
“after an adverse decision the question turns up in Congress, 
[do not mean that as any threat to this Commission; neither 
does Mr. Stanley or Mr. Eaton.” 

Senator Truman, of Missouri, a member of the Senate 
interstate commerce committee, who participated in the Wheeler 
investigation of railroad financial transactions several years 
ago, said that committee had gone into the “sordid background” 
of a great many of the bankrupt railroads. He said that, due 
to their experience, many of the members of the Senate 
Committee were of the opinion that, wherever it was at all 
possible, and he added he did not say that it was possible in 
every instance, it was much the better for the public interest 
and for the owners of the railroads if these securities could be 
sold on a competitive basis. ‘The railroads, he said, were a 
semi-public institution, regulated as to rates and other things, 
and that they owed a duty to the taxpayers and people who 
used the railroads, as well as to their bankers and stockholders. 
For that reason, he said, he thought it in the public interest 
that competitive bidding should be the policy of the Commis- 
sion, wherever possible. 

John Dickinson, general counsel for the Pennsylvania, 
appearing in behalf of the Association of American Railroads, 
after discussing the various elements of financing on which 
the railroads sought the advice of the investment banker, and 
the importance of timing in the issuance of securities, said 
that vastly more could be lost by missing a favorable market 
than by losing a faction of a point on price. He asked whether, 
ifa person desired to obtain the highest price for a home or 
farm, he would put it up at auction, and said that most people 
did not think this the way most certain to get the highest price. 

The idea of compulsory competitive bidding, he said, was 
based on the assumption that this was the way to obtain the 
highest price for railroad securities and pointed out that from 
1925 to 1930 the average annual interest cost to the railroads 
on equipment trust certificates, sold through competitive bid- 
ding, had declined from 5.14 per cent to 4.75 per cent, a decline 
of 7.6 per cent. At the same time, said he, the annual average 
cost for bonds marketed in negotiated sales had declined from 
3.62 per cent to 4.91 per cent, a decline of 1242 per cent. Com- 
petitive bidding, he said, had not resulted in decreasing the 
cost of capital to the railroads as rapidly as that cost had been 
decreased through negotiated sales. 
_ Mr. Dickinson said the issue properly before the Commis- 
sion was what was in the best interest of the railroad industry 
and of the public. An altogether different issue had been in- 
jected into the case, said he—the issue of what was in the 
interest of certain bankers. Mr. Eaton, and Halsey, Stuart 
& Co., he said, were complaining that because they were not 
getting as much of the railroads’ banking business as they 
Would like to have, the railroads were somehow being injured. 

case, he said, was being made an arena for a fight between 


nkers as to who should enjoy the business of bringing out 
railroad securities. 


_ In his opening statement, Mr. Bulkley asked the Commis- 
sion to adopt four propositions: To reaffirm the plain, under- 
standable doctrine—obtain the best obtainable price; warn 
issuers against the insidious doctrine that they will be damaged 
by selling their securities at too high a price; reaffirm the 
ommission’s disapproval of an issuer dealing exclusively with 
a Single financial house and implement this with a rule which 
would make such practices impossible; and adopt a genuine 
competitive bidding rule so that the existing monopoly in the 


hancing of railroad securities might be curbed and public 
confidence restored. 


J. G. Luhrsen, appearing for the Railway Labor Executives 
Association, said that experience had convinced the members 
of his association that the maintenance of decent wages and 
pandards of working conditions was directly affected by the 
path of the railroads, and that dissipation of financial strength 
ad shown itself in abandonments, and lower maintenance 
wages, He said this was confirmed by the position of institutions 
whose interest lay in lower prices and which had the dangerous 
°pinion that the railroads were harmed when they obtained high 
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prices for their securities. M. H. Miller, appearing for the 
Brotherhood of Railway Trainmen, concurred in Mr. Luhrsen’s 
remarks. 

C. W. Sellers, speaking for the Chesapeake & Ohio, quoted 
the recent speech made by Vice President Wallace, in which 
he criticised the railroads severely (see Traffic World, Oct. 23, 
p. 1011), and in answer to a question from Commissioner 
Mahaffie as to whether he subscribed to such opinions, said it 
was immaterial whether “you go along” with such statements 
or not, and that the important thing was that they were being 
made and were harmful to public confidence in the railroads. 
He said the C. & O. was entitled to speak on competitive bid- 
ding, and that under competitive bidding it had obtained all 
the bankers’ advice it had needed, and had obtained higher 
prices without harm to its credit. 

Max Siskind, representing Bernard Eugene Casey, a special 
executive assistant to the president appearing for himself, 
criticised the system of negotiated sales, and in the course of 
rebuttal remarks concerning Erie financing was interrupted 
by H. A. Taylor, vice president and general counsel of the 
Erie, who challenged his statements. Mr. Siskind suggested 
that Mr. Taylor make a statement, but it was not asked for 
from the bench. 

J. L. Weiner, appearing for Halsey, Stuart & Co., said that 
the Commission had authority to make a rule requiring com- 
petitive bidding and spoke at length on the administrative 
problems arising under the rule adopted by the Securities Ex- 
change Commission. Representative Crosser of Ohio was sched- 
uled to appear in support of the competitive bidding rule, but 
was unable to do so because of ill health. 

In addition to Mr. Dickinson, Arthur H. Dean, for Invest- 
ment Bankers Association; and J. C. Hostetler, for National 
Association of Securities Dealers, appeared in opposition to the 
rule. Mr. Dean said that, under the S. E. C. competitive bid- 
ding rule, where securities to the amount of $50,000,000 or 
more had been involved, only one bid had been received, and 
that where $35,000,000 or more had been involved, only two 
bids had been received. Much of the railroad security financing, 
he pointed out, involved amounts of $35,000,000 or more and 
that, under a competitive bidding rule, there would be few 
bids, and perhaps none at all. Mr. Hostetler said that there 
must be distribution of railroad securities other than “on the 
auction block.” 

Theodore Kiendl, appearing for Morgan Stanley & Co., said 
that Halsey, Stuart & Co., and Otis & Co., had seen fit to 
promulgate an intensive campaign which “comes pretty close 
to being an attempt to coerce this Commission into the accept- 
ance of a competitive bidding rule.” He said that they had 
frequently injected, literally at the last moment, a spectacularly 
higher bid in railroad financing proceedings “for the purpose 
yas ae a monkey-wrench into the machinery of negotiated 
sales.” 

Both Mr. Kiendl, and Leonard D. Adkins, appearing for 
Kuhn, Loeb & Co., said that there were no agreements, written 
or otherwise, between their houses and the railroads requiring 
the railroads to continue to offer them securities business. 


UNCONTESTED FINANCE CASES 

Supplmental report and order in F. D. No. 13563, Chicago & North 
Western Railway Co. Trustee Equipment Trust Certificates, modifying 
prior report and order so as to permit the substitution under the equip- 
ment trust of certain equipment. Approved. 

Report and order in F. D. No. 14322, Waterloo, Cedar Falls & 
Northern Railway Co. Receivership, and F. D. No. 14323, Waterloo, 
Cedar Falls & Northern Railroad Purchase. 

1. Authorizing the purchase and operation by the Waterloo, Cedar 
Falls & Northern Railroad of the properties of the Waterloo, Cedar 
Falls & Northern Railway Co. 

2. Granting authority to the Waterloo, Cedar Falls & Northern 
Railroad to issue not exceeding $2,273,200 of income-mortgage 5 per 
cent bonds and 56,837 shares of no-par-value common stock in connec- 
tion with the purchase of the above properties pursuant to a plan 
of reorganization dated Oct. 3, 1941, upon the condition that before it 
is exercised in respect to the issue of securities, the applicant shall 
file in these proceedings a statement verified by an officer having 
knowledge of the facts, (a) giving an up-to-date showing of the cash 
resources and requirements and (b) giving detailed information as to 
court costs, and claims allowed by the court and the amounts of all 
reorganization expenses and allowances, using estimates where actual 
figures are not available. Approved. . 


FINANCE APPLICATIONS 


MC F-2354, Garrett Freightlines, Inc., of Pocatello, Idaho, asks 
authority to acquire control of Cotant Truck Lines, Inc., also of Poca- 
tello, through ownership of capital stock. 

Finance No. 14393, Union Railway Co., asks authority to issue and 
deliver to Guy A. Thompson, trustee, Missouri Pacific Railroad Co., 
debtor, its promissOry note, payable six months after written demand, 
in the sum of $987,406.31, to cover advances made by the Missouri 
Pacific to the applicant prior to March 31, 1933, the note to bear inter- 
est at the rate of 4 per cent; and for authority to assume obligation 
and liability in respect thereto. The application said the operations of 
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Union, a wholly-owned subsidiary of the Missouri Pacific, were part 
of the operations of Missouri Pacific, since Union was the terminal 
company owned by the Missouri Pacific for the purpose of enabling the 
latter properly to serve Memphis, Tenn. 

MC F-2352, East Texas Motor Freight Lines, of Dallas, Tex., asks 
authority to lease, with option to purchase, certain operating rights and 
property of Potashwick Local Truck System, Inc., of Sikeston, Mo., 
and temporarily to operate. 

MC F-2353, Railway Express Agency, inc., of New York, asks 
authority to purchase certain operating rights and equipment of Fred 
N. Ragsdale, of Port Arthur, Tex. 

MC F-2351, Gerard Motor Express, Inc., of Terre Haute, Ind., asks 
authority to purchase certain operating rights and property of Hanson 
Motor Express, Inc., of Chicago, IIl. 

MC F-2355, W. A. Capps and Ben Capps, dba Nevada Transfer & 
Storage Co., of Nevada, Mo., ask permission to purchase the operating 
rights and equipment of Marion T. Jameson, dba Nevada Transfer & 
Storage Co., also of Nevada, Mo. 

MC F-2356, Dalby Motor Freight Lines, Inc., of Lubbock, Tex., 
asks authority to lease certain operating rights of Vada Mae Mann, and 
husband, J. E. Mann, dba Levelland Truck Lines, also of Lubbock. 

Finance No. 14397, Kansas City Southern Railway Co. asks author- 
ity to issue four promissory notes in the aggregate principal amount 
of $278,400, for the purpose of providing locomotives necessary in the 
company’s operations. The application said an order had been placed 
for the manufacture and delivery of four diesel combination road- 
switcher type locomotives, at an aggregate cost of $352,240, and that 
the contract provided for the payment by the applicant of approxi- 
mately 20.96 per cent of the total purchase price of each locomotive 
on delivery. The remainder of the purchase price of each locomotive, it 
said, would thereafter be paid by the applicant in 96 consecutive 
equal monthly installments, beginning Jan. 1, 1944. The application 
said it was desirable that the indebtedness be evidenced by promissory 
notes so that, under the provisions of the excess profits tax law, the 
applicant could include in its invested capital 50 per cent of its 
borrowed capital, if evidenced by certain forms of indebtedness, includ- 
ing notes, 

MC F-2357, Glendenning Motorways, Inc., of St. Paul, Minn., asks 
authority to lease certain operating rights and property of Roy E. 
Steller, dba Steller Transportation Co., of Minneapolis, Minn. 

MC F-2358, Motor Transport Co., of Memphis, Tenn., asks authority 
to purchase certain operating rights of Potashnick Local Truck System, 
Inc., of Sikeston, Mo., and temporarily to operate. 


Commission Water Action 


In W-645, Pocahontas Coal Co. Contract Carrier Applica- 
tion, the Commission, division 4, by a report, certificate and 
order, has granted Pocahontas Coal Co., of Salisbury, Md., 
authority to continue operation as a common carrier by self- 
propelled vessels in the transportation of commodities gener- 
ally between ports and points along the Atlantic coast and 
tributary waterways from New York harbor and contiguous 
harbors to Jacksonville, Fla., but not including points on the 
Hudson River above the New York harbor area. The cer- 
tificate was made effective Jan. 24, 1944. 


By an amended certificate and order in W-379, Bay Cities 
Transportation Co. Common Carrier Application, and W-511, 
Crowley Launch & Tugboat Co. Commor Carrier Application, 
the Commission, division 4, has granted Bay Cities a certificate 
authorizing its continuance in operation as a common carrier 
by non-self-propelled vessels with the use of separate towing 
vessels, in the transportation of commodities generally be- 
tween ports and points on San Francisco Bay and its tributary 
waterways, but not including Sacramento and Stockton, Calif., 
nor points on the Sacramento and San Joaquin Rivers above 
those ports, the amended certificate and order to become effec- 
tive Dec. 17. 


The order said that Bay Cities and Crowley Launch had 
been issued certificates; that Bay Cities had been authorized 
to purchase the operating rights issued to Crowley Launch, to 
be unified with its own; and that the transaction had been 
consummated. 


_ In W-825, Grizzaffi Motor Co. Applications, the Commis- 
sion, division 4, by a report, order, and certificate, has found 
the operations of Grizaffi Motor Co. of Morgan City, La., to be 
those of a common carrier by towing vessels in the perform- 
ance of general towage and by non-self-propelled vessels with 
the use of separate towing vessels in the transportation of 
commodities generally between ports and points along the in- 
land and coastal waterways of Louisiana, other than the Mis- 
sissippi River and its tributaries above Plaquemine, by reason 
of having been engaged in such operation on Jan. 1, 1940, and 
continuously since. The certificate and order were made effec- 
tive Jan. 24, 1944. 


By an order in W-73, Allen Boat Co., Inc., Applications, 
the Commission division 4, has dismissed the applications for 
a permit authorizing continuance of operation as a contract 
carrier, and for an order exempting the services of the appli- 
cant in furnishing vessels to persons other than carriers sub- 
ject to the act for the transportation of their own property. 





TRAFFIC wor 


The order said the applicant had sold its vessels and haq y 
untarily discontinued all operations as a water carrier — 


In W-351, Northland Transportation Co. Substitution, » (D 
Commission, division 4, has issued an order permitting the Suh. og 
stitution of G. W. Skinner, David E. Skinner, and R. C. Andel the 


son, doing business as Northland Transportation Co,, in 
of the corporation as applicants in the proceeding, inyolyind I 
application for a certificate or permit under section 309(a) o 


(f) of the interstate commerce act. pd 
The Commission, division 4, by an order in W-397, Relanit igriff 
Dean Contract Carrier Application, has dismissed the applica. 1, C. 


tion for authority to continue operation as a contract Carrier 
The order said the applicant performed transportation 
with a vessel of not more than 100 tons cargo-carrying 

city, and not more than 100 indicated horsepower, and that suc 
transportation was not subject to the provisions of part Ij 
the act by reason of the exemption provided in section 303(,) 


(2). 

In W-872, Ben Franklin Transportation Co. Common (y. 
rier Application, the Commission, division 4, has issued an onjg 
dismissing the application for a certificate or permit author. 
ing continuance of operation as a common or contract carrie 
by water. The order said the applicant had voluntarily digo. 
tinued and abandoned all operations as a water carrier, an 
that it had no intention of restoring its service in the future, 

















GRAIN COMPANIES SWITCHING SERVICE 


Commissioner Patterson and Examiner Edward J. Hoy hel 
further hearing at Chicago, beginning November 10, in } 
Parte 104, part II, practices of carriers affecting operating 
revenues, terminal services, involving an investigation into raj 
road switching charges and operations at the Decatur, I 
plants of the Archer-Daniel-Midland Company, Decatur $y 
Products Company, and Spencer Kellogg and Sons, Inc., av 
the Argo, Ill., plant of the Corn Products Refining Compay 
At a prior hearing at Chicago in September, several membey 
of the Commission’s bureau of service testified about switchig 
operations at the plants as observed by them in a five-day te 
investigation made last July (see Traffic World, Sept. 18) 
646). 

Railroads serving the plants conduct switching operatioy 
from their lines to, and sometimes within, the plants, and é 
not collect special charges for the service. The investigation: 
for the purpose of determining the extent of the services pr 
formed by the railroads and whether or not the line-haul rats 
include such services. Fred Walker, trainmaster for the Illinois; 
Central at Decatur, testified November 10 and 11 concerning 
the I. C. switching services at the Archer-Daniel-Midland anj 
Decatur Soy Products companies, attempting to show that ti 
services were equivalent only to team-track delivery for whid 
no special switching charge is made, generally, at other plant 
Counsel for the railroads and the shipper respondents indicated 
that more than six other witnesses would testify along the lin 
of Mr. Walker’s testimony, and that the hearing would not 
before the middle of next week. In cross-examination by Ca 
missioner Patterson and Allen Crenshaw, general counsel ft 
the Commission, the two Commission officials indicated thi 
it was their position that the railroads were performing m0 
than team-track service and operations ‘‘beyond the first poll 
of interference” at the plants, and that special switchi 
charges should be assessed. and collected for the service. 



















































W. B. T. & S. RECEIVER’S NOTES 


The Commission, division 4, by a sixth supplemental one 
in Finance No. 8594, Waco, Beaumont, Trinity & Sabine Ma 
way Co. Receiver’s Notes, has modified its order of Feb.) 
1931, 170 I. C. C. 279, and subsequent supplemental orders, 
authorize Paul T. Sanderson, receiver of the W. B. T. && 
to renew from time to time, the last maturity to be not lat 
than Aug. 1, 1944, receiver’s notes in a total face amount @ 
not exceeding $12,733.56, in conformity with the orders of i 
district court of Trinity county, Tex., said notes to bear interé 
at a rate not exceeding 6 per cent per annum and to mall 
not later than six months from their respective dates. 


HALF-STAGE REFRIGERATION ; 

J. J. Quinn, agent, for and on behalf of carriers particip 
ing parties to Perishable Protective Tariff No. 12, Agent J. 
Quinn’s I. C. C. No. 19, has petitioned the Commission to amél 
its order in 28994, Half Stage Refrigeration Service, in wil 
the Commission prescribed a charge of 78 per cent of i 
bunker icing for half stage refrigeration service, to autnol 
publication of a conversion table in connection with the @ 
position of fractional amounts. The petition said the @ 
would enable carriers, shippers, and receivers to ert! 
quickly and accurately the charges to be assessed, and wal 
provide an abbreviated method of publication. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
the Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5265, the Commission has suspended from 


8 


until June 8 the operation of certain schedules as pub- 
supplement 37 to Pennsylvania Railroad Company’s 


tariff I. C. C. No. 2088, supplement 60 to Agent B. T. Jones’ 
LC. C. No. 3450, and other tariffs. The suspended schedules 

vide that the mileages of the Illinois Central R. R., Louis- 
vile & Nashville R. R. and Southern Ry., south of the Ohio 
River and through Southern Freight Association territory, may 


not be 


used in determining distance rates on livestock, car- 


loads, moving between points in Central Freight Association 
territory. 


In 
Nov. 8 


I. and S. M-2323, the Commission has suspended from 
until June 8 the operation of tariff MF-I. C. C. No. 6 


of Michael Barron and Josephine Barron, doing business as M. 
Barron, Washington, N. J. The suspended schedules propose 
to establish new and increased 18,000-pound commodity rates 
on coal, from all points in Lackawanna and Luzerne counties, 
Pennsylvania, to certain points in New Jersey. 


In 


I. and S. No. 5266, the Commission has suspended from 


Nov. 11 until June 11 the operation of schedules as published 
in supplement No. 14 to Canadian National Railways tariff 
LC. C. No. E. 438. The suspended schedules propose to in- 


crease 


Ry. or 
Rouge 


the rates on newsprint paper, carloads, from eastern 


1g OperatiyB canada to various destinations on the St. Louis Southwestern 
tion into rai. 


Decatur, Il 
Decatur Sy 
ns, Inc., ani 


the Louisiana & Arkansas Ry., intermediate to Baton 
and New Orleans, La. 


Davidson Transfer Purchase 


Whether or not the person in control of a motor carrier 
desiring to purchase the operating rights of another carrier 
must be a party to the application, and the authority of the 
Commission to consider such an application on its merits with- 
wt joinder of the person having control, are discussed by the 
jint petition of the parties in MC F-2189, Davidson Transfer 
& Storage Co.—Purchase—American Transfer Co. The petition 


asked 


the Commission to reconsider the decision of division 4, 


dismissing the application, or to approve a lease of the rights 
involved for one year. 


In 


that proceeding, the Commission, by division 4, with 


Commissioners Miller and Porter saying they concurred out of 
deference to the majority view of the Commission in the Re- 
fners transport case, dismissed the application of Davidson 
Transfer & Storage Co., of Baltimore, to purchase a part of 
the operating rights of American Transfer Co., also of Balti- 
more, because Day & Zimmerman, owner of 51 per cent of 
Davidson Transfer stock, was not a party to the application. 
The rights involved common carriage of general commodities, 
with exceptions, between Baltimore and points in Virginia, 
Maryland, and the Washington commercial zone; and of speci- 
fied commodities between Baltimore and New York, Baltimore 


to Phi 


ladelphia, Pa., and Norfolk, Va.; and between Baltimore, 


on the one hand, and, on the other, points in Virginia, and 
aes, New York, and Washington (see Traffic World, 
» Pp. . 

__ The recent decision of the federal court for the Maryland 
district, holding that the Commission had authority to consider 
the application in the Refiners transport case, on its merits, 
and without joinder of Union Tank Car Co. as owner of the 
majority of Refiners stock, was enough to induce the Com- 
mission to reconsider the “reluctant decision” in the instant 
Proceeding, said the petition (see Traffic World, Nov. 6, p. 1131). 

The petition asked that the lease of the operating rights 
be approved for a year, as an alternative to the Commission’s 
approval of the purchase, because, it said, it was reasonable to 
assume that the decision of the Maryland federal court would 


be ap 
“hard 


ereed to the United States Supreme Court and would 


y be brought to rest” in much less than a year. 


It pointed out that Davidson Transfer had been conducting 
the involved American rights for five months and that it had 
instituted a single-line operation in lieu of a prior two-line 


haul, 


If the operation should be terminated, it said, American 


orm be unable to resume operations between Richmond and 
ashington because it had no equipment to assign to that 
Service, and could not obtain other equipment. The petition 
said it would be no overstatement to say that “between Rich- 


mond 
horth 
(and 


and Washington, through which traffic to and from the 
must flow, the loss of the service rendered by Davidson 
the inability of American to resume the far less valuable 
of service previously rendered there) would have the 


1193 


aos soa tendency to bring about an almost intolerable bottle- 
neck.” 

Day & Zimmerman was engaged on construction, engineer- 
ing, contracting, and industrial development, “a far cry from 
transportation for hire,’ said the-petition, and that neither 
it nor any one of its stockholders had the least interest in any 
other transportation concern. It had no desire to enter the 
transportation field, and its stock ownership in Davidson 
Transfer constituted its sole venture of this type, said the peti- 
tion. It pointed out that Day & Zimmerman was averse to 
subjecting ‘the company to the jurisdiction of the Commission. 
Its outstanding stock was valued at $500,000, said the petition, 
and that, if the company was subjected to the jurisdiction of 
the Commission, “it would quite probably be forced to apply 
to the Commission if ever it should desire to issue additional 
securities, since it is a close question whether the terms of 
section 5(3) would permit the Commission to relieve it of the 
obligations specifically imposed upon non-carriers by section 
214.” The petition added that, if the Commission considered 
the company as a carrier subject to other provisions of the 
act, the company would find itself in a curious position. 

The petition said that section 5(2)(a) did not contemplate 
acquisition of control of a part of a franchise by a non-carrier, 
pointing out that in the portion of the section dealing with 
purchases or mergers involving carriers, the words “or any 
part thereof” appeared, while that phrase was not repeated in 
the portion of the section dealing with non-carriers. This, said 
the petition, was significant as indicating the intention of 
Congress. 


Triangle Securities Purchase 


Georgia Stages, Inc., and R. D. Morris, as trustee for Tri- 
angle Securities Trust, have filed exceptions to the proposed 
report of Examiner Thomas J. Patrick in MC F-2119, Triangle 
Securities Trust (R. D. Morris, Trustee)—Control—Georgia 
Stages, Inc.—Purchase—St. Andrew’s Bay Transportation Co. 
In that proceeding, the examiner recommended that the Com- 
mission approve and authorize control by Triangle, the out- 
growth of a small-loan business, through its trustee, of the 
passenger operating rights and certain property of St. Andrew’s 
Bay through purchase thereof by Georgia Stages, with condi- 
tions which would require Triangle to subject its accounts to 
the supervision of the Commission, among other things. The 
examiner said it was clear that Triangle was the real party in 
interest in the proceeding and that, following the decision in 
the Refiners Transport case, it was desirable to bring under 
the jurisdiction of the Commission non-carrier persons in con- 
trol of carriers, at least on expansion of such carrier interests. 

The exceptants said that the only real party in interest as 
purchaser was Georgia Stages and that the amendment, nam- 
ing Triangle as co-applicant, had been conditionally tendered 
because the decision in the Refiners Transport case had been 
made public only two days before final hearing in the instant 
case, and added that the judgment of the federal court for the 
Maryland district, in the Refiners Transport case, “would in- 
dicate that Triangle is not a necessary or proper party appli- 
cant.” (See Traffic World, Nov. 6, p. 1131.) 

The instant case, they said, was clearly distinguishable 
from the Refiners Transport case. Nowhere in the original pe- 
tition nor in the tendered amendment to the application, said 
they, was there a request for the Commission’s approval of 
Triangle’s acquiring control of the rights or properties of St. 
Andrew’s Bay. The examiner’s report, they said, tended to 
emphasize Triangle as a primary party in the proceeding, and 
that it was never intended that Triangle should be an applicant 
unless it was required as a matter of law. Georgia Stages and 
Triangle, they said, had “never dreamed that the filing of such 
a conditional amendment, to include Triangle, might lead to 
subjecting Triangle (a small-loan enterprise) to permanent and 
general motor carrier regulation, not designed for the small- 
loan business.” 

After pointing out that there had been considerable oppo- 
sition in the Refiners Transport case, and that no one had 
opposed the instant purchase, the exceptants said that there 
was certainly nothing in the instant proceeding to justify the 
Commission’s making a difficult case of a simple and innocent 
proceeding in which, they said, the examiner had praised the 
proposed acquisition on the merits. 

Referring again to the decision of the federal court in the 
Refiners Transport case, the exceptants said that “the present 
law of the Refiners case” was that the controlling corporation 
was not a necessary party. If that case was to be considered 
as a precedent controlling the instant case, said they, “it must 
likewise be said that Triangle is not a necessary or proper 
party applicant, and certainly should not be subjected to motor 
carrier regulation in order of approval.” They said that, as 
the federal court had concluded, there was an easy way to 
avoid the great hardship that would result to the investing 
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public and to the Commission from a construction of the law 
which would require Triangle to be party to the application, 
which, it said, was “to apply the provisions of section 5(2) 
according to their plain meaning and intent, and let the Com- 
mission consider all relevant ramifications in passing upon the 
merits of the application of Georgia Stages in this case to pur- 
chase certain franchises and equipment from the Bay Line.” 

Even if the decision of the court in the Refiners Transport 
case should be ignored, and even if Triangle should be con- 
sidered a necessary and proper party applicant, said the ex- 
ceptants, it did not follow that Triangle ought to be subjected 
to motor carrier regulation of its small-loan business activities. 

Shortened, expedited, and modified procedure was requested, 
they said, as time was of critical importance to the parties, and 
asked that a final order be entered in the month of November, 
if possible, suggesting formal or informal conference with the 
chief of the Finance Section and with division 4 of the Com- 
mission. 


Midwest Iron and Steel Rates 


Western Trunk Line tafiffs to implement increases in the 
rates on iron and steel articles from Chicago area and Indiana 
producing points to the Twin Cities and intermediate points in 
Minnesota, Wisconsin, Michigan and Iowa have been filed to 
become effective November 26, on or before which date the 
Commission ordered the railroads to remove discriminations, 
in its order in docket No. 28786, Continental Steel Corporation 
vs. N. Y. C. & St. L. et al. Shippers and receivers objected 
strenuously to the removal of the discriminations by a gerieral 
increase in the rates. They voiced their objections a month 
ago at a hearing before the Western Trunk Line Committee 
in Chicago (see Traffic World, October 16, p. 919). 

The Crane Co., in a petition mailed to the Commission by 
J. S. Brough, traffic manager, November 9, asked for a sus- 
pension of the new tariffs. The tariffs, it said, would cancel 
existing commodity rates and leave in effect only the carload 
class rates on the iron and steel list, which included pipe con- 
nections, couplings, fittings and associated articles in which the 
Crane Co. was particularly interested. The result, if the 
tariffs become effective, it said, would be to increase the car- 
load rate from Chicago to the Twin Cities and Minnesota Trans- 
fer from 33 to 45 cents, about 36 per cent, and the accompany- 
ing cancellation of the all-freight rate would increase the rate 
on mixed carloads of the connections, couplings, etc., from 39 
to 45 cents, or 15 per cent. 

It said Crane Co. did not agree with the position of the 
railroads that the increases were necessary to comply with 
the order in the Continental Steel Corporation case, because 
iron and steel pipe, connections and such items were not in- 
volved in that case. The Continental Corporation had not and 
did not “either manufacture, deal in or ship iron.or steel 
pipe, pipe connections,” etc., said the petition. It asked sus- 
pension of the tariffs and hearing on their lawfulness. 


REFINERS TRANSPORT PURCHASE 


Coastal Tank Lines and other protestants in MC F-1936, 
have petitioned the Commission for reconsideration of the 
third supplemental order of division 4, which extended the 
lease authority, under which Refiners Transport was operating 
the properties of Marshall Transport Co., and Warren C. Mar- 
shall, until Dec. 16 (see Traffic World, Oct. 23, p. 993). The 
protestants asked that the full Commission give reconsidera- 
tion to the decisions of division 4 which, they said, “in effect 
destroy the very purpose and intent of the specific limitation 
of section 210a(b) to a six-month period.” 


D. S. S. & A. REORGANIZATION 


Duluth, South Shore & Atlantic Railway Co., debtor, and 
Edward A. Whitman and P. L. Solether, trustees of the debtor’s 
estate, have filed a joint reply to the petition of Louis Lober 
for permission to file a proposed plan of reorganization, in 
Finance No. 11484, Duluth, South Shore & Atlantic Railway 
Co. Reorganization. 

The railroad, and its trustees, said that the petitioner’s 
plan was in substance nothing but a reassertion before the 
Commission of a contention which, they said, was now at issue 
before the federal court for Minnesota, fourth division. They 
said that, if the petitioner felt that the issues should be litigated 
before the aforementioned suit was disposed of, his proper 
remedy was to intervene in the reorganization proceedings be- 
fore the court and move for the trial of those issues. If the 
Commission granted permission to file the proposed plan of 
reorganization, they said, it would be tantamount to an as- 
sumption of jurisdiction over a controversy as to which the 
court had accepted jurisdiction. ’ 

By an order in Finance No. 11484, Duluth, South Shore & 
Atlantic Railway Co. Reorganization, the Commission, division 
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4, has permitted the intervention of John R. Hattstaedt, J 
R. Maher, and Charles H. Fox, constituting a protective com. 
mittee for holders of D. S. S. & A. first mortgage 5 per coy 
bonds due Jan. 1, 1937. 


These intervenors have filed a reply with the Commi Ee 
in the proceeding, asking that the petition of Louis Lober for Hud 
permission to file a proposed plan of reorganization he dis. i 
missed. The reply said that Louis Lober was not the holder pa 


or representative of 10 per cent of the debtor’s first Mortgage 
5 per cent bonds, and that he was, therefore, not such a person 
who was authorized by the bankruptcy act to file a plan ¢ 
reorganization. It said also that the affairs of the debtor wer 
not ripe for hearings on any plan and would not be until the 
final determination of the so-called McCulloch suit in the fed. 
eral court for Minnesota, fourth division. 


the 
Truck Minimum Charge Increase | ic 
Examiner Curtis C. Henderson and Joint Board No. 23 heli e) 
a hearing at Chicago, November 6, in MC C-377, Bendix Pro. atte 
ucts division, Bendix Aviation Corporation, South Bend, veh 
vs. Lake Shore Motor Transit Lines of St. Joseph, Mich, Ty equ 
joint board consisted of W. D. McAffee of the Indiana Public § the 
Service Commission and Ivan E. Hall of the Michigan com. § of : 
mission. of 
John D. Dillon, of the Bendix division’s traffic department, & tha 
South Bend, testified that the Lake Shore line, a motor com § q | 
mon carrier party to tariffs published by the Central State # 15 
Motor Freight Bureau, had violated the Commission’s order in pe 
Ex Parte 148, the. 1942 general rate increase case, by putting § of 
in a 60 per cent increase on some less truckload shipments moy. & or 
ing from St. Joseph to South Bend. The shipments on which® vel 
that increase had been made, were, he said, shipments subject § lar 
to Supplement 14 of the bureau’s tariff 226-A, MF-I. C. C. No @ an 
17, providing, before the order, for a minimum charge of § 
cents when the first class rate was less than 47 cents a hundrei™ de 
pounds and 83 cents when the first class rate was 47 cents o™ 40 


more. Under the Ex Parte 148 order, he continued, the trucker 
had increased their class rates 6 per cent, and had increased 
the minimum charges to 58 and 88 cents. He said the first clas 
rate on automotive parts moving from St. Joseph to South Bend 
had been increased from 44 to 47 cents; that prior to March, 
1942, the company had paid 55 cents on minimum shipments of 
such articles; that the defendant had, subsequent to the order, 
charged 88 cents; that the proper charge at present should be 
the 58-cent minimum charge. He said that C. L. Lawson, chair 
man of the bureau’s standing rate committee, had sent a letter 
to bureau members suggesting that, where the first class rate 
increase resulted in more than,a 6 per cent increase under the 
minimum charge rule, the lower, 58-cent minimum be assesset. 

Harry M. Slater, commerce counsel for the bureau, testified 
for the defendant, saying that Mr. Lawson had recently re 
versed his earlier position after W. Y. Blanning, head of th 
Commission’s bureau of motor carriers, and Frank Purse, I 
gional director for that bureau at Chicago, had approved th 
collection of the higher minimum charge. He said the Ex Parte 
148 permissive order had merely authorized the motor carrier 
to publish master tariffs increasing their class and commodity 
rates 6 per cent, and had not specifically denied permission t 
truckers to collect more than 6 per cent where the minimum 
charge was involved. 

W. F. Gleason, general. traffic manager, Bendix Aviatio 
Corporation, said that if the higher minimum charge were a 
proved by the Commission, other motor carriers subject 0 
the rule would issue balance due bills on such shipments movel 
in the past for the difference between 55 and 88 cents, and tl 
Bendix division would be called on to pay several tho 
dollars in alleged undercharges. L. C. Jones, Milwaukee, a 
peared for the Harvey Paper Products Company, Sturgis, Mich. 
in support of the complainant. 


an a Se BE bed COS 


Cc. R. |. & P. PURCHASE OF P. & B. V. 


Judge M. L. Igoe of the federal district court at Chicag) 
has authorized trustees of the Chicago, Rock Island and Pacifit 
to spend up to $100,000 to acquire shares of stock of the Peom 
and Bureau Valley Railway Company, owner of that part of 
the Rock Island lines between Peoria and Bureau, IIl., a ds 
tance of 47 miles. The Rock Island pays an annual rental dl 
$125,000 for use of the property. The trustees informed the 
court that, if they could acquire a majority or all of the 15, 
shares of the P. and B. V. stock at or below their $100 p# 
value, they could effect a reduction in the annual rental. 
only a minority of shares could be purchased, they said, 
Rock Island would benefit to the extent that the income on 
stock would offset the rental (see Traffic World, Oct. 30, > 
1063). 













November 13, 1948 


(rescent Express Rights 


Briefs have been filed in the Supreme Court of the United 
States, in No. 65, Crescent Express Lines, Inc., Appellant, vs. 


















































































Co United States of America, Interstate Commerce Commission, 
'S Lober fop Hudson Transit Lines, Inc., et al. The case, on appeal from 
tion be dis. the federal court for the southern New York district, involves 
» the holde an order of the Commission limiting the service to be rendered 
st Mortgage by Crescent to the carriage of passengers and their baggage, 
ich a Person & jn special operations, in non-scheduled door-to-door service, 
© & plan of limited to the transportation of not more than six passengers 
debtor in any one vehicle, but not including the driver thereof, and 
€ until not including children under ten years of age who do not 
in the fed. occupy a seat or seats in the season extending from June 1 to 
Oct. 1, inclusive, over irregular routes. 
Crescent said that, by orders in 1938, it had been granted 
the rights to which it was entitled, and that on Sept. 2, 1941, 
rease the Commission, without any further evidence, investigations 
or hearings, had issued a new order carrying the aforementioned 
| No. 23 heli limitations. Its position, it said, was that the Commission had 
sendix Prog. attempted to restrict it to the use of a particular type of 
Bend, Ind, § vehicle, even though it had the statutory right to add to its 
, Mich. The § equipment and facilities as the development of its business and 
liana Public § the demands of the public might require, under section 208a 
chigan com of the motor carrier act. It said the case involved the power 
of the Commission to deny to the company “a statutory right 
department & that appellant has to use any type of motor vehicle, whether 
motor com. ™ a large bus seating 30 or 40 people, or a small bus seating 
ntral State # 15 or 20 people, or a sedan or limousine seating seven or eight 
’n’s order inf people.” Its position appeared to be supported by the wording 
, by putting of the 1941 order, it said, in that the order did not “prevent 
opments moy. # or bar appellant from using busses or any other type of motor 
its on which vehicle regardless of size or style; the order only bars appel- 
om: ra: lant from ne more than six people besides children in 
-I. C. C, No any one vehicle.” 
harge of § Crescent said also that the Commission had improperly 
ts a hundrei™ described the rights granted as being special operations in a 
47 cents ¢ ™ door-to-door service over irregular routes in non-scheduled 
the trucken service, because the company’s predecessors had operated be- 
ad increase ™ tween fixed termini in a two-way service, in an area which had 
he first clas ™ Mly one road so that routes could not be irregular. The 
South Beni operations conducted carried passengers paying individual fares 
yr to March, and going to different points of destination en route, it said, 
shipments of #4 that the restriction to non-scheduled service was without 
0 the order @ ‘oundation and was contrary to the statute. 
nt should be The brief of the United States and the Commission, said 
wson, chait.@ ‘at, in granting a certificate under the “grandfather” clause 
sent a letter % the act, the Commission was to assure a “substantial parity 
st class rate between future operations and prior bona_ fide operations,” 
se under the and that such parity would not be attained if Crescent was 
be assessal permitted to substitute for the seven-passenger sedans operated 
eau. testified @ PUT to the “grandfather” date, busses carrying thirty or 
recently pt forty passengers. It said that the Commission had given 
head of the Crescent everything it had possessed on the “grandfather’’ date, 
k Puree ae that its order was founded on substantial evidence and that 
prove d the the company had been accorded a fair hearing. 
ne CONSOLIDATED FREIGHTWAYS CASE 
1 commodity _The Supreme Court of the United States, Nov. 8, denied the 
ermission ™ Petition for a writ of certiorari to the U. S. Circuit Court of 
he minimum APpeals, eighth circuit, in No. 352, Consolidated Freightways, 
Inc., of Portland, Ore., vs. United States, by which Consolidated 
dix Aviation sought review of the lower court’s decision upholding a finding 
ge were ap of guilty against Consolidated for conducting motor operations 
5 subject t = “al om onto, route (see Traffic World, Aug. 7, p. 301, 
nents movel re. <0, p. : 
al thou CARGO DAMAGE CASE 
waukee In No. 32, Consumers Import Co., Inc., et al., petitioners, 
, ap ae : . Se : 
urgis, Mich, @ YS: Kabushiki Kaisha Kawasaki Zosenjo ‘et al., on writ of cer- 
tiorari to the U. S. Circuit Court of Appeals for the second 
circuit, the Supreme Court of the United States has affirmed 
the lower court. Justice Jackson, in the opinion of the court, 
/. said petitioners held bills of lading covering several hundred 
. shipments of merchandise damaged or destroyed by fire on 
; at — board the Japanese ship Venice Maru on Aug. 6, 1934, the 
1 and Pacilit ® ship being operated under charter. The cargo claimants filed 
f the eb ibels in rem against the ship and in personam against the 
that parte charterer for breach of contracts of carriage. Justice Jackson 
, Ill., a i said the district court applied the so-called “Fire Statute” to 
lal — ye exonerate the owner entirely and the charterer and the ship 
nforme 5 000 in all except matters not material to the issue before the 
of the 15, court. The Circuit Court of Appeals affirmed, taking a view 
air $100 of the statute in conflict with that of the fifth circuit in The 
v _ . Etna Maru, 33 F. 2d 232, said Justice Jackson. To resolve the 
ey said, Fonilict, said the justice, the Supreme Court granted certiorari 
= 0 . sage to the question, “Does the Fire Statute extinguish mari- 
. ’ e 





ns for cargo damage, or is its operation confined to in 
Personam liability only ?” 
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Justice Jackson said the Fire Statute read: ‘No owner of 
any vessel shall be liable to answer for or make good to any 
person any loss or damage which may happen to any mer- 
chandise whatsoever, which shall be shipped, taken in, or put 
on board any such vessel, by reason or by means of any fire 
happening to or on board the vessel, unless such fire is caused 
by the design or neglect of such owner.” He said the statute 
also provided that a charterer “such as we have here stands 
in the position of the owner for purposes of limitation or ex- 
emption of liability.” 

“Our. conclusion is that any maritime liens for claimants’ 
cargo damage are extinguished by the Fire Statute,” said 
Justice Jackson. “In so far as the decision in The Etna Maru 
conflicts, it is disapproved, and the judgment of the court below 
is affirmed.” 





Short-Haul Case 


Pennsylvania Railroad Co., and 12 other rail carriers, have 
filed a petition in the federal court for the Maryland disirict, 
asking a temporary stay or suspension of the Commission’s 
order in No. 28647, D. A. Stickell & Sons, Inc. vs. Alton Rail- 
road Co., et al., and, after hearing, a decree permanently en- 
joining enforcement of the order. In that proceeding, the Com- 
mission, division 2, prescribed through routes from Chicago, 
Ill., St. Louis, Mo., East St. Louis, and Cairo, Ill., to destina- 
tions on the Pennsylvania Railroad Co. east of York, Pa., and 
Fulton Junction (Baltimore) Md., and between New York, N. 
= aa Charles, Va., inclusive (see Traffic World, April 

, Pp. ; 

The petition said that joint through rates applied from 
points of origin in central territory and from the aforemen- 
tioned market points, to all points in trunk-line territory. The 
rates, it said, were restricted by the carriers to apply over cer- 
tain routes, and that they did not apply on traffic originating 
in central territory or west thereof destined to points on the 
Pennsylvania, unless the Pennsylvania received the traffic at 
or west of Pittsburgh or Buffalo. 

The petition said the B. & O. and the Pennsylvania main- 
tained transit arrangements at Hagerstown restricted as at 
other points in trunk-line territory on their lines. The routes 
of the two roads, it said, through Hagerstown, embraced out- 
of-line hauls of 48 and 149 miles, respectively. Charges in addi- 
tion to the joint through rates applied for the out-of-line serv- 
ice it said, and that D. A. Stickell & Sons, before the Com- 
mission, had not questioned the reasonableness of the Pennsyl- 
vania’s out-of-line charges when such service was performed, 
but “the objective of its complaint was to escape such charges 
through the prescription of through routes via Hagerstown 
which would not involve out-of-line service.” 

No railroad which was a defendant in the proceeding be- 
fore the Commission, the petition said, had consented that the 
Commission might require it to short-haul itself and that the 
Commission’s order was in violation of section 14(4) of the 
interstate commerce act in that it required one or more de- 
fendant railroads, without their consent, to participate in the 
prescribed new through routes, and thereby to short-haul them- 
selves, without having made a precedent and valid finding that 
the through routes prescribed were “needed in order to provide 
adequate and more efficient or more economic transportation.” 

The case was docketed as civil No. 2091, Pennsylvania 
Railroad Co., et al. vs. United States of America. 


FLORIDA EAST COAST REORGANIZATION 


Because “substantial and unforeseen improvements in the 
affairs of the debtor” had developed since the Commission had 
considered the debtor’s financial condition and had formulated 
the plan of reorganization for the Florida East Coast Railway 
Co., the federal court for the southern Florida district, Jack- 
sonville division, has referred the plan back to the Commission 
for further consideration, in Finance No. 13170, Florida East 
Coast Railway Co. Reorganization. The court said it disapproved 
the plan of reorganization as inequitable because of the un- 
allocated cash amounting to $17,795,365, on hand Oct. 1, 
“with the apparently certain prospect of an increase to $18,- 
715,808 by Dec. 31.” The plan, the court added, did not afford 
due recognition to the rights of security holders, especially 
minority holders. 

The court’s order said the objection of the Florida Na- 
tional Building Corporation, that its present security holdings 
entitled it to designate a reorganization manager, was sustained. 
A new effective date should be designated, the order said. 

The opinion of the court showed that net railway operating 
income had increased from $743,799 in 1939 to $9,004,940 in 
1943; and that in the same years total incofhe available for 
fixed charges and contingencies had been $810,899 and 
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$9,141,860, respectively. It said that the present cash position 
of the railroad was an impressive improvement over the position 
as of Dec. 31, 1940, $1,301,857.37, which, said the court, the 
Commission had had before it when the present plan of 
reorganization was under consideration. 

The opinion said that, as the effective date of the pending 
plan, Jan. 1, 1942, had passed, a new effective date should be 
designated, allowing a reasonable interval within which to 
complete the prerequisite statutory procedure. 


MISSOURI PACIFIC REORGANIZATION 


The Supreme Court of the United States, Nov. 8, declined 
to review lower court decisions involving the right of a debtor 
railroad corporation and individual creditors to appeal from 
a court order denying a trustee in bankruptcy authority to 
compromise an indebtedness. The action was taken in No. 85, 
Missouri Pacific Railroad Co. et al., petitioners, vs. Guy A. 
Thompson, trustee, et al.; No. 86, Protective Committee for 
Holders of Common Stock of Missouri Pacific, petitioner, vs. 
Same, and No. 87, Alleghany Corporation, petitioner, vs. Same. 
The debtor corporation—the Missouri Pacific—was indebted 
to the Reconstruction Finance Corporation in the amount of 
$23,134,000 plus interest of more than $10,000,000 and it was 
represented that if the loan were paid in cash the interest 
would be adjusted. The Supreme Court announced that the 
petition for writs of certiorari in these cases was dismissed 
as to all petitioners other than the Protective Committee for 
Holders of First Mortgage Bonds of the International-Great 
Northern Railroad Co., on motion of counsel for petitioners, and 
— a petition of the I.-G. N. protective committee was 

enied. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder. appear below.) 


Middle North Carolina district, at Winston-Salem. Fines 
aggregating $500 were imposed on six defendants, all employed 
as drivers by Roadway Express Co., Inc., on their pleas of 
guilty to separate informations charging them with falsifica- 
tion of driver’s logs. The fines were as follows: R. Burton 
Lambeth, $50; Al P. Sharpe, $100; Jerome T. Hornbuckle, $50; 
Bickett Sharpe, $100; Arthur E. Holt, $100; and J. Frederick 
Runge, $100. The fines were required to be paid in full. 

North Carolina district, at Raleigh. Maxwell C. Garner, 
former president of Motor Transit Co., of Raleigh, was fined 
$500 following his plea of nolo contendere to an information 
charging him with aiding and abetting Motor Transit Co., in 
failing to remit C. O. D. moneys. Since Motor Transit Co., is 
now in receivership, the information was dismissed as to it. 
However, Mr. Garner was required to pay the full amount of 
the fine. ; 


OPERATING AUTHORITY SUIT 


Tri-State Motor Transport, Inc., Joplin, Mo., has brought 
suit against the United States, the Commission, and Sidney 
Smith, in the district court of the United States for the south- 
western division of the western district of Missouri, asking that 
Sidney Smith, his agents, servants and employes be prohibited 
from transporting explosives from Atlas, Mo. to the Kansas 
ordnance plant, Parsons, Kans., and empty boxes, used in the 
transportation of explosives, on the return movement, as a 
contract carrier by motor vehicle in interstate or foreign com- 
merce. 

The plaintiff said that the defendant, Sidney Smith, had 
obtained temporary authority from the Commission to operate 
without the Commission having acted on plaintiff’s petition 
for leave to intervene, and for reconsideration and vacation of 
orders of division 5. It alleges that the Commission acted 
arbitrarily and without substantial evidence. 


MORLAND MOTOR PURCHASE 

Earl F. Schultz, doing business as Service Transfer & 
Storage Co., and eight other motor carriers, have filed suit 
in the federal court for the western Wisconsin district, asking 
the court to set aside the order of the Commission in MC F-1813, 
Clarence Moland, et al.—Purchase—J. W. Saunders and J. R. 
Welty. In that proceeding the Commission, because of the 
improvement in the financial condition of the purchaser since 
the original hearing, reversed the prior report of division 4 
and authorized the purchase, involving common carrier rights 
between Duluth gnd Minneapolis and St. Paul, Minn., with 
service at intermediate points, and between the Twin Cities 
and certain Minnesota and Wisconsin points. Chairman All- 
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dredge and Commissioners Lee, Miller, and Splawn disse 
on the ground that numerous common Carriers engaged j, 
operations between the Twin Cities and Milwaukee and cy. 
cago provided adequate and efficient service to the public (ge. 
Traffic World, Sept. 25, p. 705). 

The plaintiffs in the Wisconsin court said that the pp. 
posed purchase was not in the public interest; that there was - 
no public demand for such service which would be createg 
reason of the purchase, or any need therefor. Approval of the 
purchase, they said, without service restrictions, would enabjp 
Moland to institute a new and through service between th 


Twin Cities on the one hand, and Chicago and Milwaukee 9 a 
the other hand, and that the area affected was and had Co 
adequately and completely served. If the order entered shoul adc 
stand, said they, numerous carriers now furnishing adequat. t 
service between those points would lose money from thei Ok 
operations “where now they are making a _ reasonable profit” 

The proposed operation, they said, would add to the presen a 
surplus of transportation facilities in the considered area, anj 
cause a wasteful use of facilities through light loading. oni 


The case was docketed as civil action No. 590, Earl F H 
Schultz, dba Service Transfer & Storage Co. et al. vs. Unite ( 
States of America, and Interstate Commerce Commission, 


ELKINS ACT PROSECUTIONS 


The Commission has been advised that on Nov. 3, a federal 
grand jury at New Orleans, La., returned a joint 15-count in. 
dictment against Jumonville Pipe & Machinery Co., Inc. of 
Plaquemine, La., and its president, E. A. Jumonville, in which 
it was charged that they had misdescribed, and caused to be 
misdescribed, carload shipments of second-hand boiler tubes 
and second-hand steel pipe as scrap iron, thereby obtaining 
concessions in violation of the Elkins act. 

A grand jury at New Orleans, La., Nov. 3, the Commission 
has been advised, returned three indictments charging Vincent 
A. Guerico, Joseph J. Monteleone, and Peter X. Monteleone 
with soliciting concessions in violation of section 1 of the Elkins 
act by obtaining delivery of order-notify and advise shipments 
at New Orleans, La., without surrender of delivery orders or 
bills of lading, notwithstanding the fact that such documents 
were available to said dependants at New Orleans at the time 
said deliveries were obtained. It appeared to have been the 
practice of the defendants, the Commission said, to certify to 
the delivering carriers, contrary to the facts, that the docu 
ments in question were not available. 


ROCK ISLAND REORGANIZATION 

The federal district court at Chicago has vacated its in- 
junction issued November 22, 1933, so far as it restrains the 
Mississippi Valley Trust Company from selling or otherwise 
disposing of Chicago, Rock Island and Pacific Railroad bonds 
held as collateral for a $125,000 loan made to the railroad prior 
to commencement of bankruptcy proceedings. The trust com- 
pany informed the court that the railroad deposited bonds with 
a par value of $430,000; that the current market value of the 
bonds was $140,400; that the debt on the loan with interest 
amounted to $169,017, and that, if the bonds were sold, the 
trust company would not later claim the difference between 
the $140,400 and $169,017. 

The court recently issued similar orders setting aside the 
injunction as it applied to the Chase National Bank of New 
York, the Harris Trust and Savings Company, the New York 
Trust Company, and the Continental Illinois National Bank 
and Trust Company (see Traffic World, Oct. 9, p. 844). 


TANK TRUCK EQUIPMENT REGISTER 


Tank Truck Tariff Bureau, In¢., agent, has filed with the 
Commission National Tank Truck Equipment Register No. 2 
MF-I. C. C. No. 1, effective Dec. 10. The register contains 
a list of the equipment, showing gallonage and number of com 
partments for each unit, for 13 common carriers, two contrat 
carriers, and one carrier operating both as a common 4 
contract carrier. 

The Bureau said that, notwithstanding the fact that rules 
4(a) and 4(d) of tariff circular MF No. 3 contemplated the 
publication, by motor truck tank carriers of the individual 
numbers and gallonage capacities of each tank or trailer, pre 
vided their charges were dependent on the capacity of the t 
or trailer used, very few tank truck carriers had as yet com 
plied with the rules referred to. The register was compil 
and filed, said the bureau, as a convenient instrument for su 
data and that it was proposed to build the register into @ 
national publication in which all for-hire tank truck carriel, 
both interstate and intrastate, would be listed as participating 
carriers. 

The bureau said the register had been filed also with se¥ 
eral state commissions, 
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Gorrell Asks Air “Independence” 


“No program for America’s civil aviation would be com- 
plete without a ringing declaration of independence of civil 
aviation from domination by surface carriers,” said Edgar S. 
Gorrell, president, Air Transport Association of America, in an 
address entitled, “A National Policy for Domestic Aviation,” 
at the First National Clinic of Domestic Aviation Planning at 
Oklahoma City, November 11. He said that “such multisyllabic 
expressions as ‘coordination’ and ‘integration’” actually meant 
the domination of air transportation by the railroads. 

“Independence” of the airlines was provided for in the 
existing law, he said, and “would be reaffirmed in the Lea bill 
(H. R. 3420).” Such independence was necessary, he added, 
because “the pages of history tell the elemental truth that the 
development of each means of transportation requires an un- 
divided loyalty and a concentration of effort inconsistent with 
a form of enterprise in which one means of transportation is 
controlled by another means.” 

He referred to the resolution of the Association of American 
Railroads, calling for the removal of legal restrictions against 
the ownership of other means of transportation by the railroads, 
and to the editorial statement in the Traffic World of Septem- 
ber 18, 1943, that that resolution had been kept secret for sev- 
eral months until the news of it leaked out. He said that, in 
those months, the Lea bill was before the House committee on 
interstate and foreign commerce which held extensive hearings 
on it. At those hearings, no one said ‘a single word in support 
of any change in the provisions of the law respecting the entry 
of surface carriers into air transportation,” he said, adding that 
“the subject was never publicly debated and not a single mem- 
ber of the committee asked a single question bearing on the 
point.” In spite of that, however, he said, when the bill was 
reported out of committee on October 20, there was an accom- 
panying minority report recommending “that there should be 
included in the Lea bill a change in the law, in behalf of the 
carriers subject to the interstate commerce act,” authorizing 
the granting of certificates to engage in air operations to such 
carriers. The date on which the bill with the minority report 
was reported out of the committee, he pointed out, was “just 
over a month after news of the railroads’ resolution had ‘leaked 
out,’’”’ obviously implying that the resolution inspired the 
minority report. 

The “entire air transport industry” was “unanimously in 
opposition to any proposal of the sort which the railroads are 
now making,” said he, adding that he was glad to see that the 
American Trucking Associations were “outspoken” in their op- 
position, and that the “influential and respected Mississippi 
Valley Association spoke out with equal clarity” against it. He 
said it was fallacious to assume that, if the railroads controlled 
other forms of transportation, better coordination would result 
than could be achieved under independent control. The ‘“con- 
crete proposition advanced by the railroads,” he said, was “that 
they should control air transportation wholly apart from their 
surface operations.” The purpose of that, he added, was “to 
protect their surface investment and to have railroad manage- 
ment rather than the traveling and shipping public determine 
the rate of growth for air traffic.” 


Coordination could be achieved under existing law, he said. 
There already was coordination among airlines in passenger 
transportation and plans for air cargo transportation included 
“a nationwide cargo service which will be closely coordinated 
not only among present and future airlines but also between the 
airlines and surface carriers.” For a nationwide coordinated 
service, it was not necessary to “break down the time-tested 
and traditional policies which prevent one form of transporta- 
tion from dominating and controlling another,” he said. “Let 
the declaration of independence for civil aviation be reaffirmed 
and not repealed.” 


He discussed other aspects of the Lea bill which, he said, 
were parts of a basic program “the failure of which would 
permanently cripple civil aviation’s development.” These in- 
cluded a guarantee of “freedom of the air,” not only as affect- 
ing the flight of the commercial planes of other nations over 
the United States, but as affecting the free flight of commercial 
Planes over the various states. The bill, he said, guaranteed 
a privilege which should be the birthright of every American 
ler—the privilege to fly from one state to another without the 
risk of falling into some legal trap such as often confronts the 
operator of an automobile or a truck on the highways in the 
Course of an interstate journey.” 

The bill would provide, for the first time, “a definite and 
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clear legal foundation for sound airport planning on a coopera- 
tive basis by the states and the federal government,” he said, 
and would also solve the difficulty of airport zoning by prevent- 
ing the placing of airports in locations “where hazards to air 
navigation are concentrated.” 

Any program for future aviation development must include 
plans for the “‘concentrated development of aircraft engines and 
of fuels furnishing motive power,” said he. Most of those who 
discussed great expansion for commercial and miscellaneous 
aviation-after the war overlooked the “extremely serious fuel 
problem,” he said. There was a question as to how long existing 
petroleum reserves would stand such consumption, he said, 
adding that aviation “on the scale which some enthusiasts like 
to talk about, with present aircraft engines and present types 
of aircraft fuel” would “critically impair” our petroleum re- 
serves “in a few years.” 

“Sober-minded engineers” agreed that they could not as 
yet see the way to developing engines and fuel so as to make 
the tremendous progress foreseen by some possible, he said. 
From the viewpoints of all branches of civil aviation, he added, 
engine and fuel research was more important than was “re- 
search to perfect dreams about the helicopter.” 


S. A. E. Air Cargo Meeting 


The Chicago section of the Society of Automotive Engineers, 
in cooperation with the S. A. E. air cargo section, held a two- 
day national air cargo meeting at the Hotel Knickerbocker, 
Chicago, November 8 and 9. Approximately 300 representatives 
of airlines, aircraft manufacturers,-and government agencies 
attended. A similar meeting was held at Chicago last De- 
cember (see Traffic World, Dec. 12, 1942, p. 1425). 

At the opening session November 8, E. C. Wells, chief 
engineer, Boeing Aircraft Company, Seattle, Wash., spoke on 
“Some Economic Aspects of the Commercial Use of Converted 
Military Aircraft.” He said three types of military aircraft 
could be converted for use in airline cargo and passenger 
service: First, transport planes originally designed for com- 
mercial use, which could be reconverted for airline use with 
relatively minor changes; second, planes like the Consolidated 
Liberator and Boeing Flying Fortress, designed specifically for 
combat purposes, which could be converted for commercial use 
only by completely changing fuselages, installing additional 
flooring, and eliminating military equipment; third, cargo planes 
designed specifically for military use, which were “high per- 
formance” planes not meeting existing civil air regulations 
respecting rate of climb, stalling speed, and the like. He said 


‘ that much depended, in cost considerations, on whether these 


planes were sold to airline companies at original cost or 
were “for military or political” reasons ‘donated by the gov- 
ernment to the airlines.” Such planes, he said, would un- 
doubtedly be replaced within two years by new equipment. 
Use of converted military planes would enable the airlines to 
reduce their air cargo rates “appreciably,” with best results 
coming from operation of four-engine rather than two-engine 
planes, said he. He added that air passenger rates could be 
reduced to approximately 2% cents a mile by use of the con- 
verted military cargo and bomber planes, and that, because 
airline distances were shorter than surface routes between the 
same points, the airplane rate would be equivalent to the present 
2-cent rail passenger rate. 

Carlos Wood, chief, preliminary design section, Douglas 
Aircraft Company, Santa Monica, Cal., spoke on “Design Con- 
siderations of the Cargo Airplane.” He discussed the relative 
merits of various types of compartments for storing merchan- 
dise on cargo planes, of methods of providing access to cargo 
compartments on all-cargo and cargo-passenger planes, and of 
various kinds of “tiedown and retention” equipment for use on 
such planes. 

In the afternoon, W. L. Brintnell, Aircraft Repair Limited, 
Edmonton, Canada, described flying conditions and cargo serv- 
ice in northern Canada, and J. G. Borger, staff engineer, Pan 
American Airways System, Burbank, Cal., spoke on “Pay- 
load vs. Operating Speeds in Cargo Transportation.” Mr. 
Borger discussed the theoretical costs of handling various loads 
in planes moving at various speeds and altitudes, explaining 
how range, reserve fuel, headwind, and the like affected oper- 
ating costs. 


At an evening session, J. H. MacLeod, Hinde and Dauch 
Paper Company, Sandusky, O., spoke on the uses of corrugated 
containers in air transportation of cargo, and H. W. Anderson, 
vice-president, aviation division, Whiting Corporation, Harvey, 
Ill., spoke on “Air Cargo Handling Equipment Design Considera- 
tions.” 


Frederick Decries Integration 


At the morning session, November 9, Dr. John H. Fred- 
erick, professor of transportation, University of Texas, speak- 
ing on “Coordinating Air and Surface Cargo Transportation,” 
urged the air industry to work toward establishment of separate 
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airports for passenger and cargo operations at large cities and 
of extensive facilities for handling truck pick-up and delivery 
services at airfields. Discussing pick-up and delivery, he said 
it was unlikely that the airlines would find it profitable to go 
into the motor carrier field to provide such services. He said 
“the greatest opportunity ever presented to the motor carrier 
industry” was probably that of providing ‘such terminal service 
for airlines. Air and truck operations were frequently com- 
plementary, and truck operations, because usually short-haul, 
were not ordinarily competitive with air transportation, said 
he. The airlines, he said, should not continue to use the facil- 
ities of the Railway Express Agency longer than necessary, 
because with air cargo offices combined with Express Agency 
offices, there was “less likelihood of over-the-counter sales.” 
Under a continuation of such arrangements, he said, airline 
service “will be submerged in that of the rail company and 
it will be difficult to promote complete consumer acceptance 
of air cargo.” 
Continuing, he said: 


It would, moreover, not be in the best interests of the public for 
American transportation to become too much integrated, to merge the 
competing agencies into huge, monopolistic combines in which the 
surface interests would inevitably play a dominating part, particularly 
the railroads with their greater capitalization. Already powerful and 
well-financed groups are strongly advocating such combines. But sup- 
pose such a system had been in effect in the years before Pearl Harbor. 
Could we then have developed as much of an air transport industry 
as we had and which has been of such importance in the war? Very 
surely we could not have done so. Such a development would not have 
taken place because, where an older form of transportation tries to 
dominate another, newer form of transportation, the older tends not 
to develop the newer, but to throttle it, control it, remove it as a 
source of competition to the facilities in which it has already invested 
its larger capital and has its greater interest. ... 

For the duration of the war it will probably be necessary to main- 
tain the present relationship between the Railway Express Agency and 
the airlines as providing the best available coordinator for pick-up 
and delivery service. But for now and always, the airlines should 
refrain from joining themselves with the railroads, through the Rail- 
way Express Agency or any other way, that would make it hard to 
break off relationships when the right time comes. Certainly the air- 
lines should stand on their own feet as carriers of air cargo and not 
‘magnify the part played by those who may supply the coordinating 
services, as representatives of the airlines—either airports, handling at 
airports, or pick-up and delivery. None of these coordinating agencies 
now carry or should ever carry a pound of cargo in the air. In othr 
words, the airlines must be careful in this early stage of air cargo 
transportation not to sacrifice future development for any arrangement 
which may seem desirable because of peculiar conditions existing at 
any particular moment. The public should be told in no uncertain 
terms that, while there will have to be certain coordinating agencies. 
between it and the actual transportation of air cargo in the air, air 
cargo is, and will be, airline business. 


Foley Replies 


E. J. Foley, assistant to vice-president, engineering, Amer- 
ican Airlines, replying to Dr. Frederick, said that establishment 
of separate passenger and cargo airfields would make for 
considerable confusion in cargo interchange until “all points 
on any single airline route or systems have all-cargo service.” 
He said that there might be “some of the tendencies existing 
in rail express” of which Dr. Frederick spoke, but that “they 
are tendencies, not permanent, insoluble difficulties.” He said 
he believed “that competition, as it has been in all American 
industry, will be a driving force on any express agency to sell 
air cargo or to lose business to another.” He said that the 
air cargo business would develop rapidly and that, therefor, 
it was highly improbable that the agency could be so “reluctant 
to push” air cargo that it would thereby convince the public 
that rail express was as fast as air express. 


Fred Carpi, assistant general traffic manager, Pennsylvania 
Railroad, speaking on the same subject, said that the airlines 
had been fortunate in having had the opportunity to use the 
Express Agency’s facilities. The agency, he continued, had 
not made a profit in handling air express traffic. He denied 
that the agency sought to induce traffic to move by the rail- 
roads rather than by airlines. He pointed out that the railroads 
competed with the agency for some traffic and that there had 
been no complaints that the railroads took traffic from the 
agency. He said the agency and the airlines could work to- 
gether to their mutual profit “if left alone.” He pointed out 
that his company had had a part in formation of Transconti- 
nental and Western Air, Inc., adding that his company, among 
other railroads, had gone into the motor carrier field, and that 
“undeniably, the public has benefitted by coordinated rail- 
truck service.” He said the railroads had in the war period 
shown themselves able to meet new developments. He added 
that the air industry should be “fostered, but under conditions 
no more favorable than accorded to the other forms of trans- 
portation.” 

The afternoon session was devoted to discussion of 
helicopter developments. Waldo Waterman, chief engineer for 
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the Stout Research Laboratories, the principal speaker a 
he believed that helicopters were basically more expensive to 
build than conventional types of airplanes and that they woy) 
not for many years prove serviceable in cargo operations or Po 
in airline passenger service. He said experiments with tailless 
airplanes had indicated that such planes would be capable g 
carrying comparatively heavy payloads but would not beg visiC 
nearly as fast as conventional type planes. pati 
A dinner meeting was held in the evening at which Willian field 
A. M. Burden, special aviation assistant to the Secretary g § ing 
Commerce, spoke on “Developing the Air Cargo Market.” p, § ning 
said there “surely will be air cargo rates as low as 15 to » said 
cents a ton mile in the early postwar years.” He said reliahj § poli 
predictions could not be made at present as to what Commodities § of 2 
the airlines would transport in the next few years becayy § spe 
experiment in low cost marketing and lighter packaging ha § but 
yet to be made. It was probable, said he, that the use y @ par 
air cargo planes would result in a revolution in shipping pra. § “a| 
tices and that the airlines would more probably be called ont) § son 
provide facilities for the transportation of new types of me. 
chandise than for merchandise now moving by other transports. ger 
tion agencies. tha 
the 
e ° e der 
Domestic Air Expansion mu 
“The inherent characteristics of air transportation, pa 
cially its freedom from the necessity of large fixed pro 
investment, the relatively small amount of capital require p 
in proportion to the volume of the service rendered, and its = 
relatively small fixed costs, make this industry peculia‘)y : 
adapted to competitive economy,” said Oswald Ryan, member . 
of the Civil Aeronautics Board, in an address before the joint 
meeting of the Kansas City Chamber of Commerce and thk™ ™ 
Air Traffic Conference of America, at Kansas City, Nov. 10. 
The validity of that conclusion was well documented by the 
experience of our domestic airlines, he said, adding that th be 
competitive spirit had been largely responsible for the mos § bc 
amazing airline development to be found in any nation. He a 
continued: qt 
Competition among the airlines of the United States in the com - 
paratively short period of their history has produced improved oper tr 
ating methods, better service and more technical development than 
has ever been accomplished in the same length of time in any other sh 
field of transportation. I think it may be fairly said that these pr re 
eminent achievements would not have developed to the same degree i) 
under a policy of regulated monopoly. It is not surprising, therefore, fe 
that Congress with this record of experience before it, should have 0 


expressly declared competition to be the national policy in the devel 
opment of our air transportation. Our national legislature believed that 
the motivating force which had been largely responsible for the pic 
neering growth of this new industry should be preserved to insure for 
it a vigorous and progressive maturity. 


Under the civil aeronautics act, said he, the board wa 
directed to put into effect a policy of limited and controle 
competition to the extent necessary to assure the souni 
development of an air transportation system properly adapted 
to the needs of the foreign and domestic commerce of th 
United States, of the postal service, and of the national defense. 

Mr. Ryan said the board had not laid down any fixed ruk 
or formula for determining the exact extent of competition re 
quired, but that certain general principles might be regarded 
as a useful guide in any particular case. There must be suffi 
cient traffic to support a competing carrier on any route, 
he, and that, since competition provided an incentive to better 
service and technological progress there would be a strom 
presumption in favor of providing competition on any roll 
offering sufficient traffic-to support the competing services. 


He said the view had been expressed that competition wa 
not justified under the act unless it could be shown that the 
existing carrier failed or refused to furnish adequate service, 
or was unable to do so. But, said he, the act intended tha 
the incentive to pioneering and developmental achievemetl 
should be supplied by competition and that it followed, there 
fore, that even though an air carrier might be found rendering 
adequate service on a particular route, “that fact would not 
in itself constitute a bar to the authorization of a competifg 
service.” 


Referring to the fact that eighty per cent of the busines 
of carrying passengers, property and mail by air was han 
by the four large airlines, and that the remaining twelve ca 
riers divided twenty per cent of the total business, Mr. Ry 
said that if “we are to achieve a balanced competition our a 
transportation, our carriers should have sufficient size and 
strength to enable them to obtain their needed capital on the 
most economical terms; they must be able to spread t 
overhead costs over an economical base; they must be in# 
position to bargain for supplies and services on reasonably eve 
terms with their competitors; and they must be large eno! 
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be able to make the most efficient and economical utilization 
of their equipment and personnel.” 


Postwar Domestic Aviation 


The Civil Aeronautics Board had determined that the pro- 
yisions of the civil aeronautics act rigidly restricted the partici- 
tion of the older forms of transportation in the air transport 
feld, said Harllee Branch, a member of the board, at the open- 
ing session of the first national clinic of domestic aviation plan- 
ning in Oklahoma City, Okla., Nov. 11. This determination, he 
said, was amply supported by well-established Congressional 
licy. He said also that the board had concluded that control 
of an airline did not necessarily depend on the ownership of any 
specific minimum percentage of stock or other ownership rights, 
but ‘rather that it depended, in the light of all the facts in a 
icular case, on whether there existed as a matter of fact 
“a power to dominate or an actual domination of one legal per- 
sonality by another.” 

Mr. Branch said it was his opinion that public sentiment 
generally was against government ownership or control but 
that, if airlines depended too heavily on government subsidy 
they might expect, sooner or later, that there would arise a 
demand that “if the government pays—then the government 
must control.” The majority of the domestic carriers, said he, 
were doing so well financially on their commercial services that 
they no longer had any need for a mail pay rate which included 
any subsidy. He said that even though an air carrier earned 
such substantial profits on its passenger and express services 
that it did not require any government subsidy, it was entitled 
toa fair and reasonable service rate for transporting the mail. 
A self-supporting air carrier, he said, and one which required 
no government subsidy, made a much stronger appeal to in- 
vestors than one which depended on subsidy. 


He said that it was frequently asked whether there should 
be any imposed limit on the number of carriers operating in 
both the domestic and international fields. The question was 
answered, said he, by the fact that the civil aeronautics act re- 
quired the board to ‘foster sound, economic conditions in the 
air transportation services.” He added that Congress, in giving 
the board this directive, had undoubtedly desired to avoid in air 
transportation “anything similar to the economic tragedy of the 
short-line railroads.” The board, said he, was in duty-bound to 
resist any pressure directed toward uneconomic or unsound ex- 
pansion. Its decisions on applications for new routes must be 
founded on something more substantial than enthusiasm and 
over-optimism, he said. 


Air Certificate Applications 


The United Fruit Co., of Boston, Mass., long engaged in 
steamship transportation service, is among new applicants 
for air certificates at the Civil Aeronautics Board. In the 
United Fruit Co. application, assigned docket No. 1148, au- 
thority is sought to transport persons, property and mail over 
two routes between New Orleans, La., and Balboa, Canal 
Zone, one serving Swan Island as an intermediate point, the 
other serving intermediate points in Cuba, Mexico, British 
Honduras, Guatemala, Honduras, Costa Rica and Panama, 
and over a route between New Orleans and Guatemala City, 
easels, serving various intermediate points in Central 

erica. 


_ A Puerto Rican company, the Caribbean-Atlantic Air- 
lines, Inc., of San Juan, P. R., has asked the C. A. B. for 
authority to transport persons, property and mail in sched- 
uled operations by aircraft between San Juan and Ciudad 
Trejillo, Dominican Republic. The application, bearing 
docket number 1153, shows that the applicant’s president is 
ennis Powelson. Other new applications filed with the 
board are the following: 


No. 1147, Braniff Airways, Inc., Dallas, Tex.; scheduled transporta- 
tion of persons, property and mail between Kansas City, Mo., and Mem- 
Phis, Tenn., serving Springfield, Mo., as an intermediate point. 


No. 1149, Barney & Sadie Garelick, Los Angeles, Calif., transporta- 
tion of ‘‘general commodities and first and second class freight’’ over 
two regular routes between Los Angeles and New York City, a northern 
route including stops at Kansas City, Mo., Chicago, Ill., and Cleveland, 
0., a southern route serving El Paso, Tex., New Orleans, La., Atlanta, 
Ga., Washington, D. C., and other intermediate points. The applicants 
Say they are now engaged in motor freight transportation. 

No. 1151, Salt Lake Transit, Inc., Salt Lake City, Utah; scheduled 
transportation of passengers, baggage and express over nine routes 
serving points in Utah, Wyoming and Arizona. 

No. 1152, Landon Lawson Clevinger, Centralia, Wash.; scheduled 
transportation of persons, property and mail by helicopter or similar 
aircraft over route between Seattle, Wash., and Astoria, Ore., serving 
Specified intermediate points. 
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In No. 1155, Pennsylvania-Central Airlines, of Washing- 
ton, D. C., has asked the C. A. B. for authority to institute 


scheduled transportation of persons, property and mail over 


a series of routes through the Caribbean area. One of the 
routes would be from New Orleans across the Gulf to Merida, 
Mexico, thence to Belize, British Honduras, Guatemala City, 
San Salvador, Tegucigalpa (Honduras), Managua (Nica- 
ragua), San Jose (Costa Rica), and Balboa (Canal Zone), 
thence eastward along the northern shores of South America 
to Barranquilla (Colombia), Maracaibo and Caras (Vene- 
zuela) and Port of Spain (Trinidad). This crescent rout, 
the applicant said, would link at Barranquilla with a cross- 
Caribbean service from Miami through Havana, Cuba, and 
Kingston, Jamaica. Port of Spain would also be the ter- 
minus of a projected route across the Caribbean from Miami 
through Nassau, the Bahamas, to Cuba, Port-au-Prince, Haiti, 
and San Juan. Still another proposed route would be from 
New Orleans to Havana and thence southward to Belize. 


POSTWAR AVIATION CONFERENCE 


Discussion to prepare for a full-dress United Nations con- 
ference in postwar aviation will take place in the United States 
soon, said Chairman L. Welch Pogue, of the Civil Aeronautics 
Board. He said it had been reported that Lord Beaverbrook, 
head of Great Britain’s civil aviation, would soon come here 
for a conference, but added that such talks would be “explora- 
tory and unofficial” prior to an international conference in 
which Britain, Russia, China and other United Nations would 
join. 

Mr. Pogue ‘said that international aviation was a common 
problem among the United Nations and that the United States 
should not set its final policy until after consultation with 
friendly nations. While wartime security prevented full public 
discussion at this time, he said, “the United States is definitely 
not behind in planning for postwar international aviation—and 
I believe we are ahead.” 

He indicated that the Civil Aeronautics Board was giving 
serious consideration to the possibility of setting up one strong 
American airline to fly all routes in the postwar foreign field. 
However, he did not say that the board was leaning toward this 
solution in preference to a competitive expansion of present 
domestic carriers. 


AIR TRANSPORT REGULATION 

Thirteen “smaller air lines’ are supporting the Lea bill, 
H. R. 3420, amending the civil aeronautics act (see Traffic 
World, Oct. 23, p. 1018), according to a telegram sent by them 
to Representative Bulwinkle, of North Carolina. 

“The smaller air lines strongly support the Lea civil avia- 
tion bill as favorably reported by House committee,” the lines 
said. “In our considered judgment the assertions in the minor- 
ity report that the bill would foster a monopoly by the larger 
lines is wholly unfounded. We vigorously urge against adop- 
tion of the views advanced in the minority report.” 

The telegram was signed by Halsey R. Bazley, president, 
All American Aviation, Inc.; T. E. Braniff, president, Braniff 
Airways, Inc.; Carleton Putnam, president, Chicago & South- 
ern Air Lines, Inc.; Sigmunf Nanas, president, Colonial Air 
Lines, Inc.; T. C. Drinkwater, executive vice president, Conti- 
nental Air Lines, Inc.; C. E. Woolman, vice president, Delta 
Air Corporation; R. Leferink, president, Inland Air Lines, Inc.; 
J. W. Miller, president, Mid-Continent Airlines, Inc.; G. T. 
Baker, president, National Airlines, Inc.; S. J. Solomon, presi- 
dent, Northeast Airlines, Inc.; Croil Hunter, president, North- 
west Airlines, Inc.; C. Bedell Monro, president, Pennsylvania- 
Central Airlines Corporation; L. H. Dwerlkott, executive vice 
president, Western Air Lines, Inc. 


AIR RIGHTS IN SOUTH AND SOUTHWEST 

New docket numbers have been assigned by the Civil Aero- 
nautics Board to part of applications of four air carriers and 
an investigation docketed as No. 1142 has been instituted by 
the board “to determine whether the public convenience and 
necessity require that Birmingham, Ala., be named as an inter- 
mediate point on any route which may be certificated by the 
board between Atlanta, Ga., and Memphis, Tenn.” The board 
named the city of Birmingham as a party to the proceeding in 
No. 1142. 

The board assigned docket number 1143 to parts of appli- 
cations by American Airlines, Inc., of New York City, in Nos. 
446 and 932, requesting amendment of its certificates so as to 
extend one of its routes from the intermediate point El Paso, 
Tex., to the terminal point Tulsa, Okla., via Lubbock and 
Wichita Falls, Tex., and Oklahoma City, Okla., and so as to 
extend its route from the intermediate point Little Rock, Ark., 
to Oklahoma City, via Fort Smith, Ark., and Tulsa, Okla. 

No. 1144 was assigned to a part of an application of Con- 
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tinental Air Lines, Inc., in No. 1095, for authority to transport 
persons, property and mail between Tulsa, Okla., and Memphis, 
Tenn., via Muskogee, Okla., Fort Smith and Little Rock, Ark., 
and between Tulsa and Memphis via Joplin and Springfield, 
Mo., and Jonesboro, Ark. 

No. 1145 was assigned to a part of an application by Delta 
Air Corporation in No. 975, for authority to extend its route 
No. 24 from Birmingham to Memphis, via Tupelo, and beyond 
Memphis to Little Rock, Forth Smith, Muskogee, Tulsa and 
Oklahoma City. 

The board assigned No. 1146 to a part of an application by 
Eastern Air Lines, Inc., in No. 1067, requesting removal of a 
restriction in its certificate for route No. 5 with respect to its 
operations to and from Birmingham. 













































































RAIL-AIR EXPRESS INCREASE 


Shipments in combined rail-air express service in August 
totaled 34,664, an increase of 26.7 per cent over August of 
last year, according to the air express division of the Railway 
Express Agency. Charges paid on those shipments in August, 
1943, were 47.4 over those paid in August, 1942. 
































T. W. A. PENNSYLVANIA STOP 


The Civil Aeronautics Board has announced that it has 
authorized Transcontinental and Western Air, Inc., to include 
Lancaster, Pa., on its transcontinental route No. 2 between 
Reading, Pa., and Harrisburg, Pa. The board pointed out that 
Lancaster was directly in the line of flight on route No. 2 and 
its municipal airport was adequately equipped with day con- 
tact service. According to the policy of the board, service will 
not begin until the national defense no longer requires a delay. 



























































GRADDICK ON AIR CARGO 


Charles P. Graddick, director, air cargo department, United 
Air Lines, spoke on air cargo at a luncheon meeting of the 
Chicago chapter of the Association of Interstate Commerce 
Commission Practitioners November 5. He said many talks 
that had been made on air cargo had been overly optimistic 
and that such optimism might have a bad effect on the airline 
companies and the public. He said engineers for his company 
believed that present air cargo ton-mile rates, averaging 70 
cents, might, within a few years after the end of the war, be 
reduced to as low as 17 cents, but not any nearer to the present 
regular express rates of less than 11 cents. Statements by 
some speakers that air cargo rates would go as low as'5 or 7 
cents were, he said, without justification in fact. He said that 
officers of his company “don’t want to fool our stockholders, put 
in artificial rates, get government subsidies, or hurt the rail- 
roads,” adding that there would be ample cargo business for 


airlines at rates considerably higher than those charged for 
railway express services. 











































































































CARIBBEAN AIR SERVICE 


By an order in No. 778 and the proceedings joined with it, 
comprising an investigation to determine the need for tempo- 
rary air transportation in the Caribbean area and various ap- 
plications for authority to engage in such transportation, the 
Civil Aeronautics Board has denied to three air carriers and 
granted to two other air carriers an extension of their tempo- 
rary permits for such service until “thre months from Nov. 1, 
1943.” The life of the permits had been extended from Nov. 1 
to Nov. 10 by an interim order on Oct. 30. 

The board said that the two carriers whose permits it 
extended were the only two who had qualified and who had 
begun operation under the authority previously granted. These 
two, it said, were Royal Dutch Air Lines (KLM), by which 
operations between Curaco and Miami had been begun Aug. 17, 
and Expreso Aereo Inter-Americano, S. A., which had begun 
operations under its permit between Miami and Havana on 
Sept. 3. Carriers whose temporary permits were not extended 
were: Lowell Yerex dba British West Indian Airways; TACA, 
S. A.; and Campania Nacional Cubana de Aviacion, S. A. The 
permits of the five carriers involved in the proceeding had been 
issued May 1, 1943, for a six months’ period. 























































































































RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,367,817 at the middle of 
October, an increase of 3.49 per cent over October of last year, 
and a decrease of 0.49 per cent over September this year, 
according to a rail employment compilation based on prelimi- 
nary reports, prepared by the Commission’s Bureau of Trans- 
port Economics and Statistics. The October, 1943, employment 
was reported as follows: 

Executives, officials, and staff assistants, 14,299; profes- 
sional, clerical and general, 223,267; maintenance of way and 
structures, 273,424; maintenance of equipment and stores, 376,- 






























































222; transportation (other than train, engine, and yard) 
163,033; transportation (yardmasters, switch-tenders, and hog 


tlers), 17,357; and transportation (train and engine Service) 
300,215. 


Midwest Truck Wage Dispute 


Five mid-western associations representing truckers em- 
ploying approximately 40,000 drivers and one trucking com. 
pany, the Santa Fe Trails Transportation Company, have been 
ordered by the trucking commission of the National War Labg 
Board to meet jointly with the Central States Drivers Coung 
of the International Brotherhood of Teamsters, A. F. L, 
negotiate a settlement of a wage dispute. The present ¢op. 
tracts between the employers and drivers have been in effect 
two years and will expire November 15. In January, 1942 the 
National Defense Mediation Board awarded to the drivers 
wage increases of 4/10 cent a mile and 10 cents an hour, anda 
gd vacation with pay (see Traffic World, Jan. 10, 1942 
p. 118). 

The order was issued at the conclusion of a three-day 
conference held at Chicago, November 8, 9 and 10, by the 
trucking commission, the drivers’ union representatives, and 
representatives of the Santa Fe company and the employer 
associations—the Ohio Contract Carriers Association, Ohio 
Over-the-Road Employers Group, Midwest Operators Associa- 
tion, Central States Area Employers Association, and Michigan 
State Negotiating Committee. Parties to the dispute have 
not revealed the extent of demands for wage increases or 
whether or not rules changes are involved. The meeting was 
called following failure of employers and employes to reach 
a decision, after lengthy conferences, as to whether or not 
a master contract covering all the employes should be signed 
by the several associations. It was understood that the em- 
ployes favor such a contract and that the employers oppose 
a master contract on the ground that the companies vary so 
much in size, type of operation, and the like as to make the 
plan unpractical. 

In its order, the commission recommended that the d's- 
cussions “include the possibility of a master agreement on 
issues common to all parties, with such supplemental agree- 
ments for the employer groups requesting the same, as their 
circumstances may require.” It provided that the parties shall 
meet with the commission November 22 to report the results 
of the discussions and for a hearing on any matter that may 
still be in dispute. It provided that existing contracts should 
be extended until a new agreement was reached, and that any 
increases in wages resulting from negotiations should be made 
retroactive to November 16. 

The matter involves companies operating in Ohio, Illinois, 
Indiana, Michigan, Minnesota, Wisconsin, the Dakotas, Iowa, 
Nebraska, Missouri, and Kansas. The conference discussions 
will be resumed at the Hotel Hamilton, Chicago, November 15. 


Truck Labor Case Ruling 


In two cases involving ‘six truck employer groups and the 
International Brotherhood of Teamsters, A. F. L., representing 
40,000 truck drivers in 12 mid-western states, the National War 
Labor Board has consolidated the cases for the purposes of 
hearing and decision. 


“This consolidation for hearing and decision shall not be 
construed as an order of the National War Labor Board deter- 
mining the appropriate unit or units for collective bargaining, 
this being a matter solely within the jurisdiction of the National 
Labor Relations Board,” said the board, in denying the union's 
request to direct consolidation of the groups as one unit for 
collective bargaining. 

Agreement on a uniform master contract with supplemen- 
tary contracts for any separate provisions affecting individual 
regions was recommended by the board for consideration by 
the parties. The parties were directed to meet in Chicago to 
narrow the issues in dispute, and to return to the Board on 
Monday, Nov. 22, with any issues on which they failed to agree. 
Issues in dispute would then be considered by the National War 
Labor Board Trucking Commission, it said. 

The board directed that the present contracts be extended 
pending completion of negotiations and that any increases IM 
hourly or mileage rates be made retroactive to the date of 
expiration of the contracts. 

A public hearing was held by the board, Nov. 8, on the 
question of the collective bargaining unit in the central states 
area case. The case had just been certified to the board be 
cause the parties had failed to agree on renewal of the two- 
year contract which expired Nov. 15, it said, and continued: 


At the board hearing, representatives of the Midwest Operators 
Association, representing employers in seven states west of the Missis- 
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j River, who were included in the 1941-1943 central states area 
unt. stated that their group wishes to withdraw and negotiate a 
oe arate contract with the union. 
ae operators, and the Santa Fe Trails Transportation Co., a 
eparate company operating west of the Mississippi River and east of 
: se City, have both had separate contracts in the past and ex- 
paar a desire to remain separate. The union wants them included in 
the area-wide agreement. d 

The central states area agreement which expires Nov. 15 provides 
rates of 90c per hour and 3.4c per mile. It covers over-the-road drivers 
operating from the states of Michigan, Ohio, Indiana, Illinois, Wis- 
consin, Minnesota, Iowa, Missouri, North Dakota, South Dakota, 
Nebraska and Kansas. 


The employer groups involved are: Ohio Contract Carriers 
Association, Ohio Over-the-Road Employers Group, Midwest 
Operators Association, Central States Area Employers Asso- 
ciation, Michigan State Negotiating Committee, and Santa Fe 
Trails Transportation Co. 


Rail Labor Rules Changes 


The whole subject of working rules on the railroads, in- 
cluding rules that it is alleged result in pay for work not done, 
may be brought into issue between railroad management and 
the operating employes if the operating brotherhoods press for 
changes in rules as “Labor,” the organ of the rail labor unions, 
has announced they will do. 

If these rules are brought into issue by the brotherhoods, 
it is expected that the railroads will make counter-proposals, 
and an opportunity will be afforded for a revamping of the 
entire rail labor rules structure in the operating field, it is 
pointed out. The railroads, it is said, could seek elimination 
of restrictions on operations and other changes in rules that 
have long been the subject of the criticism that they cause 
waste. 

The announcement by ‘‘Labor” follows: 

Movements for changes in rules to correct long standing inequities 
and abuses on the railroads are to be launched by the five transporta- 
tion brotherhoods. 

Three of the organizations—the firemen and enginemen, conductors 
and switchmen—are to separate the movement from the current ballot- 
ing on the question of a strike in protest against an emergency board’s 
award of a niggardiy 4-cent an hour increase to the men in the trian, 
engine and yard service. 

The other two unions—engineers and trainmen—decided to attach 
several of the proposed rules revisions to their strike ballot. This 
procedure was opposed by the three organizations as prejudicial to the 
wage fight. 

The three set up a joint committee to develop a full program and 
ordered a referendum among members of all their general greviance 
committees on the question of authorizing the joint committee to pro- 
ceed with a movement for rules changes, ‘‘but in a manner that will 
not interfere with the wage program.”’ 


Among points tentatively agreed upon by all five organizations as 
the framework for the rules movement are: 

Two weeks’ annual vacations with pay; expense payments at away- 
from-terminals; revision in the train limit rule; changes in the basic 
passenger day (for conductors and trainmen); time and one-half pay 
for overtime in passenger service, establishment of a uniform auto- 
matic release on arrival at terminls; application of the 40-hour week 
provisions of the wage-hour act to men in yard service, including 
hostlers and hostler helpers; time and one-half pay for the second 
shift where yardmen work two shifts in a 24-hour period; pay for 
initial and final terminal delay time in freight service. 

The first three rules are being included on a strike ballot by the 
engineers and trainmen, leaving the remainder for later action. How- 
ever, the other three organizations will proceed with a separate move- 
ment on all rules proposals, under procedure of the railway labor act, 
after the strike ballots on the wage question are in. 


RAIL UNEMPLOYMENT INSURANCE 


Senator Chandler, of Kentucky, has introduced S. J. Res. 
%, prescribing $1,260,000 as the amount to be withheld from 
the state of Kentucky by the Social Security Board, pursuant 
to section 13(d) of the railroad unemployment insurance act as 
amended, from certification to the Secretary of the Treasury 
for payment for the administration of the Kentucky unemploy- 
ment compensation law. Such withholding would begin July 1, 
1944, under terms of the resolution. In preambles of the reso- 
lution it was stated that section 13(d) of the railroad unem- 
Ployment insurance act had been executed with respect to all 
states other than Kentucky, and that public authorities of the 
state deemed it appropriate to specify ‘a sum certain” as the 
total amount remaining hereafter to be transferred in accord- 
ance with the provisions of section 13 (d). 


HINDE AND DAUCH BOOKLET 


The seventh in a series of pamphlets issued by the Hinde 
and Dauch Paper Company, just issued, is entitled “How to 
Specify Corrugated Boxes.” It contains information for ship- 
bers on the selection of boxes for their particular products, with 
ue regard to proper sizes, weights, the value and destinations 
of the products. The importance of proper sealing and handling 
of boxes is stressed. 


Rail Wage Adjustment 


As chiefs of the 15 non-operating railroad employe unions 
presented to a Senate subcommittee, Nov. 8, a plea for speedy 
enactment of S. J. Res. 91, the Truman resolution to “legalize” 
the 8-cent wage increase for members of those unions as set 
forth in the agreement of Aug. 7 between the unions and the 
railroads (see Traffic World, Nov. 6, p. 1135), Stabilization 
Director Vinson issued an opinion in the “non-op” wage case, 
announcing recommendations of the special emergency board 
appointed by the President in that case, for wage increases 
ranging from 4 cents to 10 cents an hour, and announcing, in 
effect, also, his approval of those recommendations. 

It was estimated at the Association of American Railroads 
that the increase recommended for the non-operating employes 
would average 7.21 cents an hour and that the total annual cost 
would be something less than $200,000,000, as against $204,000,- 
— as estimated by the original non-operating emergency 

oard. 

Director Vinson said the special board’s recommendations 
would become effective Nov. 19. 


Opposition by Unions 


George M. Harrison, president of the Brotherhood of Rail- 
way and Steamship Clerks, etc., indicated that the special 
board’s recommendations would not be accepted by the non- 
operating unions because of their contention that the amount 
of increase for employes in the higher wage brackets was too 
low. He said the wage adjustments proposed by the special 
board and approved by Director Vinson “won’t settle anything.” 
The union chiefs had told members of the unions, in a report 
on efforts to settle the wage dispute, that they had had an 
understanding with the President, on Sept. 16, that wage in- 
creases ranging from 7 to 10 cents an hour would be approved, 
but that the President subsequently decided to defer action on 
the “non-op” case until after the emergency board in the oper- 
ating unions’ wage dispute had filed its report. It was believed 
that the ‘“non-ops” planned to adhere to the position that they 
would not accept increases of less than 7 cents an hour for 
employes in the higher wage brackets. 

Director Vinson said that the special board recommended, 
as consonant with the stabilization program, that all “non-op” 
wages of less than 47 cents an hour be increased 10 cents an 
hour, and that increases for employes in higher pay brackets 
be scaled downward progressively one cent less, to 4 cents an 
hour for all those receiving 97 cents or more an hour. Thus, 
the increases for employes receiving 47 cents and less than 57 
cents an hour would be 9 cents; the increase for those receiv- 
ing 57 cents and less than 70 cents an hour would be 8 cents, 
and the increases for the brackets from 70 to less than 80 cents, 
80 to less than 90, and 90 to less than 97 cents would be 7, 6 
and 5 cents an hour, respectively. 


Operating Employes Affected 


The stabilization director’s opinion contained an “enabling 
clause” paving the way for increases in the lowest wage brack- 
ets of operating employes over and above the 4 cents an hour 
sanctioned by him with respect to those employes in his opin- 
ion of Oct. 16 (see Traffic World, Oct. 23, p. 1003). He said, 
in his opinion of Nov. 8, that the rates of pay approved for the 
“non-op” employes overlapped the rates of the lower paid 
operating employes, and that, under the new wage scale the 
higher-paid non-operating employes would receive a slightly 
greater increase than the operating employes who received like. 
pay. Mr. Vinson said he would, therefore, advise the chairman 
of the National Railway Labor Panel that if he received notice 
of a proposed change from the operating unions for the oper- 
ating employes affected, by which their rates of pay would be 
increased by the amount of the difference between the increases 
for the non-operating employes in the applicable rate ranges 
now approved and the 4-cent increase awarded the operating 
employes, the panel chairman might regard such a proposal as 
in conformity with the stabilization program. 

This provision, a rail union spokesman said, would have 
the effect of boosting the wage increase for those in the lowest 
operating-employe wage bracket—82% cents to less than 90 
cents an hour—to 6 cents, and of increasing the rate for the 
next lowest bracket—90 cents to less than 97 cents an hour— 
to 5 cents. The increase for all other operating employes would 
remain unchanged, at 4 cents an hour. 

Mr. Vinson said that under the special emergency board’s 
proposals, a third of the “non-op” employes would receive more 
than 8 cents an hour, half of the employes would receive 8 
cents an hour or more, and those in the half that would receive 
less than 8 cents were now paid 70 cents an hour or more and 
ow pe the recommendations would receive 77 cents an hour 
and up. 


Vinson’s Opinion 


The text of Director Vinson’s opinion of Nov. 8 in the 
“non-op” case follows: 
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On May 24, 1943, an. emergency board selected from the National 
Railway Labor Panel recommended a general 8cent increase for 
1,100,000 workers composed chiefly of nonoperating railway employes. 
Exercising my responsibilities under execptive order Nos. 9250, 9299 and 
9328, I found it necessary to disapprove the recommendation because 
it was not in conformity with the standards of the stabilization program. 

At that time, however, I said, ‘‘It is believed that the eme~gency 
board has not exhausted the possible applications of other tests recog- 
nized in the executive order and the directive ...’’ ‘‘On this record 
it appears that the substandard test might well be considered’’ ; 
“Such an adjustment, however, would require some upward revisions 
in rates for immediately interrelated job classifications above that 
stated rate. But in accordance with the directive of this office such 
revisions should be tapered off so as to obviate the need so far as 
practically feasible for revision in the higher wage brackets.’’ ‘ 
‘‘Therefore, the emergency board may reconsider its recommendation 
and may make a revised recommendation in conformity with the 
standards of executive order No. 9328 and the directive of May 12, 
1943.’’ 

That emergency board never reconsidered the case, however, be- 
cause the chairman of the National Railway Labor Panel and the 
emergency board held the view that the board was dissolved. The 
chairman of the panel declined to designate a new board. Therefore, 
although it appeared that these workers or some of them might be 
entitled to a wage increase the existing machinery as applied seemed 
inadequate to effect a settlement. 

Meanwhile, the emergency board selected from the National Rail- 
way Labor Panel to consider the wage adjustment case of the operat- 
ing railway employes made its recommendation and report. The board 
recommended for the operating employes an increase of 4 cents an 
hour or 32 cents per minimum basic day under the Little Steel formula. 

Thereafter, the President appointed a special emergency board to 
reconsider the nonoperating case. The executive order crating the 
board directed the board to recommend such wage adjustments as should 
be made within the act of October 2, 1942, the executive orders pro- 
mulgated under the act and my opinion in the case. The board was 
also authorized to give such consideration as it deemed appropriate to 
the report that had been filed by the emergency board in respect to the 
wage adjustments for the operating railway employes. 

The special emergency board in the nonoperating case has now 
made its report and recommendations. Pursuant to the executive order 
creating it, the special board has recommended, consonant with the 
stabilization program, wage adjustments based upon the substandard 
and interrelated job classification criteria. 

The recommendations of the special board are: 

All wages less than 47c per hour to be increased 10c per hour. 

All those receiving 47c and less than 57c per hour to be increased 
9c per hour. 

All those receiving 57c and less than 70c per hour to be increased 
8c per hour. 

All those receiving 70c and less than 80c per hour to be increased 
7c per hour. 

All those receiving 80c and less than 90c per hour to be increased 
6c per hour. 

All those receiving 90c and less than 97c per hour to be increased 
5e per hour. 

All those receiving 97c and over per hour to be increased 4c per 
hour. 

This means that workers now receiving 40, 43 and 46 cents per hour 
will be paid 50, 53 and 56 cents, respectively. Workers now receiving 
47 cents an hour or more will receive progressively smaller increases 
as the rates of pay become higher. 


A third of the employes will receive more than 8 cents per. hour. 
Half of the employes will receive 8 cents per hour or more. The half 
that will receive less than 8 cents are now paid 70 cents per hour or 
more and under the recommendations will receive 77 cents and up. 

In view of the fact that these new recommendations are consonant 
with the stabilization program I shall not disapprove them. Hence, 
under the executive order creating this special emergency board these 
recommendations will become effective on November 19. 


The special emergency board construed my previous order as apply- 
ing to all employes which the original emergency board included 
within its recommendation. That construction is correct. Likewise my 
present approval of the special board’s recommendations cover all of 


the parties that the original emergency board included within its 
recommendation. 


One problem remains growing out of the fact that under the pro- 
cedure of the railway labor act the operating and nonoperating cases 
have been regarded as separate disputes. The higher paid nonoperating 
employes overlap, in the amount of pay they receive, the lower paid 
operating employes. Under the new wage scale these higher paid non- 
operating employes will receive a slightly greater increase than the 
operating employes who receive like pay. I shall, therefore, advise 
the chairman of the National Railway Labor Panel that if he receives 
notice of a proposed change (under paragraph 2 of executive order 
No. 9299) for the operating employes which will increase their rates 
of pay by the amount of the difference between the increases for the 
nonoperating employes in the applicable rate ranges set forth above 
and 4 cents (which has already been awarded the operating employes), 


he may regard such a proposal as in conformity with the stabilization 
program. 


Testimony by Jewell 


The Senate group by which the hearing on S. J. Res. 91 
was held was a subcommittee of the Senate interstate com- 
merce committee, with Senator Johnson, of Colorado, as chair- 
man. Senator Johnson relinquished the chairmanship to Sen- 
ator Reed, of Kansas, as the hearing began. The rail employe 
union witnesses heard Nov. 8 were B. M. Jewell, president of 
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the railway employes’ department of the American Fe 


of Labor, and FE. E. Milliman, president of the Brotherhat “100-0 
Maintenance of Way Employes. scale 3 
Mr, Jewell discussed at length the efforts the nonoperat boa 
union chiefs had made to obtain a settlement of the wage gj et 
pute, read excerpts from the report of the emergency that ad 
submitted to the President May 24, the supplemental report sup. bat ¢ 
mitted May 29, and the report of the union chiefs to the unig, as long 
members in connection with the distribution of strike yo, joint F 
ballots on Oct. 25. 

In the course of his testimony, a reporter handed to Sep. straié 
ator Reed a press dispatch about the approval of the Special empl 
emergency board’s recommendations by the stabilization die. heade 
tor. Senator Reed read the dispatch aloud, then asked yy, creas€ 
Jewell to what extent the wage increases recommended te. 080,67 
solved the wage controversy. Mr. Jewell said it was his ip. inal ef 
pression that the increases approved by Director Vinson woul The ~ 
be destructive of rail wage relationships, would be “wholly 
unsatisfactory,” and would not resolve the problem. He gai § H 
the special emergency board had been instructed to “do a ¢qr. 
tain thing”—to recommend to the President wage adjustments @ broth 
that would conform to Director Vinson’s opinion of June 4 § fiate ‘ 

“Do you contend that Director Vinson’s opinion does ni § of dis 
have the status of law?” asked Senator Reed. tion. 

Donald R. Richberg, of counsel for the non-Operating s 
brotherhoods, said it was the unions’ view that the special — as to 
board had only an advisory status and that their position o, § cordil 
the legality of the Vinson opinion had been stated in the hear. § shoul 
ing before the special board (see Traffic World, Oct. 30, p § about 
1067). He indicated that he would discuss that point further of re 
in testimony before the subcommittee. Mr. Jewell said that the q 
unions had anticipated what the special board’s recommenda § prop. 
tions would be. the | 

He read from a copy of a strike ballot statements to the chan 
effect that no strike would occur until all reasonable efforts to other 
settle the dispute had been made and that, such efforts failing, than 
there would be a strike to “enforce” the agreement of Aug, 7 Mr 
“or a satisfactory substitute therefor.” 2 

This, he said, left S. J. Res. 91 as “the proposed solution § , 
of our difficulties.”” He urged the committee to report the reso- ‘Wh 
lution as promptly as possible and said he hoped the Senate @ the 
would pass it without delay. 

Senator Truman, of Missouri, author of the resolution, ex- pare 
pressed agreement with the view that the rail union leaders now) 
had made all efforts possible to settle the wage case, that they indi 
had reached a settlement with the railroads, and that they grol 
thought they had reached an agreement with the stabilization thos 
director. of 1 

Rail “Contracting-Out” Assailed the 

Mr. Milliman directed his testimony primarily against the - 
“contracting out” by railroads of maintenance work ordinarily ws 
performed by the railroads’ own employes.’ Under that prac- | 
tice, he said, the contractors’ employes received wage 50 to 10 
per cent higher than the standard rates paid by the railroads pre 
themselves for the same work. He charged that such contracts 
violated provisions of the railway labor act and served to de “ej 
moralize rail employes generally. He said he could find no “ej 
legal authority for execution of such contracts and added that “fj 
Chairman Leiserson of the National Mediation Board said no dif 
contracts of that sort had been submitted to him. Mr. Milliman th 
said he could not see why it would be inflationary to increase be 
the wages of rail maintenance workers, but not inflationary t0 fo 
permit payment of higher wages for the same work to em- 
ployes of contractors. This “discrimination” against railroad 
maintenance workers, he said, was the principal cause of ces 
sation of the importation of Mexican labor for rail maintenance 
work. A total of 15,342 Mexican workers had been imported u 
for such jobs, and when they were employed in the same Vicin- a 
ity with contractors’ employes who were higher paid, the Mex- tl 
icans objected, said the witness. ; 

Mr. Milliman protested against alleged attempts by rail t 
roads to obtain war prisoners for use in rail maintenance work, a 
saying this was “the most idiotic thing I’ve heard of yet,” and V 
said that the railroads had resorted to using interned Japanese € 


aliens on such work and that his union opposed their employ- 
ment. The railroads in some instances went to police courts 
and bailed out “drunks and bums” and put them to work, all 
were now planning to take boys and girls 16 years old out of 
the schools, to do rail maintenance work, he alleged. j 

Frank L. Mulholland, attorney for the non-operating unions, 
asked and obtained leave to insert in the record of the hearing 
the statement made by Director Eastman, of the Office of De 
fense Transportation, in the hearing before the special emer 
gency board, Oct. 28. 


Harrison Threatens Strike 


Mr. Harrison, the president of the Brotherhood of Railway 
and Steamship Clerks, etc., in testimony before the subcommlt- 
tee Nov. 9 as spokesman for all the 15 unions involved in the 
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Federati “non-op” Wage case, said that those unions were rejecting the 
herhood ¢j ed wage increases recommended by the special emergency 

as “unsatisfactory” and “unworkable and impractical of 
noperati ; ” that they were going ahead with the strike vote, 
. dis. : was “inevitable” that the workers would vote to strike, 


: but that the union chiefs would withhold the calling of a strike 
‘ta Sub as long as there were prospects for enactment of the considered 
trike Ulon HF joint resolution. : : 

IKE Vote He submitted a statement showing that on the basis of 
2d straight-time hourly earnings of the railroads’ non-operating 
, to Sep. employes in 1942, the recommendations of the special board 


a ' headed by Elwyn Shaw called for a total annual payroll in- 
ae d crease of $167,026,574, as against a payroll increase of $185,- 
ended Mr 080,676 under the 8-cent wage boost recommended by the orig- 
as his Ze & inal emergency board, also referred to as the Sharfman board. 
son woulj The net difference, he said, was $18,054,132. 

" “whol “The whole question of inflation has now evaporated,” said 


Mr. Harrison. 

He said the “loss” to the members of the non-operating 
Ljustmens, @ brotherhoods, in the amount of about $18,000,000, “won't in- 
| flate anything.” The question now was one of theoretical ideas 

does not @ of distribution of the money, as against a “practical applica- 

tion.” 

Operating Senator Reed interjected that there was a further question, 
1€ special | as to whether this proposed settlement of the dispute was ac- 
oSition on ® cording to law, whether law or “somebody’s personal ideas” 
the hear. # should prevail. Mr. Harrison said he could make a good speech 
ct. 30, p, & about that, and that he was now operating under “a good deal 
it further # of restraint.” 
1 that the The special board had taken away a part of the increases 
mmenda- HF proposed by the Sharfman board and had given it to others, and 
the groups suffering reduced increases were the skilled me- 


pr Be. chanics in the shops, the railway clerks, the signal men and 
ts faili © @ other skilled workers who felt they were working for less wages 
of Aue than were paid for comparable jobs in other industries, said 


Mr. Harrison. 
1 solution “We're going ahead with our strike vote,” he continued. 


the reso. | “When the time comes, we will fix the date for interruption of 


1e Senate @ the transportation services of this nation.” 


: He placed in the record of the hearing a statement pre- 
ution, ex- pared jointly by the heads of the 15 brotherhoods involved, an- 
n leaders  nouncing their rejection of the special board’s recommendations, 
that they § indirectly approved by Stabilization Director Vinson, on the 
hat they grounds already mentioned and with the further assertions that 
bilization those recommendations contributed nothing toward settlement 

of the dispute, but only added to the ‘confusion.’ Results of 

the strike vote would be announced Nov. 25, according to the 

ainst the statement. It contained declarations that the special board was 
rdinarily not a free agent, under the executive order by which it was 


vat prac  ‘Teated, and that it “simply followed instructions.” 

50 to 100 “We're very, very, very much concerned over this whole 

railroads problem,” said Mr. Harrison. 

contracts = = He said he had discussed the problem with the President 

7 de- ‘eight or nine times,” with War Mobilization Director Byrnes 

r “eight or ten times,” and with Stabilization Director Vinson 
ed that five or six times,” but that “we were unable to compose our 


| said no difficulties.” He indicated that when he called on the President 


pe the day after Director Vinson had disapproved the Sharfman 
oaaa to board’s recommendations, the President was “just as dumb- 
> ee ; founded as I was about what had happened.” 
— Says Strike Would Be Tragic 
ntenance “We don’t want to strike in time of war; that’s the most 


imported tragic thing I’ve ever heard of,” said Mr. Harrison. “Our people 
ne vicin- are incensed; they’re mad. There isn’t any question of what 


he Mex- § they're going to do; they’re going to vote to strike.” 


by rail- 
ce work, 


a was “pretty broad,” and that there was no time limit for the 
employ. executives’ decision as to the strike date. 

e courts Senator Johnson, advised that the unions regarded Con- 
ork, and gress as their “court of last resort,” said that that put Congress 
1 out of In a difficult position, one that amounted to overriding the 


President. Mr. Harrison said the unions were telling about a 
Situation that faced the people, that Congress could or could 
hearing not do something about it, and that “we’re not coming here 


y unions, 


» of De- with any threats.” 


1 emer- Senator Johnson said Congress was not an administrative 
dy, but a legislative body; that it was proper for it to dele- 

pie to the President certain powers, but that overriding the 

sill tesident wouldn't bother him (Senator Johnson) if it was the 
y Proper thing to do. Mr. Richberg interposed that the question 

not so much one of overriding the executive acts of the 
Sident as it was.one of clarification of the intent of Con- 


commit- was not 
1 in the Pre 


Senator Reed wondered what discretion the executives of 
the unions would have after the members had voted to strike, 
as to setting the strike date. Mr. Harrison said their discretion 
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gress, and that Director Vinson’s action had not been in con- 
formity with the laws enacted by Congress. 


Roosevelt and Resolution 


Mr. Harrison said he did not think there would be any 
objection to enactment of the considered joint resolution. Sena- 
tor Johnson wondered if he meant by that that the President 
and Mr. Vinson would not object. Mr. Harrison said he referred 
to “everybody involved.” 

“It’s interesting to hear you say that you don’t think the 
President would object,” said Senator Johnson. 

“I don’t want to speak for the President,” said Mr. Harri- 
son. “I’ll be glad to tell you by yourself just exactly the low- 
down on it, but I can’t tell you now.” 

Senator Reed, noting that the results of the strike vote 
would be announced Nov. 25, asked the union chiefs to bear in 
mind that legislative processes were slow and that passage of 
the Truman resolution would require time. He wondered if 
there was a disposition on the part of the unions to “adjust 
yourselves to these slow processes” by withholding the calling 
of the strike vote until the fate of the resolution could be 
ascertained. Mr. Harrison said there was no schedule that had 
to be followed to the minute in calling a strike, that the union 
chiefs would exercise their power when they were convinced 
that they were “getting no place,” but that if they thought 
progress was being made toward settling their wage case they 
would wait. 

“You’ve got the bear now,” he told the subcommittee. 
“Find some way of getting him in the cage; I want to let loose 
of him.” 

“This dispute is entirely between the employes and the 
government,” commented Senator Johnson. 

“I think you can put it that way, as it stands,” said Mr. 
Harrison, adding that the railroads had acted in good faith and 
had urged acceptance of the 8-cent wage increase by the spe- 
cial emergency board. 

Mr. Richberg then presented testimony about the “legal 
aspects” of the handling of the “non-op” wage case. He took 
the position that in the anti-inflation laws enacted by Congress 
specific provisions had been made against suspension of provi- 
sions of the railway labor act, and that as long as the railway 
labor act had not been suspended, there was nothing final 
about the recommendations of an emergency board, final dis- 
position of a wage case depending on agreement between rail 
labor and management. He said no authority had been granted 
to the President, Director Vinson or anyone else to prevent 
correction of “gross inequities” in wages of rail workers. 

Senator Reed said the crux of the situation was that the 
effect of Director Vinson’s action was to substitute his judg- 
ment for the judgment of the parties who negotiated the agree- 
ment. 

“We're not asking Congress to write a new law, or to sub- 
stitute legislative action for executive action,” said Mr. Rich- 
berg, “but to make clear the intent of Congress.” 


Government of Law? 


He charged that Director Vinson’s action had not been in 
accordance with due process of law, and added that “if you 
were going into an appellate court, it would be an extraordinary 
thing for the court to go into the sanctity of its chambers and 
refuse to receive briefs or hold a hearing” for the parties in a 
case awaiting decision by it. Director Vinson had “acted in a 
vacuum” and had “gone off somewhere where we can’t reach 
him,” he said. Asked by Senator Reed whether he had the 
notion that this was still a government of law, Mr. Richberg 
said he still entertained the notion that “we’re fighting to main- 
tain a government of law.” 

Senator Johnson said that, to him, inflation was a menace 
second only to Hitler, that he wanted to do all in his power to 
uphold the hand of the President in the fight against inflation, 
and that he did not want to open the door to any stampede for 
wage increases. He said there appeared to be no doubt about 
the need for wage increases in this case. It was comforting to 
him, he said, to have it pointed out that this was a special situa- 
tion and that if S. J. Res. 91 were enacted, Congress would 
simply be calling the attention of the administrators involved 
to the fact that they were not acting in accordance with the law. 


Government Operation 


Senator Johnson said he was opposed to the taking over of 
the railroads by the federal government, and that this might 
be the result of a strike by the railroad workers. He said he 
hoped that was nothing of that sort implied as desirable in 
what Mr. Harrison had said. 

Mr. Harrison said he supposed that government operation 
of the railroads would be “the inevitable result” of a strike, 
but expressed conviction that government operation of the rail- 
roads was not what the unions wanted. ' 
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“We had experience with that in the last war, and we 
don’t want a repetition of that,” said Mr. Jewell. 

Senator Reed expressed the view that inflation could be 
much better handled “if the people handling it had a better 
understanding of what it is,” but that a much more important 
consideration was the preservation of constitutional processes. 

Jacob Aronson, vice president of the New York Central 
and counsel for the eastern, southeastern and western railroad 
conference committees, was invited by the subcommittee to 
express any views he wanted to add to the hearing record. He 
said that the railroads did not concur with some of the state- 
ments that had been made before the committee, but that he 
was Satisfied that no useful purpose would be served by discus- 
sion of those matters. He said that the railroads had entered 
into the agreement of Aug. 7 for an 8-cent wage increase and 
ever since that time had been prepared, glad and desirous to 
carry the agreement into effect as soon as it became apparent 
that it would be safe legally for them to do so. He said the 
railroads deprecated the fact that strike ballots had been dis- 
tributed and that they did not approve of this procedure. 

“Do you approve of S. J. Res. 91?” asked Senator Johnson. 

Mr. Aronson said this was a controversy between the labor 
organizations and certain departments of government, and that 
he neither approved nor disapproved of the resolution. The 
matter, he said, was one for determination by Congress as to 
“what you had in mind.” Senator Johnson asked if the rail- 
roads were not interested parties and if they did not have an 
interest in solution of the wage problem. Mr. Aronson said the 
=o was one dealing with the life of the railroad in- 
ustry. 

“Do you think this is a solution?” asked Senator Reed. 

Mr. Aronson said it would be, in that if the resolution were 
passed there would be no barrier to carrying out the agree- 
ment of Aug. 7. He explained that the railroads did not want to 
take sides as between the employes, on the one hand, and the 
federal government, on the other. 

Senator Reed said he certainly expected the 15 unions to 
give the subcommittee a “fair and reasonable opportunity” to 
consider the resolution, “notwithstanding the taking of a strike 
vote.” Mr. Harrison said that “we certainly will give you all 
the opportunity you need” to act on the resolution. 

After discussion among subcommittee members, it was 
understood that an invitation might be extended to Stabiliza- 
tion Director Vinson to testify before it, but that the committee 
would not undertake to subpoena him as a witness. 

The text of the report of the special emergency board 
showed that the wage increases recommended by it would be 
retroactive to Feb. 1, 1943. 


Speeches in House 


Representative Voorhis, of California, speaking in the 
House, Nov. 8, alleged that a nationwide “black labor market” 
was being carried on by the railroads and was “thus far tol- 
erated by those who exercise the power of decision in such 
matters here in Washington.” He said this situation was one 
of the outstanding factors that had contributed to “the present 
railroad labor crisis.” He referred to the practice of employ- 
ment of contractors by railroads for maintenance work. 


“One railroad,” he said, “pays 75 cents an hour for track 
work handled by the contractor, or black market basis, while 
refusing to raise its 56-cent rate being paid directly by the road 
itself in the same locality for the performance of the same work 
by its regular and experienced forces. . . . The railroad that 
pays its regular and experienced carpenters 74 cents an hour 
continues that same 74-cent rate for Saturday, but its black- 
market carpenter with a rate of $1.375 goes to one and one-half 
times that figure for Saturday, or to $2.06 an hour. ... The 
government authorities will not permit this railroad to raise 
that 74-cent carpenter rate by 8 cents an hour or to 82 cents 
per hour, but no governmental agency seems to be concerned 
with the publicly recorded fact that the railroad, through this 
black-labor-market scheme, is actually paying $1.375 an 
hour........” 


He inserted in the Congressional Record a list of instances 
in which maintenance of way work had been performed by con- 
tractors for railroads. The tabulation named the railroads and 
the contractors and compared the wage rates of the contractors’ 
— with those paid to rail employes engaged in similar 
work. 


Representative Baldwin, of New York, after discussing at 
length the rail wage situation, in an address in the House, said 
that if the handling of the railroad wage cases was representa- 
tive of the results to be expected from the Office of Economic 
Stabilization, then it seemed to him that Congress could ‘make 
a tremendous contribution toward the successful prosecution of 
the war” by immediate abolition of that office. The “vitally 
important” railroad industry could not and would not maintain 
a satisfactory level of safety or efficiency if it was required to 
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recruit its workers from the lowest brackets of the labor mp, would 

















ket, he said, adding that that appeared to be the situation ireigh 
the railroad industry was confronted with at this time T. t 
observed that for 20 years the railroad industry had Not see, ore 
a major strike, and said it seemed to him that the organi m4 je 
groups of railroad workers were now being unjustly Penalizg Chicag 
for their good behavior. 5 
Representative Coffee, of Washington, likewise assailed the a 
action of Stabilization Director Vinson in disapproving the py. OM Loe 
ommendations of the Sharfman board. He criticized, also the Cond 
limitation of the increase for the train and engine service en. ioined 
ployes to 4 cents an hour. Repre’ 
“It seems to me,” he said, “we are reaching an unfortunate # mende 
state of affairs when one bureaucrat, heretofore identified with fe ind 
the judiciary, can substitute his own judgment for that of the ] 
combined and considered opinion of those most conversant with propo 
the problem—when one official can obdurately undo the a a re 
ment between management and labor representatives. Such a § for jt 
arbitrary pronouncement of a mere 4-cent increase is not gp. to the 
sonant with the spirit nor traditions of democratic governmen, ropo: 
Let us accord justice to the 350,000 men who comprise the ope. Lees s 
ating employes of the railroads of the United States.” agemt 
It was stated at Senator Johnson’s office, Nov. 11, that § rules 
transcripts of the testimony in the hearings held by the sub. & conce 
committee on S. J. Res. 91 had been sent to Director Vinson § negot 
the preceding day, with a request that he appear before the & whict 


subcommittee as a witness or that he submit a statement of his 
views to it, but that Director Vinson’s reply to the request had 
not yet been received. 

George M. Harrison, president of the Brotherhood of Rail. 
way Clerks, said at the White House after a conference with 
President Roosevelt the afternoon of Nov. 5 that he had dis. 


cussed the non-operating railroad employe wage situation with % 
the President. In answer to questions he said he expected the B yiole 
employes to authorize their chiefs to call a strike but empha argu 
sized that the chiefs would still have authority to adjust the weel 
difficulty. The return date for the strike ballots is Nov. %, rise 
“The national interest demands that an agreement be Wes 
reached,” said he, adding that he hoped a satisfactory adjust. al 
ment would be worked out. ae 

Representative Crosser, of Ohio, has introduced H. J. Res, - 

187 declaring the 8-cent wage increase agreement entered into th 
by the railroads and the non-operating employes to be in accord f a 
with the requirements of the railway labor act and all other ra 
requirements of law, and shall be held so to be, anything in thy 
the law or laws of the United States to the contrary notwith § ° 
standing. The resolution is similar to S. J. Res. 91, introduced yor 
in the Senate by Senator Truman. poe: 
Senator Davis, of Pennsylvania, spoke in the Senate, and era 
Representative Burdick, of North Dakota, spoke in the House, tha 
in support of a wage increase for the non-operating employes. pr 
qui 

* tio 
Working Rules Proposals in 
Strike ballots in process of distribution among members of § 

the five unions of railroad operating workers indicate that two § 8° 
of the organizations are preparing to demand changes in work to 
ing rules that would grant workers two weeks’ annual vacation for 





with pay; would pay the expenses of road workers at away- 
from-home terminals, and would place a limit on train lengths. 
These proposals vary somewhat from those announced by the 
Brotherhood of Railroad Trainmen at the time it was voted to 
take the strike ballot October 30 (see Traffic World, Oct. 30, 
p. 1067). The proposed changes also appear on the ballot of 
the Brotherhood of Locomotive Engineers. At the time of the 
Chicago meeting of the general chairmen, heads of the uniots 
other than the Brotherhood of Railroad Trainmen said, in a 
swer to a question, that none of them proposed to mentio 
working rules on their strike ballots. As to the ballots of the 
trainmen and engineers, they are so drawn as to permit the 
workers to authorize their general officers to call a strike ove! 
the three rules issues as well as over the wage issue. 

A second and separate ballot is being circulated among the 
members of the B. of R. T. on which the workers are to alr 
thorize or refuse to authorize the union’s general officers 10 
begin negotiations for eight other changes in working rules. 
The exact changes have not as yet been formulated, but they 
would affect the held-away-from terminal rule; would change 
the basic passenger day for conductors and trainmen from 150 
miles or 7 hours and 30 minutes, to 100 miles or five houls; 
would provide for time-and-a-half pay for overtime in passén- 
ger service; would eliminate the eight-hours-within-ten day 2 
passenger service; would establish a uniform automatic release 
rule on arrival at terminals; would make the 40-hour work-W 
applicable in yard service and for hostlers, hostlers’ helpers 
tower men; would provide that those men be paid time-and- 
half for a second shift worked within a 24-hour period, and 
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would provide pay for initial and final terminal delay time in 
freight service. ; 

‘According to the Railroad Trainmen, magazine of the B. of 
R T., the proposal that demands for changes in rules be coupled 
with that for increased wages in the strike ballot was submitted 
to a joint committee on wages and rules at the time of the 
Chicago meeting. There were objections to some of changes 
proposed by the B. of R. T. and others, totaling 42, were sub- 
mitted by the other unions. Representatives of the Brotherhood 
of Locomotive Firemen and Enginemen, the Order of Railroad 
Conductors, and the Switchmen’s Union of North America 
joined to prevent placing the rules issue on the wage ballots. 
Representatives of the trainmen and the engineers recom- 
mended to their respective organizations that the rules matter 
be included on the wage strike ballot. 

It was then pointed out that, of the 11 original B. of R. T. 
proposals, only three could be included because of the fact that 
the remaining eight had not been the subject of negotiation. 
For justification for the other three, the two unions went back 
to the 1941 wage negotiations in which those three rules change 
roposals were involved. When the wage phase of that dispute 
was settled, in December, 941, it was agreed by labor and man- 
agement that there would be no attempt to change working 
rules for 18 months. The B. of R. T. and the B. of L. F. and E. 
conceive that that “moratorium” did not cancel out the previous 
negotiations, which included the question of the three rules 
which now appear on their respective strike ballots. 


























T. P. & W. Labor Injunction 


Legality of the injunction issued in January, 1942, by the 
district court for the southern district of Illinois, restraining 
striking Toledo, Peoria and Western Railroad employes from 
violent acts against T. P. & W. employes and property, was 
argued before the Supreme Court of the United States this 
week in No. 28, The Brotherhood of Railroad Trainmen, Enter- 
prise Lodge No. 27, et al., petitioners vs. Toledo, Peoria and 
Western Railroad, Decision of the U. S. Circuit Court of Ap- 
peals for the seventh circuit upholding the lower court’s in- 
junction is before the highest tribunal for review. 

The petitioners, in their specification of errors, said that 
the lower courts had erred by permitting an extension of the 
temporary restraining order beyond five days because section 
1 of the Norris-LaGuardia act declared that such an order 
“shall be effective for no longer than five days and shall be- 
come void at the expiration of said five days”; that the lower 
courts erred by deciding that the controversy presented a fed- 
eral question and by holding jurisdiction of the subject matter; 
that the evidence did not show that public officers were unable 
or unwilling to furnish adequate protection for plaintiff’s prop- 
erty and that section 7(a) of the Norris-LaGuardia act re- 
quired such a showing as a condition precedent to an injunc- 
tion; that the Norris-LaGuardia act prohibited injunctive relief 
ina labor dispute to any complainant who had failed to make 
every reasonable effort to settle such dispute with the aid of 
governmental machinery and that plaintiff admitted its refusal 
to comply with the request of the National Mediation Board 
for voluntary arbitration. 

Counsel for the T. P. & W., in answers to the foregoing 
contentions, said the statute limited a temporary restraining 
order to five days where it was issued without notice and that 
the orders complained of extending the temporary restraining 
order were all entered with notice; that the subject matter of 
the suit involved federal questions under the interstate com- 
merce act, as amended, and the railway labor act, as amended; 
that the evidence as to acts of violence and destruction of 
Property and cessation of movement in interstate commerce on 
the railroad was uncontradicted; that substantial evidence was 
offered by the railroad proving that the public officers were 
unable or unwilling to furnish adequate protection for the 
Property and that the railroad had complied with the provisions 
of the railway labor act with reference to mediation and arbi- 
tration. It was pointed out that the railroad urged that an 
emergency board be appointed by the President under section 
10 of the railway labor act to investigate and report on the 
labor dispute but that this was not done. Counsel for carrier 
said that, on Nov. 21, 1941, both sides had refused to arbitrate 


and that the National Mediation Board terminated its media- 
tion efforts. 


The clerk of the Supreme Court wrote counsel that the 
court had directed him to write counsel requesting that in their 
briefs and on the oral argument they discuss whether there 
Were any facts that had made the case moot. Counsel for the 
employes said the case: had not become moot. They contended 

at unless the injunction were dissolved, any person, on return 
of the railroad to its owner, would be subject to fine or im- 
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prisonment for its violation. Three men had been found guilty 
of contempt for violation of the temporary injunction and the 
district court had suspended a fine or imprisonment sentence 
awaiting the decision of the Supreme Court, it was stated, and 
a finding by the highest tribunal that the district court was 
without jurisdiction would free the three men. 

Counsel for the T. P. & W. contended that petitioners’ con- 
tention that the district court improperly extended the tem- 
porary restraining order, keeping it in effect for more than 
five days, was moot. That order had long since expired, was 
merged into the temporary injunction, and could not now affect 
any rights of petitioners, they said. 

The original temporary restraining order was signed Jan. 
3, 1942. The temporary injunction was entered Jan. 19, 1942. 

Counsel for the railroad in the case were Clarence W. Heyl 
and John M. Elliott, and for the employes, John E. Cassidy, 
Louis F. Knoblock, and John F. Sloan, Jr. 

Questions from the bench indicated that whether the in- 
junction would be upheld probably would turn, in the main, 
on a determination of compliance by the T. P. & W. corporation 
with the provisions of the Norris-LaGuardia act, particularly 
those in section 8 of that act reading as follows: 


No restraining order or injunctive relief shall be granted to any 
complainant who has failed to comply with any obligation imposed by 
law which is involved in the labor dispute in question, or who 
has failed to make every reasonable effort to settle such dispute either 
by negotiation or with the aid of any available governmental machinery 
of mediation or voluntary arbitration. 


The T. P. & W., it was admitted, had refused to agree to 
arbitration under the railway labor act, as it had a right to do, 
but the point was made in its behalf that it had agreed to 
submit the dispute to an impartial committee and had urged 
the appointment of an emergency board under section 10 of the 
railway labor act to investigate and report on the dispute. 
Counsel for the railroad contended that it had met the require- 
ments of law and was entitled to an injunction. The road had 
submitted to mediation efforts of the National Mediation Board, 
it was stated, but Justice Frankfurter raised a question as to 
whether that was sufficient under the quoted provisions above 
of the Norris-LaGuardia act—whether the road was not re- 
quired to exhaust all the remedies suggested therein—negotia- 
tion, mediation and arbitration—before being in position to 
obtain injunctive relief under the Norris-LaGuardia act. 

Another question at issue in which members of the court 
indicated interest was whether the T. P. & W., as an interstate 
railroad carrier, was subject to the jurisdiction of a federal 
district court on petition for injunctive relief from violent acts 
preventing and interfering with the movement of its trains. The 
carrier contended that, as an interstate carrier subject to the 
interstate commerce act, it was entitled to have an injunction 
issued by a federal court. 


POSTAL REVENUES 


“Postal revenues for September continued to increase, ris- 
ing 15.05 per cent over September, 1942, to $81,767,178, on the 
basis of unaudited figures,” says the Post Office Department. 
“Postal expenditures rose 19.42 per cent to $86,897,595. 

“For the first quarter of the fiscal year 1944 (July-Septem- 
ber, 1943), postal revenues were $241,502,483 and expenditures 
were $261,080,853, leaving a deficiency of $19,578,370. Revenues 
for the quarter were up 17.16 per cent over the corresponding 
quarter of last year and expenditures rose 18.88 per cent. 

“For the first time in history, postal revenues for a twelve- 
month period have new exceeded one billion dollars. The rev- 
enues for the twelve months ending September 30 were about 
$1,006,000,000. During the same period, expenditures were 
$994,000,000, resulting in a $12,000,000 surplus of revenues over 
expenditures. It should be observed, however, that the period 
is neither a fiscal nor a calendar year. 

“This excess of revenues for the twelve months resulted 
despite the payment of more than $60,000,000 in increased sal- 
aries to postal employes under new legislation, the handling of 
vast volumes of mail free for government agencies and mem- 
bers of the armed forces, and increases in contract rates for 
transportation of mails in the star route, mail messenger, and 
motor vehicle services.” 


Cc. & N. W. SALE OF GRAIN ELEVATOR 
The Chicago and North Western filed a petition in federal 
court at Chicago, November 8, seeking permission to sell its 
South Chicago grain elevator property, consisting of approxi- 
mately 84 acres of land, elevator buildings and lead tracks, to 
Cargill, Inc., for $1,783,545. The petition said that Cargill, which 
has a lease on the property, had offered a fair market price, 
and that continued ownership of the property was no longer 
of benefit to the railroad. } 
Judge John P. Barnes set the matter for hearing Novem- 
ber 17. 
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Wallace Replies to T. A. A. 


Vice President Wallace has issued a statement, replying to 
the statement issued by the Transportation Association of 
America commenting on the Vice President’s Dallas transpor- 
tation address, in which he charges that the T. A. A., in effect, 
is a mouthpiece for the Association of American Railroads and 
further that the A. A. R. appeared before, the Board of Investi- 
gation and Research and endorsed the T. A. A. plan for “com- 
petitive integrated systems” (see Traffic World, Nov. 6, p. 
1140). 

The Vice President’s charge as to the T. A. A. being under 
the domination of the A. A. R., according to his statement, rests 
on one of the reports made by the Senate interstate commerce 
committee in the so-called Wheeler investigation of the rail- 
roads. The report in question was made to the Senate the lat- 
ter part of October, 1941, (see Traffic World, Oct. 25, p. 1087). 
This report contained a chapter on the organization and financ- 
ing of the T. A. A. It stated that the A. A. R. “approved and 
lent its support to the organization.” In the summary and 
conclusions of the report appeared the following: 

“Another organization also presented itself to the public 
as a ‘neutral agency,’ an ‘unbiased association’ and an ‘inde- 
pendent organization.’ Here again investigation disclosed that 
the organization was brought into being primarily through the 
railroads, was heavily financed by railroads, and was working 
to protect railroads from the competition of other forms of 
transportation and government regulation. Directors of this 
organization were selected according to their ‘railroad attitude,’ 
and at least some of the so-called edUcational material it put 
out originated in the offices of railroad executives who frankly 
admitted that such material if sponsored openly by the rail- 
roads would be discounted as too bliased.” 

The Vice President says in his statement that, according 
to the Senate committee report, the T. A. A. was organized for 
the purpose of providing a “neutral,” “independent,” and “un- 
biased” vehicle “through which the Association of American 
Railroads might express its views to the public,” the last quoted 
phrase being the language of the Vice President. 


With respect to the Vice President’s charge that spokes- 
men for the A. A. R. appeared before the Board of Investiga- 
tion and Research and endorsed the T. A. A. integrated trans- 
portation plan, A. A. R. officials said flatly, Nov. 10, that the 
A. A. R. had not done any such thing. The Vice President here 
apparently referred to the hearing held in June and July, 1942, 
on public aids to transportation, at which Donald E. Conn, as 
executive vice president of the Transportation Association of 
America, submitted an outline of a tentative plan to integrate 
all forms of transport (see Traffic World, July 11, 1942, p. 99). 
The A. A. R., however, A. A. R. officials said, did not endorse 
that plan at the hearing and had not done so otherwise. 

The Vice President’s statement follows: 


An association which calls itself the Transportation Association 
of America has taken issue with the charge in my Dallas speech that 
the railroads are planning to seize control of all forms of transporta- 
tion through a plan which contemplates a limited number of railroad- 
controlled transportation companies operating all rail, highway, water 
and air transport. It is important that the public understand the real 
character and history of the Transportation Association of America. 

According to a report of the Senate Committee on Interstate 
Commerce (77th Congress, 1st Session, Senate Report No. 26, Part IT), 
the Transportation Association of America was organized by individuals 
closely associated with the Association of American Railroads, with 
the financial assistance and guidance of officers of the Association of 
American Railroads, and for the purpose of providing a ‘‘neutral,’’ 
‘‘independent,’”’ and ‘‘unbiased’’ vehicle through which the Association 
of American Railroads might express its views to the public. From 
this report it appears that the Transportation Association has sub- 
mitted its materials to the Association of American Railroads for 
criticism and change, and that the Association of American Railroads 
has submitted its materials to the Transportation Association for pub- 
lication. Thus though it would appear that the hands are the hands of 
Esau, there is no mistaking the fact that the voice is that of Jacob. 

The Transportation Association claims authorship of the program 
to establish integrated transportation systems. That the record may 
be complete, it should be understood that after the Transportation 
Association’s plan was presented to the government’s Board of In- 
vestigation and Research, spokesmen for the Association of American 
Railroads appeared and endorsed the plan. Though the Transportation 
Association proclaims that its plan would preserve competition, it 
would, in fact, destroy the only effective competition in transportation 
which still survives, that between different forms of transportation. 
The railroads have successfully eliminated competition in rate making 
among themselves. Give them control of highway, water and air 
carriers, and they would eliminate all competition in rate making. I 
shall take occasion at the earliest opportunity to express myself more 
fully in regard to the plan for seizing control of all forms of trans- 
portation which has been advanced through this association. 

The association traces my speech to a statement prepared by 
Thurman Arnold, which appears in the record before the Senate Inter- 
state Commerce Committee. I have read the record before that com- 
mittee on the price-fixing conspiracies of railroads and other forms 
of transportation, including Judge Arnold’s statement. I recommend 
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that every American citizen read the report of these hearing 








both sides of the controversy—and then judge for himself how adopt 
opoly influences dominate the fixing of transportation charges this 1 
My study of transportation began before ever I held public Office were 
I have testified in rate proceedings before the Interstate Commeng Comn 
Commission. While Secretary of Agriculture, I made a particular stud x 
of transportation and presented my views to the chairman of . his P 
commerce committee of the Senate in a letter in which the then takes 
tary of War and the chairman of the Maritime Commission joi 
The view expressed in my Dallas speech stem directly from my ean tweer 
studies; they are indeed merely an elaboration of them. I was, then which 
fore, delighted when Thurman Arnold and the antitrust division took Is thi 
up the cudgels and developed the facts which substantiate and sy 
the efforts of myself and others to inject a true public interest Concept 
into our national transportation policy. “ 
The association complains that I offered no solution for the tinue 
of the transportation industry. This is a misstatement, for it ignores : 
the specific recommendations made in my Dallas speech. rt 
ty) 
In a memorandum submitted to the Board of Investigation § comp 
and Research Aug. 5, 1942, (see Traffic World, Aug. 8, p. 337) & ing t 
the Association of American Railroads said that it believed : 
was highly important, in the ultimate solution of the transpop. § long- 
tation problems, to open the way to establishment of transpor. § comp 
tation companies which, under appropriate regulation and jp § porta 
fair competition with one another, could and would so utiliz @ trans 
any or all of the several forms of transportation as to provide § Cana 
the public with the most efficient, the most dependable and the ’ 
most economical transportation services. It said effectuation & a cor 
of the purpose of legislation authorizing such transportation % trans 
companies would in all probability be a gradual process. any | 
Vice President Wallace or the person who prepared his ® to th 
statement for him, it was suggested, might have taken the & othe 
foregoing as endorsement by the A. A. R. of the T. A. A. pm. ; 
posal but, in that connection, it was pointed out, the position & jssue 
taken in the memorandum was nothing more than that taken & a Jo 
recently by the board of directors of the A. A. R. in the reso. & Hous 
lution approving action looking at the removal of any restric. & of 
tions preventing a free and equal opportunity to the railroads § this. 
in the air field, the truck field, the bus field, and the field of & oye : 


waterways (see Traffic World, Sept. 18, p. 670), and was not 
approval of the T. A. A. proposal—that what was proposed by 
the A. A. R. did not go as far as the T. A. A. proposal for “in- 
tegrated” systems. 


Testimony as to the A. A. R. and T. A. A. was heard by 


the Wheeler investigating committee in the spring of 1938 (see I Cons 
Traffic World, April 9, 1938, p. 837). In that testimony J. J. B by ( 
Pelley, president, A. A. R., said the A. A. R. contributed $5,000 & Rese 
a year to the association. -A letter from the late Fred W. Sar- 
gent, Chicago and North Western president, to Mr. Pelley ; 
raising question as to whether the T. A. A. would not duplicate abl 
what the A. A. R. was doing, was placed in the record. Mr. gg 
Pelley replied that the T. A. A. would be able to do a great & tion 
many things that could not be done by the A. A. R. He be & tran: 
lieved it would serve a useful purpose and that it would combat J prob 
government ownership. rule 
Conn Answers Wallace tions 

“Completely evading the misstatements of his Dallas aé- de 
dress of October 20, failing even to refer, much less to explain & 
or justify, his distortion and misquotation of this association's ¥ tact 
transportation policy, Vice-President Wallace, in his statement J Disc 
of November 10, again resorts to misrepresentation by errone §& few 
ously charging the Association of American Railroads with the § 
conception and organization of this association,’ said Donald es 
D. Conn, executive vice-president of the Transportation Ass J joy, 
ciation of America. tot 

“The Vice-President charges that this association was or J full 
ganized and financed ‘by individuals closely associated with the “a 
Association of American Railroads.’ By a tricky play of wor, § 
he covers the waterfront in this statement. 

“He carefully refrains from charging the Association o J wh 
American Railroads, by any of its actions, informal or other § wil 
wise, with the origin of this association, but the intent of hi se 
statement represents a deplorable implication. All shippet  p,, 


investors, individuals in all walks of life—in fact, every interest 
concerned in efficient and economical transportation—is, or cel 
tainly should be, ‘closely associated’ with the Association of 
American Railroads. 


“Many of these varied interests did sponsor the Transp0- 
tation Association of America. Its organization committee was 
composed of the president of one national farm organization 
and the executives of three large manufacturers and two I 
surance companies. 


“Railroads are minority members of this association, just 
as they are members of trade groups and chambers of coll 
merce throughout the United States. The association does nod 
hold itself out to represent a particular interest or to expres 
opinions in behalf of any segment of its membership. It § 
dedicated solely to the public interest in the determination af 
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doption of a sound transportation policy which will preserve 
this industry in private ownership. Its structure and functions 
were designed to carry out a recommendation of the Joint 
Commission of the 67th Congress. 

“Peculiarly enough, the Vice-President now detours from 
his phantom charge at Dallas of ‘regional monopolies,’ and 
takes up the cudgels in support of compelling competition be- 
tween modes of transportation—of continuing a national policy 
which leads straight down the road to government ownership. 
js this what Mr. Wallace wants? 


Modes Versus Systems 


“In effect, he emphasizes that national policy should con- 
tinue to encourage all of the wastes and duplications inherent 
in such an application of the competitive principle. After 
foundering about, he finally arrives at the real issue. He favors 
competition between modes of transport, with the public pay- 
ing the bill for excesses in their freight rates. 

“The Transportation Association of America advocates a 
long-term objective of national policy which would apply the 
competitive principle between systems of common-carrier trans- 
portation, just as is now permitted and encouraged in private 
transportation and among common carriers in the Dominion of 
Canada. karl. 

“The association has long urged that Congress undertake 
a complete overall study of the entire domestic common-carrier 
transportation problem before enacting legislation treating with 
any one mode of transport—without giving due consideration 
to the effect thereof on the services and financial position of 
other modes. 

“Inadvertently or otherwise, Mr. Wallace has brought the 
issue into the open. No doubt he would support the creation of 
a Joint Commission of Congress, composed of members of the 
House and Senate committees, who now deal with various parts 
of the problem, to re-appraise completely national policy, as 
this association has suggested. If so, this association would see 
eye to eye with him on the first step.” 


Legislative Rate Making 


Senator Stewart, of Tennessee, has had published in the 
Congressional Record of November 9 the following letter sent 
by C. E. Childe, member of the Board of Investigation and 
Research, to Vice-President Wallace: 


Dear Mr. Vice-President: In your speech at Dallas, October 20, you 
said many things about freight rates which needed to be said for the 
public good. 

“Equality of opportunity,’’ as you truly pointed out, ‘‘is the founda- 
tion of economic and political democracy.’’ The basic and most urgent 
transportation problem is—as is true of our other economic and political 
problems—to make the doctrine of equality of opportunity a practical 
tule of action. 

The freight-rate structure of the country is a mass of discrimina- 
tions, Until they are removed, a national transportation system cannot 
be developed in which each type of carrier performs the kind of service 
for which it is best fitted. Our vast national resources cannot come into 
full use so long as freight-rate discriminations retard production, manu- 
facturing, and distribution in one area, as compared with another. 
Discriminatory freight rates mean smaller production and earnings, 
fewer jobs, less purchasing power and wealth, lower living standards, 
for the entire country. The fact must become more deeply and gen- 
erally understood that the individual prosperity of every type of busi- 
hess, and of each one of us, depends in the long run on the general 
level of prosperity of the whole country—upon giving fair opportunity 
to the other fellow, as well as to ourselves. The only way to maintain 
full employment after the war will be to keep the factories going 
throughout the whole country—not just in some regions, with idleness 
in others. There cannot be full production under a system of discrim- 
inatory freight rates. 

The basic trouble with freight rates goes back to the early days 
When the railroads adopted the practice of ‘charging what the traffic 
will bear.’’ Their rates bore little or no relation to the cost of render- 
Ing the service, but each carrier attempted to charge whatever the 
Management thought would bring it the best possible total revenue. 
Rate levels were fixed by competition. Rates were kept high on such 
traffic as the carrier felt would not be taken away from it by a com- 
betitor, and were reduced in instances where the competition of some 
other carrier or some competitive product took away or threatened to 
lake away the traffic. The larger shippers, controlling a heavy volume 
of traffic, were favored over the smaller ones. Rate levels were low 
where numerous railroads competed against each other, and were lowest 
where railroads competed against water carriers. 

Public resentment against the intolerable discriminations resulting 
from this method of rate making caused the enactment by Congress in 
1887 of the original act to regulate commerce and the creation of the 
interstate Commerce Commission. The principal object of this legisla- 
ion was to wipe out discriminations. The Interstate Commerce Commis- 
Sion has been struggling with the problem ever since. It has succeeded 
in removing or modifying many individual discriminations, but regional 
liscriminations, discriminations between localities and between com- 
modities, and growing out of competition between different types of 
‘arriers, permeate and dominate the rate structure today. Our legisla- 
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tion has failed in its purpose, because the courts and the Commission 
have construed and.administered the law as justifying discriminations 
brought about by differences in competitive conditions. In other words, 
where competition is keen and direct, low rates are held to be proper, 
and higher rates are held to be justified where competition has not 
compelled reductions. Thus, the old established powerful industries 
and industrial areas retain their advantages over newer, weaker indus- 
tries and areas. 

In your speech, you charge the rate committees of the railroads and 
of other carriers with the responsibility for maintaining these rate dis- 
criminations. This is partly true. But the main responsibility lies with 
Congress, which controls rate-making policy, and with the Interstate 
Commerce Commission, which has authority to fix rates. The true 
reason why rate discriminations persist and flourish is that we do not 
have a clearly defined and enforced national policy of rate regulation, 
compelling observance of the fundamental principle of equality of 
opportunity. 

You urge as a remedy that competition must be restored, under 
regulation of the Interstate Commerce Commission, to protect the public 
interest. Of course, you have in mind that unrestrained competition 
would not wipe out discriminations; it would, in fact, make them worse. 
Regulation in the public interest implies that each carrier and each type 
of transportation should compete at rates reflecting the cost of its 
operations, extended to all shippers upon equal terms. Regulation can- 
not be effective in removing discriminations until the cost to the carrier 
of performing the service is recognized as the proper basis for freight 
rates. This does not mean arbitrary or rigid adherence to a mathe- 
matical formula, but a flexible and realistic system adjusted to practical 
transportation conditions and needs of commerce; and, above all, the 
fundamental principle that we are one nation in which all shippers 
and all areas are entitled to equal treatment for equal service. 

Bills are now pending in both houses of Congress, based on recom- 
mendations of the Board of Investigation and Research, declaring it to 
be the policy of Congress that a uniform classification of freight and 
uniform class rates be established throughout the United States, with 
only such exceptions as may be justified by differences in transportation 
conditions and directing the Interstate Commerce Commission to make 
the policy effective. In my opinion, the enactment of the recommended 
legislation will be a necessary and constructive step in the program 
which you advocated so ably in your speech ‘‘to recast our transpor- 
tation laws to insure the utmost development of each form of trans- 
portation,’’ under which ‘‘regional rate discriminations will disappear, 
and transportation will then truly serve the public interest.’’ 


Corpus Christi 


The board of directors of the Corpus Christi, Texas, Cham- 
ber of Commerce, has adopted a resolution submitted by the 
chamber’s transportation and navigation committee condemn- 
ing “certain objectionable features of rates-making bills in 
congress. The resolution asserts one of the effects of the bills 
would be the fixing of all freight rates by statute instead 
of by Commission orders. Some of the bills, if adopted, it 
continues, ‘‘might result in an increase in the commodity rates 
in the southwest. ’ 

The resolution puts the chamber on record as favoring 
the removal of freight rate discrimination ‘“‘wherever it may 
be found to exist’; in opposition to “legislative rate-making or 
rate-making by statute,” and as stating that “existing commod- 
ity rates within the southwest appear to be satisfactory to 
meet the needs of the commerce in most instances’’ and that, 
therefore, “any adjustments in the class rate structure which 
may be found necessary or desirable in the public interest 
should be accomplished in such a manner as not to disturb 
existing commodity rates.” 


Union League Club 


The Union League Club, of Chicago, in an action formu- 
lated by its committee on transportation (Murray Billings, 
chairman), adopted by its public affairs committee and ap- 
proved by the board of directors, has gone on record as vigor- 
ously opposing the enactment of several bills and resolutions 
now pending in the Congress pertaining to railroad freight 
rates. 

These bills, if enacted, states the club’s resolution, would 
interfere with the orderly process of regulation of interstate 
commerce and transportation which has been established by 
more than half a century of public policy. 

“The Interstate Commerce Commission has been long estab- 
lished and has won public confidence by its competence and 
independence. The principle of establishing public utility rates 
by independent commissions, such as the Interstate Commerce 
ae has become fixed as a matter of sound public 
policy. 

“The bills now before the Congress are undesirable in that 
they would violate this principle of public policy because they 
would tend again to make freight rate relationships a matter 
of political action and subject to political influences. Defects or 
faults in the existing rate structure should be left for remedial 
action to the Interstate Commerce Commission, rather than to 
legislative action.” 


Milwaukee Assn. of Commerce 


The transportation committee of the Milwaukee Associa- 
tion of Commerce has adopted and sent to Wisconsin senators 
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and congressmen and members of congressional commerce com- 
mittees a resolution opposing rate-making bills. Those bills, it 
says, have for their object the fixing of freight rates on “a 
so-called mile-for-mile parity throughout the country either 
through direct legislative rate-making or by specific mandates 
to the Interstate Commerce Commission.” They would, it con- 
tinues, “substitute the will of Congress for the rate-making 
powers of the Commission” and, if enacted, would restrict the 
rate-making powers of the states “and freeze rate structures so 
that they could not be changed to meet the needs of industry 
and agriculture and could not be adapted to differences in con- 
ditions prevailing in various sections of the country.” 


CURTAILMENT OF TRAVEL 


Director Eastman of the Office of Defense Transportation, 
has requested all government agencies and all private employers 
to refrain from granting vacation leave or time-off to employes, 
where travel would be involved, from Dec. 17 through Jan. 10. 

He also asked government and business to make special 
efforts to curtail business travel during this period, wherever 
such travel could be deferred without impairment of the war 
effort. He likewise urged government agencies to refuse all 
requests for government speakers at conventions or similar 
group meetings held between Dec. 17 and Jan. 10. 

In letters transmitting the foregoing requests, the O. D. T. 
director recalled that earlier this year he had asked govern- 
ment agencies and private industry to schedule employe vaca- 
tions throughout the year and in such a way as to avoid holiday 
periods. Maximum curtailment of all civilian travel that could 
be abandoned or deferred in the coming holiday period was 
necessary, he said, to prevent interference with the orderly 
movement on trains and intercity busses of the present huge 
volume of military and essential civilian passenger traffic. 

Letters similar to that sent to all government agencies have 
been addressed by Mr. Eastman to private employers through 
their trade associations and other industry groups. 


RAILROAD BAR CARS 


The Washington representative of the Anti-Saloon League 
called on Director Eastman, of the Office of Defense Trans- 
portation, to ask that the bars in de luxe trains be eliminated, 
on the ground that they were in violation of the wartime 
effort of defense transportation. Mr. Eastman said that the 
league spokesman had suggested that the bars might be turned 
into lunch counters and in this way aid in the service of 
travellers. He said he had told the league representative that 
he considered the sale of liquor on the trains outside the 
province of O. D. T., but that there might be something in his 
suggestion about turning the bars into lunch counters. The 
league representative had agreed to write to O. D. T. about 
the matter, said Mr. Eastman, but added that he had not as 
yet done so. 

Referring to the prohibition desires of the voters of 
Iowa, the league representative’ said they were violated when 
passengers on trains about to pass through that state were 
told in Illinois that they couldn’t get another drink for many 
hours, with the result that passengers “loaded up” outside the 
borders of the state. He said Iowa insisted that passengers 
on trains arrive sober at the border as well as leave in that 
condition. 


Christmas Shopping and Transport 


In an effort to lighten the increasing burden on the nation’s 
transportation facilities, Director Eastman, of the Office of De- 
fense Transportation, has issued a statement in which he urges 
the public to complete its Christmas shopping this month and to 
send all packages destined to other cities as soon as possible 
and in any case before Dec. 10. The statement follows: 


Transportation and delivery of Christmas packages presents special 
problems this year. The transportation systems have preferential war 
jobs to perform. Postal and express facilities are heavily burdened. 
Local delivery services are rigidly restricted. Manpower shortages will 
prevent the usual expansion of mailing and shipping forces, and of 
sales forces in stores. 

The extra burdens thrown on transportation services by Christmas 
shopping and shipping cannot be handled at all satisfactorily if the load 
is concentrated in the few weeks preceding the holiday. General public 
cooperation to eliminate the usual peak rush in intercity and local 
traffic is imperative. This is how you can help: 1. Remember that the 
best gifts for this wartime Christmas are War Bonds or Stamps. 2. If 
you buy other gifts, do your shopping in November. 3. If you send 
Christmas packages to other cities, send small articles in order to save 
transportation space. 4. Ship all Christmas packages destined to other 
cities, whether by parcel post or express, as soon as possible and in 
any case before December 10, if you want them to reach their destina- 
tion before Christmas. 

Persons who give War Bonds or Stamps will automatically help 
lighten the holiday transportation load. Those who give other gifts will 
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have a more extensive selection from which to choose, owing to 
stricted stocks of merchandise, if they make their purchases now Ta “4 
than later. Shoppers encumbered with the small packages which 
must carry under present delivery regulations will, by buying now 
by avoiding use of street cars and buses in rush hours, have legs diff. 
culty in coping with crowded local transit conditions. 

Completion of all Christmas shopping and all Christmas shipping 
as soon as possible wil lthus benefit the individual as well as Safeguarj 
the movement of essential war traffic. 





Motor Carrier Reports 


The Office of Defense Transportation has emphasized thp 
necessity for the punctual filing of complete and accurate 
monthly operating reports required from certain classes of 
motor carriers by its devision of motor transport. 

The reports are required of truck operators to whon 
monthly operating forms are mailed by the O. D. T. 

It was explained that these reports were essential to thy 
O. D. T., as the claimant agency for transportation materiak 
under the War Production Board’s controlled materials plan, 
to provide adequate support for its claims on the W. P. B. fy 
replacement parts, equipment and new vehicles required by th 
trucking industry to maintain essential transportation serives, 

Further, the O. D. T. said it must have this information 
regularly in order to maintain an up-to-date check on trug 
operations, the effects of its orders and regulations, and to kea 
informed accurately on freight traffic trends and gasoline cop. 
sumption. 

However, many of these reports, the O. D. T. explained, 
were being filled in inaccurately or incompletely, while othey 
are not being filled on time and in some cases not at all. 

To correct these conditions, the O. D. T. offered the fo. 
lowing suggestions to operators: 


(1) Read carefully the instructions which accompany the operating 
report. 


(2) Answer each applicable question and be sure the information 
entered is accurate. 

(3) Be sure that the information entered is for the month indicated 
in the upper right hand corner of the form. 

(4) If estimates are used, be sure they are as nearly accurate a 
possible. 

(5) All information with respect to loads must be in tons, except 
in the case of tank vehicles for which load information should be shown 
in gallons. In the event an operator maintains his record of loads 
transported in units other than tons or gallons, such units should be 
converted into tons or gallons as accurately as possible. For example, 
if cubic feet are used, then multiply the number of cubic feet by the 
average weight per cubic foot of the commodity transported and 
convert the result into tons. 

(6) If you have any operating problems or anticipate any prob 
lems in the near future, make a brief notation of them under question 
7, ‘‘comments.’’ Only through a knowledge and analysis of such prob 
lems can the Office of Defense Transportation take steps to meet them, 

(7) Detach the instruction part of the postcard prior to mailing. 


Multiple Carloadings Rule 


In compliance with. General Order O. D. T. 18A, the 
Consolidated Freight Classification Committee has published 
and filed with the Commission on 15 days’ notice supplement 
No. 37 to Consolidated Freight Classification No. 15, effective 
Nov. 22, and supplement No. 1 to new Consolidated Freight 
Classification No. 16, effective Dec. 6, a revised classification 
rule 33, to apply for the duration of the war and six months 
thereafter. The rule covers restowing or rebracing of carloai 
freight remaining in or on the car at the destination inter 
mediate to the final destination when such carload freight 5 
transported subject to the consolidation privileges contained 
in el ad O. D. T. carloading order (see Traffic World, Oct. 3), 
Dp. 2 ‘ 

The change proposed in rule 33 is contained in new pala 
graph (b), reading as follows: 


(b) Consignors whose shipments are loaded in or on a single caf 
as authorized by this rule shall be responsible for so loading the ca 
that a consignee at an intermediate destination can remove the ship 
ment consigned to him without damage to the remaining shipment 0 
shipments, and such consignors shall be responsible for such restow 
ing or rebracing of each such shipment remaining in the car at? 
destination intermediate to the final destination as shall be necessaly 
for the safe transportation thereof to its destination. 


The classification committee and the special committee ® 
emergency transportation matters of the National Indus 
Traffic League are considering whether or not a request for | 
suspension should be filed with the Commission, according to} 
E. F. Lacey, executive secretary. 

Crown Zellerbach Corporation, of San Francisco, asked 
the Commission either to deny the sixth section applicatiol, 
or to suspend paragraph (b) of the new rule “for the reas 
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that the requirement that consignor or consignors shall be 
esponsible for restowing or rebracing multiple shipments at 
intermediate points is the imposition of unknown additional 
charges on the consignor, and as such constitutes an increase 
in freight rates... .” Justification of such an increase should 
ral required of the carriers, said the company. It added that 
shippers were now bearing additional costs of loading by reason 
of multiple loading of cars, while, it said, the benefits of 
heavier loading primarily accrued to the railroads. 

The company said also that the opening provisions of para- 
graph (b), in order to conform to the provisions of General 
Order O. D. T. 18A and exceptions to same under special di- 
rective O. D. T. 18A-3, covering water-rail shipments, should 
also be suspended. ‘Transfers from water to rail, said the 
company, was made by rail carriers and that the consignor 
had no control over rail car loading as the shipments. moved 
under joint through rates. ent ; 

Later, the company called the Commission’s attention to 
item 25-A, supplement No. 5, C. B. & Q. tariff 3457-E, I. C. C. 
No. 19834; and to item No. 235, Union Pacific terminal tariff 
No. 7114, I. C. C. No. 565, cancelled by item 235-A. Both 
tariff items, it said, specifically provided that the issuing car- 
rier would absorb cost of restowing and rebracing shipments 
at intermediate unloading points. It said also that rule 456 
of Great Northern Railway Manual of Instructions to Agents, 
which it said was not filed with the Commission, made similar 
provision for absorption. If paragraph (b) of the proposed 
rule 33 was allowed to become effective, it said, it would cancel 
the three aforementioned items, which would be an increase in 
rates and which, it said, was expressly prohibited by General 
Order O. D. T. 18-A. 

In the Commission’s suspension bureau it was said that 
reference to the tariffs referred to had not disclosed pro- 
visions for absorption of the cost of restowing and rebracing. 





























MOTOR CONSERVATION 


The Office of Defense Transportation has announced ap- 
proval of coordinated motor operations plans as follows: Sup- 
plementary order O. D. T. 3, Rev. 93, Frisco Transportation 
Co. and Sparks Truck Line, Springfield, Mo., between points 
in Missouri; supplementary order O. D. T. 3, Rev. 94, The 
Santa Fe Trail Transportation Co., Wichita, Kan., and Rem- 
mers Truck Line, Marion, Kan., between Marion and Herring- 
ton, Kan.; supplementary order O. D. T. 3, Rev. 95, Esau Truck 
Line, Hutchinson, Kan., and Riley’s Truck Line, Pratt, Kan., 
between Wichita and Hutchinson, Kan.; supplementary order 
0. D. T. 3, Rev. 96, Santa Fe Trail Transportation Co., Wichita, 
Kan., and Esau Truck Line, Hutchinson, Kan., between points 
in Kansas; supplementary order O. D. T. 3, Rev. 97, The Santa 
Fe Trail Transportation Co., Wichita, Kan., and Tri-State Mo- 
tor Transport, Inc., Joplin, Mo., between Joplin, Mo., and points 
in Kansas; supplementary order O. D. T. 3, Rev. 98, Healzer 
Cartage Co., Hutchinson, Kan., and The Santa Fe Trail Trans- 
portation Co., Wichita, Kan., between points in Kansas; and 
supplementary order O. D. T. 3, Rev. 99, Adams Transfer & 
Storage Co., Kansas City, Mo., Anderson Motor Service Co., 
St. Louis, Mo., Chicago-Kansas City Freight Line, Kansas City, 
Mo., Knaus Truck Lines, Kansas City, Mo., M. K. & C. Truck 
Lines, Kansas City, Mo., and Orscheln Bros. Truck Lines, Inc., 
Moberly, Mo., between points in Missouri and Illinois. 


























OCTOBER LAKES RECORD SHIPMENTS 

More than 11,500,000 gross tons of iron ore and 23,000,000 
bushels of grain were transported on the Great Lakes in 
October in vessels of U. S. registry—a new October record 
for iron ore and an all-time record for grain, according to the 
Office of Defense Transportation. 

“The 23,877,460 bushels of grain carried in October brought 
the season’s cumulative total to 111,625,712 bushels, or within 
3,363,288 bushels of the record total. moved in the 1942 season,” 
Said the O. D. T. 

“October’s 11,612,542 gross tons of iron ore exceeded by 
nearly 200,000 tons the corresponding month’s tonnage in 1942 
and brought to 76,784,357 gross tons the cumulative 1943 ore 
movement. 

“Coal dumped up to Oct. 25 totaled 39,645,172 net tons 
for the season, or within 2,000,000 tons of the corresponding 
date’s cumulative total for last year. 

This year’s records to date, achieved in the face of the 
worst weather conditions and latest season opening encoun- 
tered in years, were made possible, in the opinion of O. D. T. 
Officials, only by the fine cooperation of vessel operators, gov- 
ernment manpower agencies and labor on the Great Lakes.” 

The O. D. T. said that although critical shortages of sea- 
men had threatened to materialize and some boats put out 
Without normal complements of men, no vessel had failed to 
_ as result of a shortage of crew. It said 48,704,768 bushels 
grain and 9,515,643 gross tons of ore were yet to be moved 
0 fulfill the season’s quotas, and that an estimated 850,000 
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net tons of coal in cars at Great Lakes ports were ready to be 
moved when coal shipments were unfrozen,.and that this work 
called for continuation “of the most faithful efforts to move 


be essential amounts of grain, ore and coal before the season’s 
end.” 


THOMAS RESIGNS AS ICKES’ AIDE 


Solid Fuels Administrator Ickes has announced the resig- 
nation of Thomas J. Thomas, Chicago, Ill., who since December, 
1941, has.been associate deputy of the Office of Solid Fuels 
Coordination and the Solid Fuels Administration for War. 
Mr. Thomas resigned to return to his post as assistant to the 
president of the Chicago, Burlington and Quincy Railroad at 
Chicago and president of the Valier Coal Company. He will 
continue to serve as a special consultant to Administrator Ickes 
on matters pertaining to coal production, according to the an- 
nouncement. 


Petroleum Institute Meeting 


Far less consideration was given to transportation of 
petroleum at the annual meeting and wartime convention of 
the American Petroleum Institute, held at Chicago, November 
8 to 11, than was given to the subject at the similar meeting 
last year (see Traffic World, November 14, 1942, p. 1179), when 
Director Eastman was a principal speaker and others spoke at 
length on the subject of transportation. 

Petroleum Administrator Ickes, in an address read in his 
absence by G. A. Hill, Jr., Houston, Texas, at a general ses- 
sion November 11, referred to transportation briefly, saying 
that the solution of the oil transportation problem had been an 
outstanding achievement of the year and that completion of 
the “big inch” pipe-line, “long ridiculed as ‘Ickes’ pipe dream,’ ” 
had played a major part in that solution. He said the line, now 
operated at close to capacity, was delivering 300,000 barrels 
of crude oil into the New York-Philadelphia area daily. 

Continuing, he said: 


The ‘‘big inch’’ and its 20-inch companion, ‘‘big inch junior’’ are 
the lines which have been getting most of the publicity, but I suspect 
that even some of you gentlemen are not aware that there are sixteen 
other projects in the pipe line program which P. A. W. and the indus- 
try have carried forward together. When they are all operating at 
capacity, they will be delivering a total of 725,000 barrels of oil into 
the east coast every day—more than half of the volume of oil which the 
east received in peacetime by tanker. 


He said that he had every intention of ending the Petro- 
leum Administration for War regulations at the earlist pos- 
sible moment, and that after the war the petroleum industry 
would be restored to its “ante bellum competitive status as 
speedily as it may be accomplished.” 


W. R. Boyd, Jr., president of the institute and chairman of 
the Petroleum Industry War Council, in his opening address, 
November 10, said “the manner in which the petroleum trans-- 
portation system of this country was revolutionized and the 
speed with which it was done is a story of accomplishment 
that will bear telling and retelling.” It was his only reference 
to transportation. Ralph K. Davies, deputy to Administrator 
Ickes, speaking November 10, said the transportation problem 
was “pretty well solved” and that “the present rate of new 
tanker construction and the improved control of the submarine 
menace assures an improved transportation capacity and greater 
flexibility.’”” He pointed out that, just as “our first bottleneck, 
transportation, is well broken,” the comparatively new prob- 
lem of shortages in oil production and refining capacity had 
assumed great proportions. 


Appearing at the same session, Bradley Dewey, rubber 
director, War Production Board, showed slide films of new 
synthetic rubber plants. He said that the new synthetic rubber 
tire was a “darned good tire and will almost measure up to 
its prototype, though it won’t take the abuse” that the natural 
rubber tire could take. 


The matter of oil production was the chief matter of dis- 
cussion at the meeting. Though the institute did not put itself 
on record in the matter, the P. I. W. C., meeting at Chicago 
November 8, adopted two resolutions, one urging Administrator 
Ickes “to renew his efforts to obtain a general increase in the 
price of crude oil,” and the other urging Congress to amend 
existing price control statutes so as to provide for and insure 
an increase in the price of crude oil, so that an adequate in- 
centive should exist to the drilling of new oil wells. 

At a session of the institute’s division of production, No- 
vember 10, Burt E. Hull, War Emergency Pipelines, Inc., Cin- 
cinnati, described methods and problems involved in construc- 
tion of the big inch pipeline. Clark H. Kountz, chairman of the 
committee on pipe-line transportation, presented a scroll to - 
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Mr. Hull, on behalf of the committee, in appreciation of his 
work as director of construction of the line. 

More than 2,000 persons attended. Mr. Boyd was reelected 
president, and the other officers were reelected. They included: 
Vice-president for production, George A. Hill, Jr., Houston Oil 
Company of Texas, Houston; vice-president for refining, J. 
Howard Pew, Sun Oil Company, Philadelphia; vice-president 
for marketing, E. V. Weber, Eureka Oil Company, Cincinnati; 
treasurer, O. D. Donnell, Ohio Oil Company, Findlay, O.; secre- 
tary and assistant treasurer, Lacey Walker, A. P. I., New York. 


PETROLEUM TRANSPORTATION 


In the week ended Nov. 6, the rail tank car movement of 
petroleum and its products to the eastern seaboard area, com- 
prising 17 states, averaged 714,037 barrels a day, as against 
a daily average of 748,496 barrels in the preceding week, the 
Petroleum Administration for War reported, Nov. 11. It com- 
puted the decrease in daily volume as 4.6 per cent. 

Charles E. Wilson, executive vice chairman of the War 
Production Board, in an address Nov. 11 before the Petroleum 
Industry War Council, in Chicago, stated that ‘600,000 barrels 
of gasoline per day—one-third of our total production—are 
being taken now by the military,” and added that there would 
be an increased demand for gasoline for the armed services 
next year. 

On the subject of oil transportation, he cited the comple- 
tion “in record time” of the “Big Inch” pipeline from the 
southwest to New York and noted that “some 65 per cent” of 
the nation’s tank cars were mobilized into “a gigantic shuttle 
service from the oil-producing areas of the midwest and south- 
west to the eastern seaboard.” 

“Currently,” he added, “the 20-inch oil products pipeline, 
paralleling the Big Inch, is being laid, pumping stations are 
being installed and valves are put in place. We all hope that 
within the next few months this new line will be delivering 
products to its eastern terminus. And while all of our internal 
oil transportation needs may not have been fully met, I believe 
it is fair to say that the problem is now substantially solved. 
Great progress has also been made toward making the Allied 
tanker fleets equal to the job they have to do.” 

Petroleum Administrator Ickes announced that prepara- 
tions were under way for construction of an 82%-mile oil pipe- 
line from the Elk Basin and Frannie fields in southern Mon- 
tana to refineries in Laurel and Billings, Mont. He said the 
War Production Board had approved the project. The new 
line, he said, would have a capacity of 15,000 barrels of crude 
oil daily and would be financed by the Yale Oil Pipe Line Co. 
of Denver, Colo., at a cost of about $830,000, and operated by 
that company. 





CITRUS FRUIT CONTAINERS 


Shippers of oranges and grapefruit originating in Texas, 
California and Arizona, are limited as to their use of wooden 
-shipping containers each quarter year, to certain percentages 
of their total production, under W. P. B. supplemental limita- 


Revenue Freight Loading 


Revenue freight loading the week ended November 6 to- 
taled 754,724 cars, according to the Association of American 
Railroads. This was 128,954 cars or 14.6 per cent below the 
preceding week due to the coal strike and seasonal decline, 
74,939 cars or 9 per cent below the corresponding week last 
year and 118,858 cars or 13.6 per cent below the corresponding 
week of 1941. 

Statistics prepared by the A. A. R. car service division 
follow: 
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tion order L-232-a, issued Nov. 10 by the War Produg 
Board. The requirement restricts orange and grapefruit « 2 
pers in Texas to 85 per cent, and those in Arizona and ot 
fornia to 96 per cent of their quarterly output of comme: . 
products, excepting fruit intended for canning, juice or Other 
processing, according to Gunther Carlberg, chief of the Woode, 
container section, containers division, W. P. B. He said 

the balance of these crops could be shipped in bags or oth, 
type containers. The W. P. B., in announcing its action, Said: 


In the case of Florida shippers no restrictions have been jm 
in this order because the Florida Citrus Commission has agra 
impose such restrictions in accordance with the terms of the agres. 
ment and to administer them, as well. The commission also has 
agreed to submit monthly reports to the containers division gh 
the over-all percentage of orange and grapefruit shipments for Plotid; 
in wooden shipping containers and in bags so that W. P. RB. will by 
informed of progress in enforcing this program. 

The new order does not affect shippers of less than one Carloai 
of oranges and grapefruit or its equivalent per quarter, 

Wooden shipping containers are defined in the order as any ney 
or used container made wholly or partly of wood. It is expected thy 
a saving of 22,500,000 board feet of lumber will be saved as a result 
of this restriction. 

Shippers who do not utilize their full quota of wooden contains, 
during a single quarter, may under the order increase their use jn 
proportion during the next quarter. 





CITRUS FRUITS SERVICE ORDER 


By special permit No. 1, under service order No. 161, whic 
placed the reicing of citrus fruits originating in Texas, and the 
salting of bunker ice in refrigerator cars containing citry 
fruits originating in Florida under a permit system, the Com 
mission’s Bureau of Service has granted permission for ay 
common carrier by railroad to provide standard refrigeratiq 
on any car containing a mixed shipment of citrus fruits ay 
vegetables originating in Texas, providing that the citrus fri 
in the car comprises not more than 50 per cent of the ladiy 
by weight (see Traffic World, Oct. 30, p. 1076). 

Waybills are to show reference to the general permit 
which was made effective Nov. 3. 


Citrus Fruits Icing 


Subject to special or general permits issued by the dire 
tor of the Commission’s Bureau of Service, the Commission, 
division 3, has issued service order No. 164, effective Nov. 1) 
as to all but one paragraph, and effective Dec. 12 as to that 
paragraph, restricting the reicing of citrus fruits originating 
at points in Arizona, California, Florida, or Texas and shippei 
in refrigerator cars; and the salting of bunker ice in suc 
refrigerator cars. Reicing, and the salting of bunker ice, 
said the order, impeded unduly the use, control, supply, move: 
ment, and distribution: of refrigerator cars. 


The order suspended the operation of all tariff rules o 
regulations in so far as they conflicted with its provisions, ani 
required each affected railroad to publish, file, and post a sup 
plement to each of its affected tariffs, announcing the suspension 
of any of the provisions affected by the order. 

The pertinent portions of the order follow: 


Section 95.323 (a) (1). Refrigeration restrictions on citrus fruits 
No common carrier by railroad subject to the Interstate Commerce At 
shall, after the first or initial icing, reice or allow or permit reicig 
more than once of a refrigerator car or cars loaded with citrus fruls 
originating at any point or points in the states of Arizona, Califomi, 
Florida, or Texas. 

(a) (2). Restrictions on and after Dec. 12, 1943. No common cartitt 
by railroad subject to the Interstate Commerce Act shall, after the fist 
or initial icing, reice or allow or permit reicing of a refrigerator @ 
or cars loaded with citrus fruits originating at any point or points in th 
states of Arizona, California, Florida, or Texas. 

(b). Specific refrigeration restrictions on Florida citrus frult 


Revenue Freight Car Loading—Week Ended Saturday, Nov. 6 


Grain and Live 
grain-prod. stock Coal 
{ 1943 56,428 26,333 42,863 
Total all TOMAS ....cccccccesccce {1942 42,006 20,765 163,193 
1941 35,532 18,766 164,577 
Preceding week October 30....... 1943 58,181 26,978 146,145 
Per cent increase over............ 1942 34.3 26.8 
Per cent decrease under.......... 1942 73.7 
Per cent increase over..........-. 1941 58.8 40.3 
Per cent decrease under.......... 1941 74.0 
{1943 2,289,657 706,109 7,266,993 
Cumulative 45 weeks to Nov. 6.41942 1,874,296 624,534 7,262,253 
(1941 1,745,284 554,170 6,553,586 
Per cent increase over............ 1942 22.2 13.1 a 
Per cent decrease under.......... 1942 
Per cent increase over............ 1941 31.2 27.4 10.9 


Per cent decrease under.......... 


Per cent to 15-year average 99.2. 


Forest Mdse. 
Coke Products Ore L.C. L. Miscellaneous 
11,833 43,772 72,653 104,621 396,221 
14,270 42,398 67,208 91,524 388,299 
13,425 42,455 56,945 158,966 382,916 
15,375 43,912 77,311 106,544 409,232 
3.2 8.1 14.3 2.0 
av. 
3.1 27.6 3.0 
11.9 34.2 
647,103 1,925,379 2,592,217 4,363,738 16,986,469 
631,244 2,181,456 2,786,038 4,980,410 17,240,865 
585,164 1,906,589 2,444,497 7,009,096 15,895,952 
2.5 
21.7 7.0 12.4 1:5 
10.6 1.0 6.0 6.9 


37.8 
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WORM November 13, 1948 


mon carriers by railroad subject to the Interstate Commerce Act 


Ae. 0 Cet nrected where initial icing is requested to initially ice citrus fruits 

TUlt shipg 2 inating in Florida at icing stations in that state, and the one reicing 

and Cali orig itted under paragraph (a) (1) shall be performed at a regular icing 

OMmMergia) Ten en route but not beyond Florence, S. C., Aberdeen, N. C., Spen- 

By: Othe - N. C., Augusta, Ga., Atlanta, Ga., Pensacola, Fla., Montgomery, 
’ ingham, Ala. 

| sala ta aed meee ice not to be salted. No common carrier by railroad 


| to the Interstate Commerce Act shall put salt on, or mix salt 
tie Othe em allow or permit salt to be put on, or mixed with, ice in the 
-LLON, said: pankers of a refrigerator car or cars loaded, or to be loaded, with citrus 
cen impose fruits originating at any point or points in the states of Arizona, Cali- 
S agreed ty 


fornia, Florida, or Texas. 
E the agres (d). Application. The provisions of this section prohibiting reicing 
Nn also ha 


and salting shall not apply to shipments moving from the primary point 
ion sh of origin prior to the effective date of this order. 

| for Flori (h). Expiration date. The provisions of paragraph (a) (1) shall 
- B. willy expire at 12:01 a. m., Dec. 12, 1943, unless sooner vacated, changed, or 
extended. (40 Stat. 101, Sec. 402, 41 Stat. 476, Sec. 4, 54 Stat. 901; 49 
U. §. C. 1 (10)-(17)). 


At the same time the Commission, division 3, issued serv- 
ice order No. 161-A, vacating service order No. 161. This 
was done, according to the Commission’s Bureau of Service, 
because the later order was intended to place restrictions on 
citrus fruit shipments in Arizona, California, and Florida, 
while service order No. 161 had applied only to shipments 
originating in Texas (see Traffic World, Oct. 30, p. 1076). 
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DEFERRED RAILROAD MAINTENANCE 


The Union League Club of Chicago, through its board of 
directors, on recommendation of the transportation committee 
(Murray Billings, chairman) of the public affairs committee, 
has adopted the following resolution with respect to deferred 


railroad maintenance: 
The adequate maintenance of the railroads is a subject of public 
interest. 


161, which 
as, and th 
ning citny 
, the Com 
on for any 
frigeratio 
fruits ani 
citrus fru 
the lading The railroads cannot cease operating as common carriers of their 
own free will; under regulations of the Interstate Commerce Commis- 
sion they must continue regardless of condition or financial return, or 
their inability to get materials, supplies and manpower. 

The Interstate Commerce Commission has authorized rules whereby 
the railroads can set up out of current earnings sufficient monies to 
provide for new equipment and maintenance. The rules are strict and 
the money put aside must be used for the purpose set forth by the 
catrier and approved by the Interstate Commerce Commission. The 
money set aside and ear-marked by rail carriers for deferred mainte- 
nance under authority of the Interstate Commerce Commission is not 
income but operating expense, deferred by the inability of the rail- 
toads, under war conditions, to obtain equipment, materials and sup- 
plies with sufficient manpower to produce, install and maintain road- 
way and plant. 

Under the internal revenue laws, the Treasury Department has 
me that money set aside for deferred maintenance is income subject 
0 tax. 

Therefore, be it resolved by the public affairs committee of the 
Union League Club of Chicago that the Congress be requested to 
amend the internal revenue laws to provide that deferred operating 
expenses, set aside under the strict safeguards of the Interstate Com- 
merce Commission, are not income subject to tax. 
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LEASED CAR STATISTICS 


The Commission, by its Bureau of Transport Economics 
and Statistics, has issued its summary of quarterly reports 
of persons furnishing cars to or on behalf of carriers by railroad 
or express Companies, covering the second quarter of 1943, 
statement Q-900. 

The data was compiled from 258 reports of car companies. 
It showed a total of 265,948 cars owned at the close of the 
period, consisting of the following: Refrigerator, 115,860; petro- 
leum tank cars, 125,445; other tank cars, 10,734; stock cars, 
9,000; gondola and hopper cars, 6,438; and other cars, 2,471. 
The total cars leased was 21,541, of which 7,035 were refriger- 
ator cars, 9,393 petroleum tank cars, 4,598 other tank cars, 223 
stock cars, 289 gondola and hopper cars, and 23 other cars. 

€ statement said that, effective with the first quarter of 1943, 


Persons owning less than ten cars were excused from filing 
Quarterly reports. 


Revenue received from hire of cars, based on mileage, 
oe diem basis, or other car service basis, was as follows: 

Tigerator, $17,912,272; petroleum tank cars, $23,678,074; 
et tank cars, $1,035,378; stock cars, $394,966; gondola and 


opper cars, $400,790; 
eee $43 STS OLE 90; and other cars, $150,534. Total revenue 
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CAR SURPLUS REPORT 


ne U. S. railroads reported an average daily surplus of 67,528 
5 Teight cars for the week ended Nov. 6, according to the car 
1 bg division of the Association of American Railroads. It 

h 7" made up as follows: Plain box, 3,885; auto box, 368; flat, 
; gondola, 10,632; hopper, 46,361; and miscellaneous 5,855. 






































Rail Equipment Inquiry 


Though there were serious shortages of equipment and 
materials in the railroad industry, shortages of men for rail- 
road work were more critical, with figures compiled by the 
Railroad Retirement Board showing that as of Oct. 1 there was 
a deficiency of 99,309 railroad workers, said Charles H. Buford, 
vice president of the Association of American Railroads, in 
charge of the operations and maintenance department, in testi- 
many Nov. 6 before a subcommittee of the Senate interstate 
commerce committee by which hearings were begun Nov. 4 on 
S. Res. 185, the Langer resolution for investigation of the rail 
transportation equipment situation (see Traffic World, Nov. 6). 

Fifty per cent of the shortage reported by the R. R. B. 
was in track workers and other common labor; about 25 per 
cent was in skilled shop craftsmen, apprentices and helpers, 17 
per cent was in “the vital transportation group,” including 
——, firemen, switchmen, telegraphers, etc., Mr. Buford 
said. 

Drainage of the rail labor supply was caused, first, by 
operation of the Selective Service System, and, second, by the 
fact that the railroads must compete with “new-born war in- 
dustries working for the government under cost-plus contracts 
and using the so-called ‘suction’ rates of pay to attract the 
workers,” he said. Railroads had not been able to meet com- 
petition of those industries, he added. He said an A. A. R. sur- 
vey on May 1 showed that not less than 184,630 railroad em- 
ployes were then in the armed services and he estimated that 
the number at the present time was probably above 200,000. 

“During the fiscal year ended June 30, 1943,” he continued, 
“the Railroad Retirement Board opened more than one million 
new accounts, each one of them representing a new man 
brought into the ranks of railroad employment, and yet the net 
gain in employment during that 12 months was only 53,000. 
While this comparison overstates the situation slightly because 
the R. R. B. figures cover the Pullman Co., Railway Express 
Agency, and certain other activities not included in railroad 
employment reports, the figures cited fairly illustrate the extent 
of the problem... . 

“Tilustrating the critical situation on the Pacific coast, the 
five major railroads serving that area recently reported that 
during a recent 10-day period 421 trains were delayed because 
of shortages in train crews and 242 yard crew shifts were not 
worked because of shortages of men.” 

The rail manpower shortage had grown from 40,910 on 
Jan. 1 and 78,010 on May 1 to 99,309 on Oct. 1, according to 
R. R. B. reports, said Mr. Buford. 


Senator Reed, of Kansas, presiding at the Nov. 6 hearing 
in the absence of Senator Stewart, of Tennessee, chairman of 
the subcommittee, said that Senator Johnson, of Colorado, had 
mentioned a railroad that at one time had 70 yard engines laid 
up because of a lack of crews. Mr. Buford said the A. A. R. 
had records showing 30 to 40 yard engines laid up every day 


on some roads, where yard crews were employed in eight-hour - 


shifts. He declared that the railroad manpower situation had 
been “pretty badly handled” because, for a long time, the re- 
sponsible government authorities regarded railroading as a 
civilian industry. 

Criticism of W. M. C. 


Senator Reed said he thought the manpower situation had 
been ‘‘manhandled” by the War Manpower Commission as 
badly as it could be. He said he had yet to find a place where 
that commission had performed a single constructive thing. He 
asked Mr. Buford whether it was not true that some of the rail 
manpower shortage was due to increased business for the roads, 
and Mr. Buford said much of the shortage was caused by the 
greater volume of traffic. Then he observed that in the west 
coast states the primary occupations before the war were min- 
ing, farming or railroading, and that removal of workers from 
any of those fields meant curtailment of the labor supply of an 
essential industry. 

Mr. Buford said that, according to the last figures he had 
seen, the average number of hours worked by railroad employes 
was 52 hours a week. Senator Reed said he had been asked 
whether, for purposes of that figure, 100 miles traveled by those 
in train and engine service had been translated into eight hours, 
and Mr. Buford replied that no such “arbitrary allowances” 
were made in computing the average hours and that the aver- 
age was obtained by dividing the weekly total of man-hours by 
the number of employes. He said the railroad workers were 
loyal and were working long hours, that many were working 
double shifts and would have to have relief or “they can’t 
stand it,” and that he was disturbed by a feeling of unrest now 
prevailing among the employes because of the wage situation 
and their attitude that they had been “kicked around” in their 
efforts to obtain wage increases. 

He stated that in their efforts to relieve the manpower 
shortage the railroads had employed women in jobs formerly 
held by men and that there were now more than 100,000 women 


| 
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in railroad work, as against 30,000 in normal times. However, 
he added, there was a limit beyond which the roads dared not 
go, “both for the welfare of the women themselves and for the 
safety of railroad operations.” 


More Steel Rail Needed 


On the subject of needed railroad materials, he said that 
the War Production Board had allocated such materials needed 
for rail maintenance work during the war, but had fallen short 
in its allocation of steel rail. In 1942 and 1943, he said, alloca- 
tions of steel rail by the W. P. B. would fall short of minimum 
replacement requirements by close to a million tons. Steel rail 
was especially important because of the business now moving 
over the tracks, he said. The railroads had asked for 1,600,000 
net tons of steel rail in 1942 and 2,100,000 net tons in 1943 and 
would obtain only 78 per cent and 73 per cent, respectively, of 
these amounts, he added. He said that the number of detected 
transverse fissures in rail increased from 13,822 in 1939 to 
28,316 in 1942, that the number of service failures increased by 
23 per cent in that period, that train derailments because of 
failure of rail and rail joints increased from 290 in 1939 to 631 
in 1942, and that the fact that total accidents resulting from 
failure of way and structures increased 40 per cent in the first 
six months of 1943 indicated that rail failures also increased in 
that period. 

Mr. Buford objected to the present program of monthly 
deliveries of rail in accordance with schedules set up by the 
O. D. T. and W. P. B., saying that the quantities available for 
any one railroad were such that rail laying could not. be planned 
in an orderly manner unless deliveries over a period of months 
were accumulated, and that the A. A. R. had recommended 
allocations on a yearly basis, instead of quarterly. 

With respect to authorizations and deliveries of materials 
for construction of new cars and locomotives, said Mr. Buford, 
authorizations had been substantially less than needed require- 
ments and there had been much delay in the release of mate- 
rials. He added: 


Installations of new cars and locomotives in 1942 and 1943 have been 
considerably below railroad needs. For example, the 1942 railroad pro- 
gram called for 161,000 new freight cars and 1,528 locomotives. Actual 
deliveries were less than half that program, numbering 63,009 freight 
cars and 712 locomotives. Similarly, the 1943 program called for 80,000 
new cars and 1,522 new locomotives, of which only about 30,000 cars 
and about 800 locomotives will actually be delivered. ... 

Great as have been the advances in car and locomotive performance 
during the war period to date, railroads hope to make even further 
advances in the war period ahead. With the addition of 1,200 to 1,500 
new locomotives and about 50,000 new freight cars in the next 14 
months, and with some increase in efficiency of car and locomotive 
performance, railroads believe that they can handle about 6 per cent 
more ton-miles of traffic in 1944 than in 1943, and do it with less 
difficulty. The locomotive program is vital, because for a number of 
months past car movements in some areas have been delayed for 
lack of available locomotives. 

In addition to freight cars and locomotives, railroads have sought 
to increase the capacity of their plant by extending yard and passing 
tracks, by installing signal and centralized traffic control systems, and 
other similar facilities. They have not been able to do as much ex- 
pansion work of this type as they should. Before projects of this kind 
are undertaken, specific approval must be obtained from the W. P. B. 
and the O. D. T. Frequently, additional or subsequent approvals must 
be obtained from some unit of the army or the navy and from various 
sections and divisions of W. P. B. before the materials are released. 
The delay, duplication of effort, and multiplicity of conferences involved 
in this procedure further tax the limited time of railroad officials, and 
discourage effort to do needed work. 


In the course of discussion, in which Senator Reed said the 
raliroads had been backward in acceptance of steel-alloy car 
construction, Mr. Buford said that the railroad industry needed 
constructive criticism. With ships, planes and airports being 
built with government money, private industry would have to 
be “pretty active’ if it was to survive, he declared. Senator 
Reed said the railroads were the backbone of the nation’s trans- 
portation and would remain as such for an indefinite time. He 
said he wanted to see them in the hands of private industry 
and added that they must keep improving their plant. 


“After the war,’ said Mr. Buford, “we’ve got to improve 
railroad transportation. It’s got to be faster and cheaper. Future 
competition, coupled with demands of shippers, will force us to 
rebuild our plant... .” 


Car Service Work 


Five other witnesses from the A. A. R. were heard by the 
subcommittee Nov. 5 and 6. 

W. C. Kendall, chairman of the A. A. R. car service divi- 
sion, and two section managers of that division outlined and 
explained the efforts they had made to obtain increased trans- 
portation service from the available supply of rolling stock and 
discussed the results of those efforts. Dr. J. H. Parmelee, di- 
rector of the Bureau of Railway Economics of the A. A. R., 
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discussed the use of the railroads’ current increased eg nj 
for maintenance of plant and equipment, for additions . 
improvements to handle heavier war traffic and for reducti 
in their outstanding debt, and Dr. C. S. Duncan, A. A. R o& 
omist, offered an analysis of a decline in inland river traffic 
1942 as compared with 1941. 

Mr. Kendall reviewed the history of his division and { 
scribed the present scope of its operations and its form of 
ganization. He noted that the division included sections On rai 
road relations, closed cars, open cars, refrigerator cart , 
traffic, tank cars, passenger cars and military transportatio 

The number of refrigerator cars, he said, had declined fy _ MI 
175,545 as of Jan. 1, 1929, to 141,867 on Jan. 1, 1943, Of pad bet 
latter total, only 21,000 were owned and operated by indiyjg,gmoads @ 
railroads, the others being operated by separate refrigeraigmmnd to 
car lines. Some of the latter were owned by groups of railrpag meet 
others by private companies or by packers who used such paggaintal 
The car service division exercised control over their movemeymnd W2 
through cooperation of the car owners and the Commission smgte bes 
said. o> e said. 

An advisory committee consisting of representatives 400 kitc 
railroad car lines, rail-owned or controlled car lines ang pgpas 2° 
vately owned lines, including the packers, was organized geo™ 3c 
1942, and this committee conferred at least once a month wi Bef 
representatives of the O. D. T. and the Commission’s Bureay gimefriger 
Service, he said. He observed that the manager of the refrimugust, 
erator car section, located in Chicago, was an authorized aga Sen 
of the Commission and that, subject to the advice and counsiment wo! 
of the advisory committee, the manager cooperated with ergely 
railroads and the various refrigerator car lines in obtainig 
proper movement and distribution of this equipment to me 
requirements. W. 

Mr. Kendall told about the shifting of refrigerator carsijfivision 
points where needed and said that, as a result of this plangie rail 
operation, the number of empty car miles in the period frie 17 | 
September, 1942, to May, 1943, inclusive, was about 200,000/jiM indu 
less than in the corresponding. 1941-42 period. After referrigimeen so 
to general order O. D. T. No. 18, which had the effect of mgme east 
quiring heavier loading of perishable products, he said that fggmbol 
1942, the tons a car of 26 commodities requiring refrigeragt inte! 
car protection and customarily handled in such cars averaggmupties 
19.32, and that for the first quarter of 1943, and for the sam 
26 commodities, the average tons a car was up three tons,t 
22.32. Because of this increase in the average load, he added 
it was possible in the first quarter of 1943 to carry 9,9260 
tons of refrigerator car freight in 444,724 cars; whereas, if tl 
load a car this year had been no greater than it was a yeti 
ago, the same tonnage would have required the use of 52,/q% 
cars. 

“In January, 1943,” he continued, “the Commission issu 
service order 104. Under the provisions of this order, railroa 
were required to use refrigerator cars of Pacific Fruit Expr 
and Santa Fe ownership for loading, when freight to be loaté 
or facilities for loading are suitable, to points in Califom 
Idaho, Arizona, Nevada and Utah. By this means use Is mit 
of refrigerator cars which otherwise might move west empl 
and there is saved the unnecessary use of box cars for tii 
traffic. During the first nine months the order was in efit 
49,857 cars of these ownerships were loaded with dry freigi 
to destinations in these states, compared with 19,204 cars 
loaded during the corresponding period last year.” 

The military transportation section of the car service digg 
sion, said Mr. Kendall, was “the point of contact between u 
army, navy, marine corps, coast guard and the railroads on# 
matters involving movement of military and naval persomlé 
and material,” was housed with the army in the Penta 
Building, and was operating on a 24-hour basis. It arraly 
movements of prisoners of war brought to the United Stalé 
the movement of all members of the British army and mij 
the Royal Air Force and Canadian troops in this countty,® 
skilled civilian labor moving under the War Departments GF o 
rection, and women’s auxiliary units, he said. He added that Be “gc 
Agriculture Department recently had placed on that section "i, ic, 
responsibility of setting up and coordinating the movement Gite tra 
farm labor to various sections of the country, including labore in 
brought in from Mexico. - oy 

He said much had been accomplished in the last yeala. 
coordinating troop movements so that the maximum POSS My gi, 
efficient utilization of passenger equipment might be obtalliith ag 
In a recent over-all plan involving movement of five divisiiljutes, 
it was possible to “work things out” so that the five sepa oy 
divisional movements could be handled with two sets of @ om 
road equipment, he stated. Plans for transporting each a 
more than a million men of the armed forces required *e In 
sembling of over 4,000 baggage cars, nearly 14,000 Pulls 
tourist cars, about 12,000 coaches and miscellaneous equIpRNgS 145 
in smaller amounts, he said, adding that the number of suf 
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ements initiated each day varies from 150 to over 200, ex- 
\ 7 e of transportation of men on furloughs or on temporary 


Ve, ee eight branch of the military transportation section 
ac heen set up as the direct liaison between the War and Navy 
* ents and the railroads for all tracing, diversions, ex- 
oditing arrangements for special freight train movements, 
nd to carry out any hold orders placed by the armed forces 
n the Office of Defense Transportation,” he said. 


Passenger Section 


Mr. Kendall said the passenger car section of his division 
d been established to coordinate agreements between rail- 
oads as to interline use of passenger coaches and baggage cars 
d to transfer equipment from one road to another “to assist 
, meeting travel incident to the war program.” The section 
aintained a daily record of the interchange of passenger cars 
nd was thus able to locate equipment that could be used to 
ne best advantage for troop movements and civilian travel, 
» said. He stated that construction of 1,200 troop sleepers and 
) kitchen cars of special design, for transportation of troops, 

now in process. Movement of a devision might require 
tom 30 to 50 trains, he said. 


Before the war, he said in the course of discussion, the 
frigerator car movement had been 46 per cent empty; last 
ugust, the “empty” percentage had been reduced to 40.6. 

Senator Reed expressed appreciation for ‘‘the most excel- 
nt work” the railroads were doing and said he thought it was 
gely due to the car service division’s efforts. 


Callahan on Tank Car Use 


W. E. Callahan, manager of the tank car section of that 
vision, was the next witness. He described the operation of 
he rail tank car movement of petroleum and its products to 
ie 17 states in the eastern seaboard area referred to by the 

industry as district No. 1. He said that, although there had 
ren some reduction in the demand for rail transport of oil to 
le east, as a result of completion of pipelines, about 80 trainlot 
mbol movements of loaded tank cars were originated daily 
interior points, and about the same number of trains of 
mpties were started each day from the eastern seaboard. The 
ans moved over the road and through yards and terminals 
an average speed of about 300 miles a day, and the round 
i) for the symbol trains from the Texas-Louisiana oil fields 
ww required about 16 days instead of 22 or 23 days as for- 
tly. Average tank car capacity was 216 barrels, of 42 gal- 
ns each, he said. Until last February, when the “Big Inch” 
peline was opened to Norris City, Ill., about 44 per cent of 
le movement to the east consisted of crude oil, he said. He 


aamided that the pipeline, now operating the full distance from 


xas to the east, was delivering about 205,000 barrels a day. 


‘& east coast movement constituted about 40 per cent of the 


tire oil movement, he said. He observed that.daily produc- 
m of oil for the entire country aggregated about 4,400,000 


- of which about 1,600,000 barrels was used by the east 
bast area. 


He described the operation of symbol oil trains as follows: 


_As the movement was stabilized by the Petroleum Administrator, 
pments in volume were made daily or frequently from common 
oduction points to consuming areas, permitting establishment of daily 
tinload schedules in many instances. The oil industry voluntarily 
anged to use a minimum number of routes for these movements and 
fared this information through the tank car sub-committee in New 
irk to avoid excessive movements over any one railroad or group of 
roads. These routes, and the amount of tonnage moving daily, were 
up with schedules furnished by the railroads to indicate the number 
ours required to move the train over each line from point of 
gin to destination. 
ch such route is given a number, which covers the entire route 
i schedule from origin to destination. From this number or ‘‘sym- 
MN” each train moving over that route under this arrangement re- 
res an identity which it preserves from the time it is made up at 
e starting point until it is broken up at destination. Trains going 
under load are identified by adding to the number the letter ‘‘G”’ 
going.” Those returning with empty cars over the same route 
identified by the same number with the letter ‘‘R’’ for ‘“‘returning.”’ 
train originating on each day on a particular route carriers that 
te in addition to the number to give it a separate identity from the 
ains starting on the same route on other days. Thus a train starting 
aed on route 70, for example, on November 5, would be known as 
5. If it should happen that more than one section originates on 
Y given day on a route, it is known as ‘‘2nd-70-G-5.” And so it is 
M additional sections or with trains moving on other days and other 
oy y this simple system, each such train is given and preserves 
pecial identity, not only on one railroad, but on all railroads over 


It Moves, so that its progress may be determined by a simple 
of reporting. 


Jn a Supplementary statement, prepared and submitted at 
an Stewart’s request, Mr. Callahan showed that a_ total 
45,443 tank cars in service in the United States on Oct. 1 
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included 106,428 used in petroleum transportation, the others 
being used in the railroads’ own service or in transportation of 
other liquid commodities. Tank cars then employed for hauling 
oil to the east coast totaled 68,879; those in service within the 
east coast area totaled 5,185, and the totals for each of the 
other districts were: 11,097 for district No. 2, 13,009 for district 
No. 3, 3,790 for district No. 4, and 4,468 for district No. 5. Mr. 
Callahan’s tabulation showed that 17,815 tank ears were used 
to transport chemicals and acids, 3,300 transported alcohol and 
molasses, 8,900 transported vegetable oils and similar oils, and 
9,000 were used in railroad service. 

Of the tank cars used in services other than petroleum, he 
said, much less than 1 per cent had been detained longer than 
the “free time” allowed for them. 

“The joint control exercised over tank car handling and 
movements by the railroads, various governmental agencies, 
and the Association of American Railroads is so effective that 
I do not recall a single instance since the war began in which 


it has been necessary to place an embargo against a tank car 
shipper or receiver,” he said. 


Megee’s Testimony 


C. R. Megee, manager of the open car section of the car 
service division, told the subcommittee that open top railroad 
cars were now carrying more tons of freight for greater dis- 
tances than ever before. Reasons for that situation, he said, 
were that production of commodities using such equipment had 
increased tremendously since the war began, the average length 
of haul likewise had increased, and traffic that formerly moved 
by water and highway had been diverted to the railroads. He 
said that on the five principal classes of traffic handled in open 
top cars, carloadings in 1942 were 91 per cent above 1938, the 
year before the outbreak of the war in Europe. 

In 1942, Mr. Megee testified, a ton of freight was hauled 
an average distance of 453 miles, representing an increase of 
25 per cent over the 1940 average, and in the first quarter of 
1943, the average haul of one ton of freight had lengthened to 
515 miles, 29 per cent over the corresponding quarter of 1940. 
Among “unusual” movements in open top cars now handled by 
the railroads, he said, was the hauling of coal all-rail from 
southern West Virginia to New England and to Cuba all-rail 
via Florida. 

Mr. Megee told the committee that military demands for 
open top cars had reached record-breaking proportions since 
Pearl Harbor. For instance, he said, in a recent month there 
were orders and loadings for more than 5,300 flat cars in the 
Southeastern District alone. 

“Military movements have occurred in almost every section 
of the country, and many of them have involved long hauls,” 
Mr. Megee continued. “To move a division of troops with its 
impedimenta requires approximately 1,200 flat cars or drop-end 
gondolas. Such movements, some of them clear across the 
continent, are of common occurrence. For these larger move- 
ments, it is necessary for the Car Service Division of the Asso- 
ciation of American Railroads to place quota orders against 
the railroads in the originating areas to deliver a specific number 
of flats and gondolas to the road serving the camp, regardless 
of commercial requirements. These obligations have all been 
satisfactorily met.” 

The need for flat cars to move such things as tanks and 
boats from points in Michigan, Ohio, Illinois and Wisconsin 
to Atlantic, Gulf and Pacific ports “has placed a severe strain 
on the available flat car supply,” Mr. Megee said. 

“As a result of all these increased demands for open cars,” 
he said, “there have been a few actual deficiencies of short dura- 
tion in one location or another. However, by reason of the 
high degree of cooperation between carriers themselves and, 
what is just as important, that of shippers and consignees who 
use this type of equipment, such deficiencies have been kept 
at a low minimum.” 

In his discussion of ‘unusual’ car movements, Mr. Megee 
mentioned transportation of bauxite ore from Arkansas to 
plants of the Aluminum Co. of America at Mobile, Ala., and 
Baton Rouge, La., calling for*1,200 to 1,500 cars a month; an 
all-rail ore movement from Minnesota to East St. Louis, IIl., 
requiring 90 to 100 gondolas daily, and transportation of iron 
and steel products at the rate of more than 100 cars a day to 
the Kaiser Co. at Portland, Ore., most of the cars originating 
in the Pittsburgh-Youngstown-Cleveland steel producing dis- 
tricts. 

Supplying heavy capacity flat cars was one of the problems 
the railroads had met. There were only about 475 cars of 
this type in operation, he explained. 


Parmelee on Rail Expenditures 


Dr. Parmelee, in his testimony, asserted that large ex- 
penditures by the railroads for maintenance and repair had 
been required because of the unprecedented wear and tear to 
which the railroad plant and equipment had been subjcted 
since the war began. He said that current maintenance ex- 
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penditures for the 12-month period ended Sept. 30 totaled 
$2,347,000,000, or twice the amount spent in 1938. Current 
maintenance appeared to have been adequate, but a certain 
amount of programmed maintenance work had been necessarily 
postponed to future years, he said. A “programmed” mainte- 
nance project, he explained, might be one in which a railroad 
planned to relay rail on a 100-mile section of track, a project 
that had to be planned in advance. 

Maintenance work deferred in 1943 on roadway and struc- 
tures alone, he said, included items aggregating more than 
$180,000,000. 

“The carriers believe,” he said, “that they should be per- 
mitted to set up maintenance reserves out of current income, 
for the purpose of making up in the future the wear and tear 
which is caused by current use, but which cannot be made up 
today on account of war conditions. Such reserves, if set 
up today, are not recognized by the Internal Revenue Bureau 
to be operating expenses, and are subject to the high income 
tax rates now in effect.” 

He said that of a total of $1,507,000,000 spent by the rail- 
roads for capital improvements in the three years from 1940 
through 1942, $989,000,000 were for new or improved equip- 
ment and $518,000,000 for roadway and structures, and that 
nearly two-thirds of the expenditures for equipment were for 
freight train cars. 

He observed that in 1941 and 1942 the railroads spent 
$740,000,000 for payments on debt, largely out of current earn- 
ings, and that in those two years they made a net reduction 
of $470,000,000 in the total of their outstanding debt. They 
financed less than 25 per cent of their expenditures by bor- 
rowing, in those two years, he said. 


Tonnage on Waterways 


Dr. Duncan, in his testimony on inland waterway traffic, 
said data be had obtained from the Chief of Engineers for 
rivers and harbors showed that the number of tons of water- 
borne commerce in 1941 on the Atlantic, Gulf and Pacific coast 
waterways, the Mississippi River and other waterways and con- 
necting channels was 427,222,725, and that the corresponding 
total for 1942 was 423,336,372, a decrease of 3,886,353 tons, or 
0.9 per cent. The ton-miles of such traffic, he said, decreased 
from 26,814,872,000 in 1941 to 26,398,378,000 in 1942, or 1.6 
per cent. Excluding waterways and canals and connecting 
channels affected by the increase in traffic on the Great Lakes, 
he said, the decline in ton-miles.in 1942 aggregated 1,381,000,000. 
There had been an increase of 163,000,000,000 in ton-miles of 
railroad traffic in 1942 over 1941, he said. He referred to the 
last annual report of the Inland Waterways Corporation and 
quoted from it several statements, including one to the effect 
that the loss of normal peacetime traffic was a serious problem 
for all inland waterway transportation. He quoted, also, from 
a report issued in February, 1943, by Robert H. Perry, Com- 
merce Department agent for the St. Louis region, in which 
it was stated that many manufacturers in the Mississippi River 
valley who normally shipped their products downstream had 
converted to production of war materials which, when com- 
pleted, must be shipped rapidly to east coast or west coast 
ports. It was stated, further, in the report that an O. P. A. 
order that all shipments of sugar, whether by rail, barge or 
truck, must be considered a part of the consignee’s inventory 
had resulted in virtual elimination of sugar shipments by barge. 
Dr. Duncan said that rivers could not serve the origins and 
destinations of war traffic and were, therefore, not flexible as 
were the railroads in furnishing transportation service. 


Grain Car Shortages 


Reasons for grain car shortages complained of by North 
Dakota grain shippers in the 1943 harvest and threshing season 
were submitted by R. E. Clark, manager of the closed car sec- 
tion of the A. A. R. car service division, as the hearings were 
resumed the afternoon of Nov. 8, and the reasons he offered 
differed in some respects from those submitted by several wit- 
nesses from North Dakota who also testified that afternoon. 
The North Dakota witnesses preceded Mr. Clark. 


One point of difference was a contention by the North 
Dakota group that the railroads were sending about 10,000 
grain cars a month to Canada to transport about 18 million 
bushels of feed wheat to southeastern and eastern states of the 
United States, at the direction of the Department of Agricul- 
ture and the War Food Administration. Mr. Clark asserted that 
the American railroads were taking care of domestic freight 
car requirements first, and that they had not, so far, sent any 
grain cars to Canada. The Canadian grain moved in Canadian 
railroad cars to destination points in the U. S., he said. 

Taking issue with some other contentions of the North 
Dakota witnesses, Mr. Clark said that the railroads had not di- 
verted grain cars from the northwest to the southwest, and that 
they had granted no preference to transportation of Commodity 
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Credit Corporation grain. He said the railroads had no way d 
controlling the loading of grain at the elevators, that th me 
supplied cars at the time available to various elevators m 
that they had no way of knowing whether the grain was CC ( 
or commercial grain. “a 



























Mr. Clark said the present heavy volume of traffic we th 
being handled with 10,481 fewer box cars than were availa ad 
a year ago, and that in the year ended Sept. 1, 1943, only 9: wi 
new box cars were installed, as against 52,424 in the prior M 
month period. He showed that the total box car ownership wi 
Sept. 1 was 744,637. He discussed various wartime movemeni m! 
of commodities that had placed a heavy strain on the box em SC 
supply, then added that “the grain movement continues to | Cc 
the heaviest single box car distribution problem of the mj, 
roads.” He told about relocation of box cars from eastern anil Dé 
southern roads to the principal western grain loading in 
but said that, notwithstanding this action, the western Toa £0 
were not able to accumulate in advance of harvest the Usul US 
number of cars in the producing areas because of “the y.— 52 
precedented loading of grain and grain products for feed pug SU 
poses, conversion to industrial alcohol, lend-lease supplies ay S¢ 
important war freight.” As a result of these unusual demanis & SU 
he said, the railroads serving the winter wheat territory hf 2 
only about 25 per cent of their usual reserve supply of box cay 
at the start of this season’s grain harvest. He said the C. ccm " 
program for moving feed wheat into deficit areas in the eg 2: 
and south and to distilleries in the east for conversion into ig 
dustrial alcohol involved the movement of 476.1 million bushek 
or about 272,000 carloads, “‘which was in addition to our norm D 
domestic needs and lend-lease requirements.” re 

The northwest farmers were taking advantage of mark N 
prices and were not placing their production this season und of 
C. C. C. loans, with the result that there now remained stor « 
space in C. C. C. bins for about 22,800,000 bushels, Mr. Clax 4 
said. He showed that in the period from Aug. 1 to Oct. 16, — 
clusive, the number of cars of. grain received at the northwat fh 
primary markets (Minneapolis and Duluth) increased 13.1 » ; 
cent above the same period of 1942, that the number of « “ 
unloaded decreased 1.5 per cent, the number of cars loatel r 
rose 37.8 per cent, and the number reconsigned beyond th 
market increased 50.8 per cent. He added: N 

Normally a large proportion of the cars which take grain into thea 1 
terminal markets during the harvest season are immediately unload tl 
and turned back into the-producing areas for further movement, there h 
greatly increasing the effectiveness of the car supply in getting gril ¢ 
from the country to the terminal markets. d 


This year, however, three factors have worked against that norm 
procedure. In the first place, ‘the number of cars unloaded at ti 
terminal markets during this period was 1% per cent less than it wa 
last year. At the same time, the number of cars reconsigned bey 
the terminal markets increased 50.8 per cent, thereby taking 9/ 
cars out of the usual short haul shuttle service between the count 
elevators and the terminal markets. The third factor operating again 
the normal shuttle service by which the northwest grain crop i 
handled was the increase of 37.8 per cent in the number of cars loate 
out from the terminal elevators during the harvest season, thus wilh 
drawing another 8,208 cars. 


ora met ww. 


Mr. Clark said a quota order to all the principal eastem 
roads at Chicago, requiring them to deliver to the Burlingts 
the Milwaukee, the Soo Line, the North Western, the Roi 
Island and the Great Western 600 empty box cars daily ina 
cess of their normal deliveries, and requiring the Louisvilled 
Nashville and the Southern at St. Louis to deliver the Burlig 
ton 100 cars daily in excess of their current deliveries, with 
further provision that those roads, except the Soo Line, delite 
to the Great Northern and Northern Pacific an average of 
per cent of total box car receipts, would be continued in eit 
until requirements on western roads were fully met. 


There still remained about 440 country elevators, or abill 
10 per cent of the total licensed country storage facilllé 
whose operations were restricted by reason of the shortage? 
cars, he said. This, he added, was a reduction of 50 per cent! 
compared with the peak on Sept. 30. 

“As threshing is now practically completed in the nou 
west, we are confident the peak demand is behind us and t 
we will soon be able to supply currently all the cars needed ft 
handling of grain and other agricultural products in the W 
he added. 

He discussed complaints about the car service rule Kno" 
as CCS-10-Revised, prescribing a plan for distribution of gr 
cars and containing a provision with respect to “blocked” &% 
vators that the distribution should be governed by the 
ments of each elevator for the 10 days preceding the day! 
which the first one or more elevators became blocked. & 
Northwest Shippers Advisory Board, in a meeting at St. 
on Sept. 30, proposed a new rule in lieu of the existing on, 
as to require distribution, under car shortage conditions, 0" 
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pasis of the volume of business handled by each elevator in the 
preceding crop year, he said. ; ; 

“The recommendations of the shippers, along with all other 
factors of the case, will be given consideration, in the light of 
the decisions of the Interstate Commerce Commission, well in 
advance of the next harvest, in an attempt to arrive at a rule 
which would reasonably meet the needs of the situation,” said 
Mr. Clark. “Recommendations of the car service division . . . 
will be submitted to the complainants, the public service com- 
missions of the states of Wisconsin, Minnesota, North Dakota, 
South Dakota and Montana, and to the Interstate Commerce 
Commission.” , é 

W. T. Kraft, of Bismarck, N. D., representing the North 
Dakota lignite industry, said there had been a coal car shortage 
in that state ever since last July. He said box cars were used 
for shipment of the coal generally, while open top cars were 
used to supply industrial plants. The supply of open cars, he 
said, had been adequate “until there came on the movement of 
sugar beets.” Mr. Megee, of the car service division’s open car 
section, said there had been some stringency in the open top car 
supply in the last two or three weeks but that it would “prob- 
ably be taken care of.” 

Senator Reed interjected the observation that in 1929 the 
railroads moved 447 billion ton-miles of freight with the use of 
2,400,000 freight cars, while in the last year they moved 730 
billion ton-miles with only 1,700,000 freight cars. 

Cc. H. Conaway, secretary-treasurer of the Farmers Grain 
Dealers Association, of Fargo, N. D., stated that an O. D. T. 
representative had held hearings on the grain car situation in 
North Dakota. He said that after those hearings, “Mr. Harvey 
of the A. A. R.” gave assurances that all available grain car 
supplies would be sent to North Dakota as soon as possible, 
with “reasonable assurances” of a minimum of 1,000 cars a 
day for that state. Soon afterward, said the witness, “we were 
convinced” that these ‘‘promises’’ would not and could not be 
fulfilled. He said there was reason to believe that one-third to 
one-half of the empty cars “headed in our direction’ never 
seached their destination, but that some were stopped at the 
Twin Cities, some diverted to Duluth, and others to Canada. 

Neal E. Williams, special assistant attorney general of 
North Dakota, appearing for that state’s Public Service Com- 
mission and the Fargo Chamber of Commerce, said it was felt 
that efforts of the A. A. R. to get grain cars into the northwest 
had been defeated by certain northwestern railroads “that 
crowd cars in the Twin Cities and under orders of the I. C. C. 
divert them to Duluth.” 


_ ©. W. McDonnell, member of the North Dakota commis- 
sion, said data obtained from the northwestern lines showed 
that the state received 1,082 fewer cars in October than in 
September. He averred that 35 to 40 per cent of the grain har- 
vested this year was “on the ground,” and said 3,035 cars would 
be required to get it off the ground. 


“At one town a short time ago,” he said, “there were nine 
cars that came in in the evening. Every telephone receiver along 
the line was down, everybody was listening to hear, if he could, 
anything about cars. Word got around that there were more 
cars in town. The next morning about 6 o’clock there were 100 
trucks lined up. Nine cars were loaded without a bushel ever 
going into the bins. The cars were loaded directly from the 
trucks. .. . The elevators were not relieved. ... Ten thousand 
bushels was hauled back without being loaded.” 


In the discussion of the rule known as CCS-10-Revised, 
Senator Reed suggested that the rule might be made the sub- 
ject of a complaint before the Commission, to obtain an adju- 
dication of what the proper rule should be. If the rule was un- 
reasonable, it was subject to attack, he averred. 


He observed, on the basis of Mr. Clark’s testimony, that in 
the first 43 weeks of this year the railroads moved 440,000 more 
cars of grain than they moved in the first 43 weeks of 1942. 

He said that one thing that might possibly come out of the 
work of the subcommittee on the Langer resolution was the 
giving of priorities “so that the railroads may obtain engines 
and cars.” 

“After we conclude the hearings,” he added, “it may be 
oaagpa that this subcommittee, with the information it col- 
€cts, may be of some service to the railroads in the matter of 
tay some additional critical materials for locomotives and 

Shippers’ Spokesman 


a George H. Shafer, president of the National Association of 
ippers Advisory Boards, in testimony before the subcommit- 

e Nov. 9, reviewed the wartime performance of the railroads 
Be described it _as “truly remarkable,” then expressed the 
Rae. that the railroad equipment situation and the matter of 
i road manpower needs were “immediate and pressing prob- 

ms" that required attention. He said that, while he had no 
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particular criticism to make of the War Production Board, .by 
which steel and other materials were allocated, he often won- 
dered whether or not the board placed first things first. 

“In other words,” he said, “there seems little point in pro- 
ducing materials of war if we do not have sufficient transpor- 
tation facilities to transport the products. It seems obvious to 
me and to the great majority of the shippers throughout the 
country that more steel must be allocated immediately for the 
construction of railroad equipment.” 

On the subject of manpower, he said the Southern Pacific 
had about 13,550 employes in the armed services, the Pennsyl- 
vania, 37,699. This meant that these and other railroads were 
either operating with inexperienced employes or without suffi- 
cient employes, or both, he added. In the face of this situation, 
said he, it was imperative that “the proper governmental 
agencies give some relief in connection with the railroad man- 
power problem.” 

After mentioning the plans of shippers to increase freight 
car efficiency by 10 per cent in the next six months, he said 
every effort would be made by the shippers to use freight cars 
more efficiently than in any other period of the nation’s history. 
He .added: 


Investigate railroad performance? It seems to me we might as well 
investigate the boys that fought on Bataan or investigate MacArthur 
because he has failed to conquer the unspeakable Jap with the pitifully 
small amount of material and men that have been doled out to him in 
the South Pacific. Given equipment, manpower, material and supplies, 
we need have no fear of railroad failures. The shippers and carriers 
will see to that. 


Other Witnesses 


Other witnesses at the Nov. 9 hearing were J. B. Smith, 
of St. Paul, Minn., general superintendent of the Great North- 
ern; C. V. Berglund, of St. Paul, assistant general superintendent 
of transportation of the Northern Pacific; C. L. Simpson, of 
Minneapolis, general superintendent of the Soo Line; J. L. 
Brown, general superintendent of the Milwaukee; William 
McArthur, director of the grain division of the Commodity 
Credit Corporation, and E. F. Geissler, director of the western 
division of the Agricultural Adjustment Administration and 
the War Food Administration. T. F.‘O’Neill, of St. Paul, 
assistant general manager of the Farmers Union Grain Terminal 
Asso¢iation, and Charles E. Nieman, general counsel of that 
association, obtained leave to place in the record of the hearing 
statements setting forth their demands for revision of CCS-10- 
Revised, although Senator Reed, presiding, declared that 
‘whether that rule is reasonable or unreasonable is a matter 
for determination not by this committee.” 

Mr. Smith said that the fact that about one-third of the 
grain cars consigned to Minneapolis for unloading were “going 
through” to southeastern and eastern destinations, to provide 
grain for feed or for conversion to industrial alcohol, constituted 
an unusual situation and one that had made it practically im- 
possible to build up a reserve of empty cars for replenishment 
of the North Dakota grain car supply according to practices of 
previous years. If the cars that had been reconsigned from 
Minneapolis had been unloaded there, as in past years, there 
would be no grain on the ground in the northwest now, he 
declared. 

Mr. Berglund’s testimony as to demands had been made on 
grain car supplies was in general agreement with that offered 
by Mr. Smith. Mr. Berglund said that there had been 300 
blocked elevators on the Northern Pacific on Sept. 23, but 
that on Nov. 4 the number of such elevators on that line was 
down to 79. 

Mr. Simpson observed that a heavy grain-movement out 
of North Dakota had begun last winter and continued into the 
1943 harvest season, because grain stored since 1940 was being 
marketed. In the course of his testimony Mr. Williams made 
the claim that North Dakota was being “short-changed” on 
grain cars. 

“I object to this cheap term Mr. Williams used, that North 
Dakota is being ‘short-changed,’ when there is not a particle 
of gage to support such an allegation as that,” said Senator 
Reed. 

Mr. Brown pointed out, in the course of his testimony, 
that in former years there had been a substantial movement 
of grain by lake carriers from Duluth to Buffalo, N. Y., and 
said that now this grain was moving by rail and that “boats 
out of Duluth are very few.” 

Mr. Arthur discussed arrangements under which the 
Commodity Credit Corporation would sell or lease grain stor- 
age bins to farmers, at rates he regarded as fair. When 
Senator Langer, of North Dakota, author of the considered 
resolution, wanted to know if it was true that there was 
now vacant storage bin capacity of 20,600,000 bushels. Mr. 
McArthur said he imagined that that was correct. Asked why. 
that storage capacity was not used, the witness said he wondered 
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about that himself, and added that the farmers could have 
bought the bins and stored théir grain in them at a cost of 
“around 7 cents a year.” 

Mr. Geissler said a survey made about Nov. 1 had shown 
that there was between one million and one and a half million 
bushels of grain on the ground in North Dakota at that time. 
He read a letter from an A. A. A. field man in North Dakota, 
containing a statement that grain producers had not at any 
time been compelled to pile their grain on the ground because 
of lack of storage facilities. 

Mr. O'Neill, in his statement, called for a “fair share” of 
the grain car supply for cooperative elevators. Mr. Nieman 
asserted that no ruling by the Commission was required to 
bring CCS-10-Revised into existence and that no action by 
that body should be required now to change that rule. He 
said the Commission repeatedly had declined to prescribe any 
regulation on the subject; that the railroads had promulgated 
the rule in the first instance, and that they had the authority 
to revise it. 


Control of Exports and Imports 


Wrist watches, combining a watch movement with a timer 
movement, have been removed from List I of General Imports 
Order M-63 by an amendment announced by the War Produc- 
tion Board, Nov. 11. The action frees these watches from im- 
port controls, according to the W. P. B. 

The War Food Administration and the War Production 
Board have announced that several fats and oils and oil-bearing 
materials produced in other countries will be purchased and 
imported in the future by private interests instead of by a 
government procurement agency. Their use, however, will 
— to be regulated by the Food Distribution Administra- 

ion. 

The fats and oils affected by this change in procurement 
policy are: castor and oiticica oils, both now in satisfactory in- 
ventory positions; cashew shell liquid from Brazil, sesame seed, 
tucum and muru muru cornels and oils, all of small importance; 
glycerine from Argentina and Canada, Oleic acid, stearic acid, 
and corn oil, which'are produced principally in the United 
States. Since July, 1942, all fats and oils imported to the 
United States have been purchased by the Commodity Credit 
Corporation of the W. F. A. 

Although purchases and importation of these specific fats 
and oils now will be handled by private industry, importers 
must obtain exemption under W. P. B.’s general imports order 
M-63 by filing applications on W. P. B. form 1041. No change 
was contemplated in the shipping priority ratings assigned to 
the commodities, the agencies said. 

The Office of Exports of the Office of Economic Warfare, 
Foreign Economic Administration, has issued its current export 
bulletin No. 131, containing information on the following sub- 
jects: (1) general licenses for shipments of limited value 

(GLV); (2) revision of general in transit licenses, and (3) pro- 
— license No. WSP-1 authorizing exportations to Western 
amoa. 


EXPORT FREIGHT 


There were 126,013 cars of export freight, excluding coal 
and grain, handled through United States ports in October, 
compared with 82,539 cars in October last year, or an increase 
of 53 per cent, according to reports just compiled by the Man- 
ager of Port Traffic and made public today by the Association 
of American Railroads. 

Export grain unloaded at the ports in October totaled 2,285 
cars, compared with 2,540 in October, 1942, or a decrease of 
10 per cent. 

In addition, the railroads handled 578 carloads of coastal 
freight in October this year, compared with 882 in the same 
month last year, or a decrease of 34 per cent. 





ABANDONED IMPORTS RULING 


The Department of State has announced that the President 
has issued a proclamation, dated Nov. 4, authorizing the ex- 
tension of the 1-year “general-order”’ period and the 3-year 
“bonded-warehousing” period, at the expiration of which im- 
ported merchandise normally becomes subject to sale by the 
government, as abandoned. Continuing the department said: 


This action was taken with a view to granting relief in numerous 
cases in which invasion by the Axis armies, allied shipping controls, 
or other trade restrictions resulting from the war have prevented or 
delayed the disposition of the merchandise contemplated at the time 
of importation. A number of these cases have been brought to the 
attention of this department by the governments of some of the other 
United Nations. 

The proclamation empowers the Secretary of the Treasury to 
grant l-year extensions of these two periods, upon certification by the 
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Foreign Economic Administration that such action will not mad ra 
the war effort. Such extensions may be granted when either of § 
periods has expired since December 6, 1942, or will expire While T 
proclamation remains in effect, except in cases in which abandon fold ir 
merchandise already has been sold. 4 

Authority, under the proclamation, to make the extensions 
granted only until the termination of the unlimited national emer, 
declared by the President on May 27, 1941, or until proclamation 9 
the President that such extensions are no longer necessary, whichey 
is the earlier, 
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Coal Service Order Suspended Tf 


’ The Commission, division 3, has issued service order yy claimé 
120-G, effective Nov. 6, suspending service order No. 12) , oop 
amended, which prohibited the delivery by the railroads of gy “she 
carload of bituminous coal when the receiver had more thy ae 
10 days’ supply on hand (see Traffic World, Nov. 6). hat 
Solid -Fuels Administrator Ickes announced Noy, 6 thay dec 
anthracite ‘frozen’ on one mine tracks and bituminous qi es i 
“frozen” in transit on railroads had been released. He said thyfiyill it 
the action was taken to expedite the return of coal distributigift end- 
to a normal pattern in view of increased production expecta W. P. 


as miners resume work. Continuing, he said: Govel 
‘ 


Bituminous coal which was ordered held on tracks at the mine pant 
being distributed by specific orders to consumers in critical neg , 
coal. In three production districts, under an emergency regulatiggé!! 
announced yesterday, larger sizes of coal were released for distri otal 
tion to particular areas and uses where the supply is very low, 

The release today covers approximately two million tons of bitumimtruck 
ous coal which was ‘‘frozen’’ in transit on the railroads on Novembimeonst 
2 by order of the Solid Fuels Administration. Some of this coal hil, d | 
already been distributed to consumers upon their certification to § axles 
railroads that they had only ten days’ supply or less on hand, f¥ f tl 
release also covers about 150,000 tons of anthracitte which was ordey ill. 
held on tracks at the mines on October 29. Specific directions by ® 
Solid Fuels Administration have sent some of this coal to consumay ivil 
and areas extremely short of hard coal. 
ons! 


Solid Fuels Administrator Ickes announced, Nov. 9, tjge” 
the remaining emergency controls over the transportation @@?™ 
coal had been abandoned in view of increased production } 
the mines. 


An order issued Nov. 8, he said, revoked the orders whidigrt 
























required bituminous producers to keep tracks at the mingifaci 
filled with loaded cars of coal and also revoked the speciliMenti 
directions to three bituminous producing districts to ship coilMexp: 
on track only to certain destinations and specific uses. proc 


The coal on track freed to move into the normal pattem 
of distribution was estimated by Mr. Ickes’ office to have totals 
about 700,000 tons when it was frozen on October 29. Sing 
then considerable tonnages had been distributed to reliew 
critical coal shortages in various places by specific orders @ 
the Solid Fuels Administration as well as by the temporay 
regulation which affected three districts, it was stated. 
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TUNNEL SERVICE ORDER 


ear 
Because a tunnel cave-in resulting from fire had madeil,,, 
impossible for the Denver & Salt Lake Railway Co, to tag. | 
port coal traffic originating at Craig, Colo., and destined to t# 01 
United States naval ammunition depot at Hastings, Neb., roultl fac 
over the D. & S. L. to Denver, the Commission, division 3, has 
issued service order No. 163, effective Nov. 11, and explliig,., 
Dec. 31, or when the tunnel is reopened, directing rerouting? 0 
the coal. The order directs the D. & S. L. to forward noté 
ceeding ten cars of coal a week, originating and destined 8%, 
aforementioned, by the following route: Over the D. & $l or 
to Orested, Colo.; over the Denver & Rio Grande Wester 
through Dotsero, Colo., thence over routes most available ll : 
expedite the movement of the coal and to prevent congeslifl 
without regard to the routing made by shippers or by calti 
from which the traffic is received, or to the ownership of ¢ 
All rules, regulations, and practices of the carriers with resp 
to car service were suspended and superseded by the _on@ 
only as conflicting with its provisions. Billing covering all (2 
rerouted is to carry a reference to the order as authority ff 
the rerouting. 
The order said that, inasmuch as the routing pursuant! : 
the order was deemed to be due to the disability of the D.! hi 
S. L., the rates applicable to traffic routed pursuant to} r 
terms should be the same as would have applied had the si? 
ments moved via the D. & S. L. to Denver. The affected ¢ 
riers were directed to proceed, in executing the directions” 
the Commission, even though no division agreements wele? 
effect, over the routes prescribed. Divisions should be VOLUN 
tarily agreed on by the carriers, said the order and that, Of ¢ 
failure of the carriers so to agree, the divisions should here 
after be fixed by the Commission. 
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IC Wop 
i not pafTrock Production Increase 
<pire en The War Production Board on Nov. 11 announced a four- 


‘old increase in the 1944 civilian truck production program, and 


hi 
“a implemented this decision by making the program a “must” 





































































> exte € iority ratings equal to aircraft, and high octane gas. 

onal =a th prures released by R. L. Vaniman, director of the W. P. B. 
roclamation 4 utomotive division, showed that total production of all types 
sary, which of commercial trucks under the new program would be stepped 


up from an already authorized 33,852 to 123,492 units. This 
pompared with a normal pre-war yearly production of approxi- 
mately 700,000 vehicles, the W. P. B. said. fe ae: 

It added that “to ensure proportionate deliveries to all 
claimant agencies, both for civilian and military use, all re- 


lee order juirements for trucks have been pooled and, in terms of crit- 
r No. 129 al components, all rear axles, transmissions and engines will 
lroads of g be scheduled from raw materials to completed product.” In 
ad more thy stain instances new or expanded facilities would be provided 

). 19 handle the enlarged production program, it said. 

Nov. 6 tha) “This is a ‘must’ program,” said Mr. Vaniman. ‘The vehi- 
‘uminous ¢qilMjes involved will be produced under a single schedule which 
. He said tyfiwil] include the requirements of all claimant agencies: O. D. T., 
al distributigiftend-Lease, O. E. W., the Maritime Commission, certain 
tion expecaiw. P. B. industry divisions, and commitments to the Canadian 


Government, and in addition, the separate procurement pro- 
ams of the War and Navy Departments and air forces. 

“One agency will undertake the expediting and all claim- 
ants will share equally, according to agreed allotments in the 


at the mine 
critical need ; 












=] tor a otal number of vehicles produced under this program.” 
very low, It was emphasized by the W. P. B. that the over-all 1944 
tons of bitumfatruck production program also included the requirements for 
is On Novemlonstruction and farm machinery, general industrial equipment 
f this coal kilMand other uses which might require the same general type of 
‘ification to Wales, transmissions and engines as trucks. A certain portion 
ch wena f the manufacturing facilities for these critical components 
rections by will be reserved for the production or replacement parts for 
1 to consunggeiVilian use. ; 
The trucks to be produced under the revised program will 
onsist of 92,057 mediums, ranging in gross vehicle weight from 
Nov. 9, #000 to 15,999 pounds; 21,030 light heavies, ranging in weight 
isportation from 16,000 to 24,000 pounds, gross vehicles weight and 10,405 
production | ey, trucks, ranging from 24,001 pounds up, gross vehicle 
weight. 

“Generally speaking,” Vaniman stated, “the output of the 
orders whidlirst six months of 1944 will be limited to presently existing 
at the mini¥fcilities, due to the lead time required. To accomplish the 
‘d_ the Speciientire program it will be necessary to provide a substantial 
S to ship ctilfMexpansion of facilities which will be available for the increased 
> USES. production called for in the second half of 1944.” 
ormal patten —_—__—— 

o have totale . 
ber 29. Si ruck Tire Shortage 
"fie po F Rubber Director Dewey on Nov. 10 issued the fourth prog- 
he temporangg’’ss report of the Office of Rubber Director. The report con- 
stated. tained a statement that, with respect to truck and bus tires, the 
present situation was “extremely serious.” 
“Overloading, and in some cases excessive speed, already 
have taken a heavy toll of these tires,” he said in the report, 
had wal ‘and new tires cannot be produced in sufficient quantities to 
Co, to ti prevent the shortage from becoming worse. The limiting factor 
estined Sil ls not the supply of synthetic rubber, but a shortage of man- 
Neb. route power, rayon cord, and tire building equipment for the manu- 
‘vision 9. his facture of new large-sized tires. 5 ‘ ; 
and expi ig Members of the trucking industry to bridge this gap in 
, rerouting tf domestic transportation and keep their trucks and busses in 
ward not é operation must cooperate as never before. Overloading and 
d destined ameceding, especially on hot pavements, must be eliminated. 
e D. &$ih ee ey carcass that can be saved by recapping must be so 
unde Westemgr“*[,VCG. ; 
; peal The military requirements are tremendous, especially for 
nt congestid arge-sized tires for combat vehicles and airplanes. The produc- 
or by carrié lon of one large bomber tire cancels out the ability to produce 
rship of ¢ several truck tires or up to 30 passenger-car tires.” 
s with resp Up to this time no synthetics were being used in most sizes 
by the on™” highway truck and bus tires that were used in high speed, 
ering all avily loaded service, nor in many truck and bus tires over 
authority fg9.90 in size, nor in airplane tires of the larger size, said the 


lubber director. This was due primarily to a shortage of rayon 


¢ pursuant | eed, “necessary in combination with synthetics for such tires,” 
y of the D. Ape He stated that expansion of production capacity of 
irsuant to I@Msh-tenacity rayon and cotton tire cords was under way, but 


had the shipggttat the full program for rayon cord facilities would not come 
7 affected cane nto operation for almost a year. The report included the fol- 

directions @Wing information about tire retreading: 
nents were } Th E 
uld be voll like me reclaiming and recapping parts of the rubber industry have 
and that, ¢ “+ Nn outstanding job of expansion and production to meet the emer- 
should hetlto avi Camelback (the formed, compounded rubber tread stock) used 
read tires, is still bridging the gap in tire production. Recapping 
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material is now available in greater quantity than ever before. ... 
There is no excuse for a good tire carcass being ruined by driving it 
to the point where fabric shows and recapping is no longer fully effec- 
tive. . ... Recapping must continue to carry a large proportion of the 
country’s transportation system through the serious period ahead. 

At the close of 1943, there will have been distributed approximately 
167,000,000 pounds of camelback for the recapping of passenger car 
tires and 59,000,000 pounds of camelback for truck, bus and army tires. 
This compares with a total of approximately 105,000,000 pounds of all 
types of camelback distributed in 1942. 

Conservation measures have been relaxed in too many localities. 
Speeds must be held to 35 miles per hour. . .. Bruising and rough 
driving at high speed must be eliminated. ... 

Truck tire rationing is based on the use of the vehicle rather than 
on mileage. Tires are issued only to those vehicles used for purposes 
essential to the war effort or essential to the health and safety of the 
public. Vehicles not essential to the war effort, public health or safety 
are classed as List B and may secure certificates for recapping only. 
Formerly List B vehicles had to be deemed essential to the community 
before they were permitted recapping, but in the interest of keeping 
tires on such vehicles from being worn beyond repair all commercial 
vehicles are now permitted a certificate for recapping. It is anticipated 
that the supply of truck type camelback will shortly be adequate to 
permit the elimination of these certificates. 


Long tons of crude and synthetic rubbers actually used in 
the first three-quarters of 1943 and estimates of requirements 
for the last quarter of 1943 and for the year 1944 were set forth 
in a tabulation in the report. In that table, the estimated total 
for 1943 was 531,000 tons, including 73,500 tons for exports and 
33,100 tons for Canada, leaving 424,400 tons as the total re- 
quired for the United States this year. The latter figure com- 
prised the following: Military, 268,400 tons; truck and busses, 
81,400 tons; passenger size tires, 78,000 tons, and other indirect 
military and civilian uses, 32,100. 

Estimated requirements for 1944 were tabulated as follows: 
Military, 390,000 tons; trucks and busses, 145,000 tons; passen- 
ger size tires, 184,000 tons; other indirect military and civilian, 
38,000 tons; total for United States, 757,000 tons; exports, 146,- 
000 tons; Canada, 50,000 tons; grand total, 953,000 tons. 

The report contained the following observation about tire 
production: 


The goal which the rubber director has set for the rubber industry 
is a minimum of 30,000,000 synthetic tires in 1944. Compared with the 
normal peacetime use of over 50,000,000 tires annually in this country, 
30,000,000 tires may seem like a comfortable supply. But it must be 
remembered that this country has been on a starvation diet, as far as 
new tires are concerned. . . . By the end of this year a total of only 
17,200,000 tires of all kinds—new, used and reclaimed—equivalent in 
wear to approximately 12,000,000 new tires, will have been distributed. 
In 1942 only 4,700,000 tires were distributed. ... 

The next six to nine months will be the most serious. Inventories 
of tires built up in peacetime have now been drawn down to an irre- 
ducible minimum. To keep their industry in operation, the truck and 
bus operators must cooperate as never before. . . . Every car owner 
must redouble his efforts at conservation. . . . Only in that way will 
there be enough tires for essential civilian transportation and the mini- 
mum requirements of modern warfare. 


A warning that “a breakdown in our home-front transpor- 
tation system, vital to our war effort, is certain,” unless “ade- 
quate steps are taken by car and truck users to prevent it,” 
is contained in a statement by the executive committee of the 
tire division, Rubber Manufacturers’ Association. It says the 
“only solution is to take care of present tires and to recap as 
soon as they are worn smooth or the carcass damaged.” Despite 
the general success of the synthetic rubber program, it says, 
very few synthetic rubber truck and bus tires are being made, 
and there is ‘frank admission” that synthetic truck and bus 
tires now being built ‘will not take the abuse that the natural 
rubber tire would take.” 

The statement contains the following “special conserva- 
= plea to operators, garage men and drivers of trucks and 

usses”’: 


Your tires, every one of them, must be recapped the minute the 
tread wears smooth, before any damage is done to the carcass. 

You must take care of the carcass, so that you can have it re- 
capped not once, but two or three times. 

Stick to rated loads so as to conserve tires, to cut operating costs, 
to reduce mechanical wear and tear on your equipment. This is the 
most important rule of all. 

Avoid hitting holes in the road or bruising your tires on curbs or 
stones. Don’t start or stop suddenly. Slow down for sharp corners. 

Keep tires properly inflated at all times. Know what the proper 
inflation point is for your tires on your work—then be sure of regular 
checking. 

See that your wheels and axles are in line. 

Stay within 35 miles an hour, especially on hot roads. 


TRUCK TRAILER PROGRAM 
In a voluntary effort to assist the scheduling of critical 
materials and facilities for the programming of the truck trailer 
manufacturing quota for 1944, the truck trailer industry ad- 
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visory committee has unanimously offered immediately to sub- 
mit detailed critical component requirements for each unit 
assigned to individual participant firms, says the War. Produc- 
tion Board. 

This action followed an explanation of the procedure 
adopted by the automotive division of the W. P. B. in scheduling 
the 1944 truck program for all claimant agencies. 

Members of the truck trailer committee expressed them- 
selves as convinced that the submission of this data would 
aid materially in proper and speedy scheduling of the com- 
ponent parts and new facilities envisioned by the W. P. B. as 
necessary for the fulfillment of the two 1944 vehicle programs. 


AUTOMOTIVE EQUIPMENT 


The War Production Board has tightened regulations con- 
trolling the production and distribution of automotive main- 
tenance equipment through an amendment to Limitation Order 
L-270. Permissive production of a long list of maintenance 
equipment will be increased while at the same time distribu- 
tion of these items will be more closely controlled regardless 
of how they are to be used. Under the terms of the new order 
manufacturers can make delivery of these items only on ratings 
assigned by specified forms as set forth in the order. 


BREWERS AND TRANSPORTATION 


A voluntary program to reduce by at least 10 per cent rail 
transportation required by the brewing industry in 1944 had 
been presented by the brewing industry advisory committee 
of the War Food Administration, said the administration, 
Nov. 10, adding: 


The 10 per cent saving would be achieved by following these pro- 
visions of the program which a special task committee of the industry 
has outlined: limiting shipments of beer to domestic markets in Cali- 
fornia, Oregon, and Washington from eastern states to 75 per cent of 
what was shipped in 1942; using inland waterways to the maximum; 
avoiding overly circuitous routing whenever possible; placing additional 
emphasis on practices which have already yielded substantial savings, 
such as maximum loading of all cars and quickest possible loading and 
unloading at brewery and wholesaler destinations. 

Industry representatives stated that 90 per cent of the railroad cars 
used by brewers in shipping beer are refrigerator cars and most of 
these shipments originate in the Midwest. These refrigerator cars are 
loaded with fruit and vegetable produce in California, Oregon, and 
Washington, as well as Arizona, Texas, and Florida, and consigned to 
midwest and eastern points. Brewers are furnishing return loads. 

Empty bottles now move to the Pacific Coast to permit the packing 
of beer there for export use. Industry members pointed out that the 
substitution of a haul of filled bottles from midwest points would reduce 
westbound car movements. — 


FRUIT AND VEGETABLE ORDER 


Homer C. King, director of the Commission’s Bureau of 
Service, has issued special permit No. 1, effective Nov. 5, under 
service order No. 70-A, which placed the holding of carload 
shipments of perishables for diversion, reconsignment, or dis- 
position orders under a permit system. Permit No. 1 authorizes 
any common carrier by railroad to disregard entirely the 
provisions of the service order subject to rules S-12 (Items 
Nos. 8180 through 8330) and S-13 (Item No. 8335) of Agent 
W. S. Curlett’s I. C. C. No. A-788, Lighterage and Terminal 
Regulations in New York Harbor and Vicinity, supplements 
thereto and reissues thereof. 


N. Y. Shippers’ Conference 


The Shippers’ Conference of Greater New York, at a meet- 
ing held November 10, adopted a resolution instructing its spe- 
cial committee on terminal allowances, W. A. Moore, chairman, 
to appear at congressional hearings to voice the sentiment of 
the conference in favor of bills intended to require that line- 
haul freight rates cover the pick-up of cars at points of loading 
and delivery of them to points of unloading. The bills, H. R. 
3554 and S. 1492, are intended to obviate the danger seen by 
shippers in Commission decisions in Ex Parte 104, Part II, 
that spotting charges will be introduced. 

Another resolution adopted at the meeting instructed H. M. 
Frazer to appear for the conference at O. D. T. conferences on 
merchandise car services and through routes. 

P. G. Kraemer, chairman of the general rate committee, 
said committee had under consideration new proposals to estab- 
lish a truck detention rule similar to one against which the 
conference objected some time ago. He also spoke about a 
proposal of the railroads to restrict or abolish the lighterage 
of hides because of the refusal of terminal labor to handle 
them. He characterized the proposal as “another attempt by 
the carriers to eliminate the handling of what they consider 
undesirable freight,” and said that if they were successful, the 
attempts would be made to restrict the handling of other “dis- 
agreeable freight.” 

Otto Olsen reported on proposals of the transcontinental 







TRAFFIC Wop} 


railroads to restrict the application of westbound export paps 
He called attention to the postponement of the hearings jn 4 
investigation, Docket 29006, and said there was prospect of » 
agreement on the subject among the railroads and the Wx 
Navy and Agriculture departments, and the federal gover 
ment procurement agencies. 


MACHINERY SERVICE ORDER 
Movement of ten carloads of machinery under service gy, 
No. 96, and of 15 carloads of machinery under service oni 
No. 96-A, permitting rerouting of the cars from Newport News 
Va., to the Grand Coules Power Plant, Odair, Wash., hayj 
been completed, the Commission, division 3, by service order 
No. 96-B has vacated the two earlier service orders, 


FOOD DISTRIBUTION COSTS 


A report on food distribution methods and costs has bea 
submitted to Congress by the Federal Trade Commission, Ty 
report shows the sales dollar by commodities and the varigg 
cost components in that dollar by percentages, including trans 
portation costs. The commission said the report had not 
printed and therefore was not available for distribution, 











ILL.-IND. WASHOUT SERVICE ORDER 


The Commission, division 3, by service order No. 1384 
has cancelled service order No. 138, which had directed ». 
routing of freight traffic routed over the New York Central lp 
tween St. Francisville, Ill., and Vincennes, Ind., due to a trak 
washout caused by flood conditions in July (see Traffic Work 
July 31, p. 369). 


RAIL PASSENGER STATISTICS 


Passenger revenues of Class I steam railroads, exclusiy 
of switching and terminal companies, totaled $101,400,372 i 
coaches and $49,846,280 in parlor and sleeping cars for Jul 
1943, as against $50,615,007 and $36,697,197, respectively, fy 
July, 1942, increases of 100.3 and 35.8 per cent, according to; 
compilation by the Commission’s Bureau of Transport Eu 
nomics and Statistics of passenger traffic statistics, other thy 
commutation, statement M-250. 

Revenue passengers carried for July, 1943, totaled 53,533. 
834 in coaches and 4,869,513 in parlor and sleeping cars, » 
against 32,636,798 and 3,974,139, respectively, for July, 1942. 

For the seven months ended with July, 1943, passenger 
revenues amounted to $543,509,459 in coaches and $329,067,84 
in parlor and sleeping cars, as compared with $240,129,934 ani 
$214,431,215, respectively, for the like period of 1942, increasy 
of 126.3 and 53.5 per cent. 

Revenue passengers carried for the seven months endei 
with July, 1943, total 288,851,520 in coaches and 32,956,944 in 
parlor and sleeping cars, as compared with 165,861,393 ani 
23,359,487, respectively, for the same period of 1942, increass 
of 74.2 and 41.1 per cent. 






















WESTERN PASSENGER RESERVATIONS 


Effective November 15, western railroads will limit at 
vance passenger reservations to the month in which they at 
made and the following month. H. W. Siddall, chairman of th 
Transcontinental and Western Passenger Associations, & 
plained that under the new ruling, reservations may be 
in November for any time in that month and in Decembe, 
that on December 1 and thereafter in December reservatio 
will be limited to December and January, etc. 

The action of the western railroads placed nationwide lim 
itations on advance reservations, he said, but he pointed oll 
that those limitations were not so stringent in the west asl 
the east, where advance reservations were limited to 30 days 
Greater liberality in the west was justified, he said, becal 
“where distances are longer, travelers, of necessity, plan long? 
trips and, therefore, make train and hotel reservations farthe 
in advance.” He said, however, the new rule was experiment 
and that ‘changes and adjustments may be found necessaly: 

In his announcement of the new rule, Mr. Siddall made# 
plea for prompt cancellation of unneeded reservations. “with 
travel on railroads at an all-time high and further increas 
expected, it is essential that no space be wasted,” said he. 


EFFICIENCY AWARD FOR RAILROADS? 


A suggestion that to the Association of American Railroats 
be awarded the army and navy emblems for efficiency in W 
production may be considered at the annual meeting 0 
National Industrial Traffic League at Chicago, Ill., Nov. 18 
according to E. F. Lacey, executive secretary. The suggest®® 
came from H. G. Huhn, general traffic manager, Libbey-Owe® 
Ford Glass Co., Toledo, O. In a letter to Mr. Lacey Mr. Hi “ 
said the railroads had done a splendid job and that it seem: 
to him they were, as a group, entitled to the army-navy 
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. 
export rill Railroads in War 
Arings in { ‘ ing done by America’s Military Railway Service 
‘ospect of The job being Cone by 
nd th overseas “is contributing in large measure to the great gains 
etal © Wa that have been and are being made by the Allied forces,” 
set. Major General Charles P. Gross, chief of the Army Transporta- 
ns Corps, who has just returned from a 45,000-mile tour of 
some of the fighting fronts, declared Nov. 10 in a round-table 
: discussion over the Mutual Broadcasting System. 
SerVICE Onde “For instance,” General Gross said, “our railroaders in- 
ti ory creased the capacity of the French railroads in North Africa 
jah, aa by some 70 per cent.» They advanced with the troops in the 
*) ine 


invasion of Sicily, and are now in Italy restoring rail operations 
behind our front lines from Naples and Salerno. In the Persian 
Gulf Corridor, they increased railway capacity from practically 
nothing to some 130,000 tons a month, thereby getting to Russia 
half of the supplies which are covered in the protocal agree- 
ment for that route.” : 

Although railroading in the fighting zones was very diffi- 
cult, General Gross commented, “our men are tackling it with 
ingenuity, courage and determination.” 

“Some notable feats of valor,” he added, “have been per- 
formed in this war by our railroaders in getting to the front 
the men and supplies which must reach there if our armies are 
to be victorious.” ‘ 

Pointing out that our railroads were also meeting military 
demands at home, General Gross said that “they are doing far 
better than they did in the first world war in spite of the fact 
that military requirements for transportation in this war are 
much greater.” 

Troop movements, according to General Gross, account for 
about 20 per cent of the total passenger-miles of the American 
railroads. So far in this war, he reported, the railroads in this 
country had carried about three and a half times as many 
troops in special trains and special cars as they handled in 
similar movements in the entire 19 months the United States 
was in the last war. 

On the freight side, General Gross disclosed, the railroads 
had hauled more than five times as much army freight and ex- 
press as they did in the last war, and were now moving more 
than nine-tenths of all army freight tonnage. 

Joseph B. Eastman, director of the Office of Defense Trans- 
portation, declared that the railroads were doing a “superlative” 
job in taking care of civilian needs. 

Predicting a bigger and tougher job for the railroads in the 
coming months, Mr. Eastman expressed the opinion that the 
railroads would be able to handle the heavier load ‘provided 
they can get the equipment and the men they need, and provided 
even more efficiency can be gotten out of the railroad plant.” 

“This,” he maintained, “will require the utmost effort and 
cooperation on the part of all who have anything to do with 
transportation.” 

“Tt will mean,” ‘he continued, ‘‘that there must be a tighten- 
ing up on transportation all along the line. To see that this is 
done, interested shippers, the railroads and the government 
agencies concerned have organized a war transportation effi- 
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ae ; ciency committee. This committee will carry on a campaign to 
ill limit a increase equipment utilization by another 10 per cent.” 

‘ich they art The general public, Mr. Eastman said, could help the trans- 
‘irman of te portation situation and avoid “rationing” of travel by refrain- 
nei ing from taking unnecessary trips and by adjusting their travel 
nay eae habits to war necessities. 





Urging the public to cooperate with the transportation 
ener over Christmas and New Year’s, Mr. Eastman ex- 
plained: 

“There will be no letup in war traffic over the holidays. 
Troops and war materials will continue to be moved, and peo- 
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tionwide lin 
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. Pg pe ple will have to travel on war business. Then, too, thousands 
aid. becail of servicemen and women will be going home for the holidays, 





and we want to do everything possible to accommodate them.” 
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plan ee John J. Pelley, president of the Association of American 
experimental Railroads, stated that although it took all forms of transporta- 

d necessary. tion to wage a modern war, “by far the biggest part of the job, 

ddall made a the most essential part, is that done by the railroads.” 

tions. “With In normal times,” Mr. Pelley said, “the railroads carry 

her increas’ about 60 per cent of America’s commercial freight and passen- 
said he. ger traffic. Today, they are handling more than 70 per cent of 





the total freight and passenger business of the country.” 
Declaring that the load that had been placed on the rail- 

















DS? oo since the war began had grown to tremendous size, Mr. 
an Raia elley said: 

iency in wil During the first ten months of 1943, the railroads performed ap- 
seting of Ee numately 608 billion ton-miles and about 72 billion passenger-miles 
., Nov. tue sPortation service. In other words, railroad freight business 
he suggestiolly j, ae that period was two and one-fourth times as much as it was 
ibbey-OwelS i ang € corresponding period of 1939, the year war broke out in Europe, 
Mr. Hub railroad Passenger traffic was nearly four times as much. 

a it seems It is now apparent that during the entire year of 1943, the railroads 

" 





ny-navy 
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will carry more freight and passenger business than they did in 1918, 
the peak year of the First World War, plus the whole year of 1939. 


In doing their part of the war job, Mr. Pelley concluded, 
the railroads each day carried approximately two and a half 
million people an average distance of more than 150 miles, and 
hauled approximately four million tons of freight an average 
distance of more than 500 miles. 


RAIL MEN TO INDIA 


Col. J. A. Appleton, who was formerly general manager of 
the New York zone of the Pennsylvania Railroad and is now in 
the United States army, and R. J. M. Inglis, who is divisional 
manager of the London & North Eastern Railway Co., will 
shortly pay a visit of a few months’ duration to India, at the 
invitation of the government of India, in order to place their 
experience and advice at the disposal of the Indian Railway 
Administration, it has been announced by the Foreign Economic 
Administration. The United States army, at the request of the 
Foreign Economic Administration, has agreed to assign Colonel 
Appleton, and the London & North Eastern Railway Co. has 
agreed to release Mr. Inglis for this purpose. 


ARMY SAVES TRANSPORTATION 


“More than $6,600,000 of taxpayers’ money has been saved 
and approximately 22,000 freight cars made available for other 
uses in the past ten months through careful planning and the 
increased amounts of fighting equipment available for troop 
= in the United States,” says the War Department, 
adding: 


When a regiment or a division was transferred from one army post 
to another, it was formerly the custom to transfer its vehicles and 
trucks along with its other equipment to the new station. By working 
out a plan with the army ground forces through which advance knowl- 
edge was obtained of contemplated troop movements, the Field Service 
Division of the Ordnance Department, Army Service Forces, ascer- 
tained if there would be sufficient equipment available at the new sta- 
tion so that the troops would not have to take their vehicular equip- 
ment with them. In almost every instance in the past ten months 
this was found to be the case. As a result, 22,000 fewer freight cars 
were required for troop movement—a saving of approximately $6,500,000. 

At first the reserve supply of equipment was small. As the plan 
got into operation and troops were transported to new stations without 
their vehicles, the stockpile grew like a snowball, and it is becoming 
increasingly possible to save money and release freight cars for other 
uses. Originally only motor vehicles were involved but now this is 
being expanded to weapons which are available at the new post. 

Ordnance Field Service Depots were placed strategically all over 
the United States not only to supply the necessary equipment to ports 
of embarkation but to serve the army posts and camps as well. 

There is a great deal of shifting of troops because of the many 
stages of training which they go through. By ascertaining these troop 
movements and their relation to the Army Ordnance supply points, 
a great deal of economy in transportation has been the result. 





Army News Service 


A news and photo service for business papers and farm 
publications has been established by the Bureau of Public 
Relations of the War Department. The news service is made 
available twice a month in “Army News” which consists of a 
series of mimeographed “stories” on army activities thought 
to be of interest to business and trade publications. 

“Authoritative, up-to-the-minute information about army 
‘activities in the particular fields covered by your publication 
is now available,” says Lt. Col. Douglas Parmentier, chief, 
publications branch, in a letter to editors, adding: 


It is in the form of regular, twice-monthly releases issued under the 
title of Army News by the publications branch of the War Department 
Bureau of Public Relations. A list of especially selected photographs 
suitable for publication accompanies each issue. Prints of photographs 
you may wish to have will be forwarded to you on request. In addi- 
tion, spot releases pertaining to developments of interest to your 
readers will be sent you as they occur. 

The above mentioned material will highlight those phases of 
army activities, equipment, methods, training and utilization of manu- 
factured products that are of interest to business executives and key 
employes. In addition to the information which you will receive as 
being specifically applicable to the fields covered by your publication, 
a list of other articles released as part of each issue of Army News 
will be sent you so that you may request any of these that you desire. 


WAR USES FOR ACME STEEL STRAP 


The current issue of Acme Process News, house organ of 
the Acme Steel Company, describes a number of unusual war- 
time uses for steel strapping. One of these is for binding bundles 
of willow branches for bayonet practice dummies. Another is 
the use of steel strap for making wooden culverts. In the pack- 
ing of war materials the magazine shows the packaging of six- 
ton trucks, gas bombs and shower stalls, all with steel straps. 
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Traffie Law and Procedure 
Thirtieth of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson—Tarif A 


Publication and Construction 


Among the most important reforms brought about by the 

interstate commerce act and its amendments have been 
the compulsory publication of the carriers’ rates, fares, and 
charges, and the compulsory adherence of carriers to their pub- 
lished tariffs and schedules. Only in this way may shippers 
know with certainty what they must pay for transportation 
services and the conditions under which those services are per- 
formed. Publication enables them also to know with assurance 
the rates and charges paid for similar services by their compe- 
titors. Prior to the passage of the interstate commerce act, the 
rates of railroads were often shrouded in fogs of uncertainty 
and mists of obscurity that only the favored could penetrate. 

The interstate commerce act, as amended, provides that 
every common carrier subject to it must file with the Commis- 
sion, print, and keep open for public inspection the schedules 
or tariffs showing all rates, fares and charges for transportation 
services between points on its own routes and between points 
on its own lines and points on the lines of other carriers.’ 

This obligation is binding on carriers by railroad, pipe 
line, water, and highway, and on auxiliary carriers and freight 
forwarders subject to parts I, II, III, and IV of the act. The 
rates, fares, and charges applied to transportation by the various 
types of carriers and freight forwards, together with the rules 
and regulations, must be published as joint or separately estab- 
lished rates, fares, or charges of common or contract carriers, 
as provided for in the act and the Commission’s regulations. 

The tariffs or schedules of common carriers must contain 
the following information: 


1. The places, points, groups, or territories between which freight 
or passengers are carried. 


2. The freight classification governing the tariffs. 

3. The charges for terminal services, storage and icing, and other 
charges required to be published by the Commission, stated separately 
from the line-haul or general transportation charges. 

4. The privileges or facilities granted or allowed by the carriers. 

5. “‘Any- rules or regulations which in anywise change, affect, or 
determine any part or the aggregate of such aforseaid rates, fares, and 


charges, or the value of the services rendered to the passenger, ship- 
per or consignee.’’? 


The act provides that the tariffs must be plainly printed 
in large type so that they can be conveniently read. It is also 
provided that copies of the tariff schedules must be kept posted 
in two public and conspicuous places in every station, depot, or 
office where passengers or freight are received for transporta- 
tion. The tariffs must be kept in such form that they may be 
accessible to the public and may be conveniently inspected. 

The provisions respecting the publishing, posting, and filing 
of tariff schedules apply to all traffic moving via all carriers 
subject to the act, and to the transportation of all goods and 
persons, and all facilities in interstate commerce of carriers sub- 
ject to the act. 

In numerous cases the Commission and the federal courts 
have held the tariff sections of the act to be applicable to the 
following types of common carriers in interstate commerce: 


(1) Railroads; (2) express companies; (3) sleeping car companies; 
(4) pipe line companies; (5) water lines, under common control, man- 
agement or arrangement for continuous carriage or shipment with 
railroad common carriers; (6) ferries; (7) common carrier tap lines; 
(8) terminal railroads and belt line railways; (9) stock yards operating 
railroad facilities; (10) motor common carriers—truck and bus; (11) 
water common carriers, and (12) freight forwarding companies.? 


Corresponding regulations with respect to the schedules of 


1Interstate Commerce Act, Part I, Section 6, (1); Part II, Section 
217, (a), and 218, (a); Part III, Section 306, (a) and (e); and Part IV, 
Section 405, (a). 

“Ibid, Part I, Section 6, (1). 

*For representative decisions holding carriers of various types sub- 
ject to tariff publication and filing requirements; see: Central Y. P. 
Assn. vs. U. S. and P. R. Co., et al., (10 I. C. C. 193), 1904; In the 
Matter of Pipe Lines, (24 I. C. C. 1), 1912; Memphis F. B. et al., vs. 
Adams Ex. Co. et al., (24 I. C. C. 380), 1912; New York-New Jersey 
Ferry Fares, (37 I. C. C. 103), 1915; Ocean S. S. Co. of Savannah, 
(37 T.:C. €, 422), 1915; P. and O. S: S. Co., (97 I. C. C. 432), 1915; 
Calif. Canneries Co. vs. S. P. Co., et al., (51 I. C. C. 500), 1918; Acme 
Fast Freight, Inc., et al., (17 M. C. C. 549), 1939; and Eastbound 
Intercoastal Lumber II, (246 I. C. C. 107), 1941. Important U. S. 
Supreme Court decisions include: Adams Ex. Co. vs. U. S., (212 U. S. 
522), 1908; U. S. ete., vs. Union Stock Yard and Transit Co., (226 
U. S. 286), 1912; The Pipe Line Cases, (234 U. S. 548), 1914; and U. S. 
and I. C. C. vs. American Ry. Ex. Co. et al., (265 U. S. 425), 1924). 
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minimum rates of contract carriers are applicable to contrag oi 
carrier motor truck and bus carriers and contract carriers by 

water. 
Concurrence in Joint Tariffs 

The act requires that the names of the carriers parties j) led 

joint tariffs must be specified in the tariff. Each of the carrie the 

parties to joint.tariffs—other than the carriers filing the tari; 2" 

—must file with the Commission evidence of concurrence y — P¥ 

acceptance of the tariffs as required or approved by the Con, @ 22 

mission. the 

When evidence of concurrence or acceptance of the tariff fro 

is filed with the Commission, it is not necessary for the ep. aul 
curring carriers to file copies of the tariffs in which they ap 
named as parties. The tariffs in such cases, are filed with th 

Commission by the issuing carriers.‘ ‘ 

Changes in Tariffs mi 

The interstate commerce act generally forbids changes jy mi 

the individual or joint rates, fares, or charges that have been a 

filed with the Commission by common carriers in compliance C 

with the requirements of the act, except upon thirty days notice , 

to the Commission and to the public. The notices, whether 4 ® 

to new tariffs or supplements, must show plainly the proposed rr 

changes and the time at which they are to go into effect. C 


The changes must be made by printing and filing new schei. 
ules or indicated on the schedules in force, and they must 
kept open to public inspection. 

The act permits the Commission, in its discretion and for 
good cause shown, to allow changes in the tariffs to be mak 
on what is known as “short notice’”—that is, notice of les 
than the period of thirty days provided by the act. The Com 
mission is also permitted to modify the requirements of the tarifi 
publishing section of the act with respect to the posting, filing 
and publishing of tariffs, either in particular instances or bya 
general order, “applicable to special or particular circumstances 
or conditions.” The Commission, on occasion, permits tariff 
changes to be made on 20, or 10, or 5, or even on one day’ 
notice.® 


Simplification of Tariffs 


The Commission is authorized by the act to make rules ani 
regulations for the simplification of tariff schedules and to per- 
mit the filing of amendments or changes in rates, fares, charges, 
or classifications without filing complete schedules covering the 
items not changed, if, in the judgment of the Commission, this 
is not inconsistent with the public interest.® 

Decisions of the Commission have favored and urged steps 
by the carriers looking to the simplification of tariffs and estab- 
lishment of uniformity in them.’ Single consolidated tariffs gov- 
erning the transportation of certain kinds of freight, such 4 
perishable freight, have been found desirable by the Commission 
because of simplicity, convenience, and utility. Consolidated 
tariffs tend to reduce the number of publications, facilitate the 
finding of rates, and eliminate discrimination between commul: 
ties and commodities.* 


Tariffs as Prerequisites to Carrier Operation 


Amplifying these requirements, the amended _interstale 
commerce act stipulates that no carrier shall ‘engage or par 
ticipate in the transportation of passengers or property” in inte 
state commerce unless its rates, fares, and charges are properly 
published, posted, and filed with the Commission.’ ; 

The publication, posting, and filing of tariff schedules, as d- 
rected by the act, is a prerequisite to operation. The Comms 
sion held in The Car Peddling Case, that the willful failure t0 








4Interstate Commerce Act, Part I, Section 6, (3); Part II, Sectlom 
217, (c) and 218, (a); Part III, Section 306, (d), and (e); and Part NV, 
Section 405, (d). 

5Tbid. 

‘Ibid. Part I, Section 6, (3); Part II, Section 217, (c), and 218, (a); 
and Part III, Section 306, (d) and (e). 

‘Virginia I. C. and C. Co. et al., vs. Director General, S. R. &: 
et al., (53 I. C. C. 583), 1919; Butter, Eggs, Dairy Products and Poultry, 
(96 I. C. C. 19), 1925; National Assn. U. F. Mfgrs. vs. A. A. R. @ 
et al., (98 I. C. C. 501), 1925; Brick and Clay Products in the South 
(88 I. C. C. 543), 1924, and (113 I. C. C. 380), 1926. 

8Perishable Freight Investigation, (56 I. C. C. 449), 1920; and Woo 
Rate Investigation, 1923, (91 I. C. C. 235), 1924. 

*Interstate Commerce Act, Part I, Section 6, (7); Part II, Sections 
217, (d) and 218, (a); Part ITI, Section 305, (d) and (e); Part Ny 
Section 405, (e). 
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ublish and file rates was a misdemeanor.” The act also makes 
pe offense for an interstate carrier to transport traffic without 
having filed a tariff governing the transportation services per- 
formed." The Supreme Court, in Southern R. Co. vs. Reid, 
held also that carriers were not permitted to transport passen- 
gers or property unless the rates were duly filed.” These regu- 
lations include all forms of terminal, special, and other services 
or allowances of the carriers, as well as the station-to-station 
or line-haul rates.” 











Form of Tariffs 


The lack of uniformity and method of tariff preparation 
led to amendment of the act so as to give the Commission au- 
thority to control the form in which tariffs must be published. 
The act now gives the Commission the power to determine and 
prescribe the form in which the carriers’ tariffs shall be pre- 
pared and arranged.“ The U. S. Supreme Court has held that 
the Commission may, moreover, change the form of the tariffs 
from time to time as found expedient in the exercise of its 
authority and discretion.” 


Publication of Car Service Rules and Regulations 


The interstate commerce act authorizes the Commission to 
require all railroad carriers subject to it to file with the Com- 
mission their car service rules and regulations. The Commission 
may, in its discretion, direct that the carriers’ car service rules 
and regulations be incorporated in their tariffs containing rates, 
fares, and charges.” Such publications have been held by the 
Commission to be subject to all the regulations of the interstate 
commerce act and of the Commission with respect to the publi- 
cation, posting, and filing of tariffs, if so published and filed. 
In Fairmont and Cleveland Coal Co. vs. B. and O. R. Co., the 
Commission said: 




























We have not required that car service rules be filed as tariff sched- 
ules. We will not in this proceeding direct that the rules which we 
herein find to be reasonable be so filed. We shall expect, however, that 
defendants will promptly amend their car service rules so as to con- 


form with our findings and evidence same by filing copies thereof 
with us.?" 
















Filing of Classifications 


It should be noted, also, that the act requires that carriers 
establish, observe, and enforce just and reasonable classifica- 
tions of freight. Every unjust and unreasonable classification 
is specifically prohibited and declared to be unlawful.” 


Departures From Published Tariffs or Schedules 


The act provides, in part, that no carrier shall charge, de- 
mand, collect, or receive a greater, less, or different compensa- 
tion for the transportation of freight or passengers, or for any 
service connected with the transportation of passengers or prop- 
erty, than the rates, fares, or charges specified in the tariff 
schedules filed and in effect at the time. In other words, the 
carriers may not depart from their duly filed tariffs or sched- 
ules on any pretext or for any reason.” 

The Commission has held that carriers, moreover, may not 
refund or remit, in any manner or by any device, any portion 
of the rates, fares, or charges published in the tariffs. Neither 
may the carriers extend to any shipper or person any privileges 
or facilities in the transportation of persons or freight except 


a ees or facilities as are specifically set forth in the 
s. 
























Interpretation of Tariffs 


The Commission has held that tariffs are to be construed 
ged to their terms. The intentions of the framers of the 
ariffs are not controlling; but, rather, what has been provided 














“The Car Peddling Case, (45 I. C. C. 494), 1917. 


“Maxwell vs. W. F. and N. R. Co. et al., (20 I. C. C. 197), 1911 
#(222 U. S. 424), 1912. Vee ; 


*Bannon vs. S. P. Co., 
R. Co. et al. 






(13 I. C. C. 516), 1908; Voorhees vs. A. C. L. 
Di al, (16 I. C. C. 42), 1909; Schule, P. G. J. Co., Ine., vs. 
oe General, Agent, (63 I. C. C. 129), 1921; Humphreys Co. vs. 
rector General, Agent, (96 I. C. C. 317), 1925; and Stein Potato Co. 
vs. N. P. R. Co., (144 1. C. C. 123), 1928. 
“Part I,-Section 6, (6). 


g “I. C. C. vs. C. N. O. and T. P. (167 U. S. 479), 1897; A. T. and 


F. R. Co. vs. U. S. (232 U. S. 199), 1914; and N. S. R. Co. vs. Chat- 
man, (244 U. S. 276), 1917. 


*Part I, Section 1, (13). 

1062 I. C. C, 269), 1921. 
‘ Part I, Section 1, (6); Part II, Section 216, (a) and (b); Part III, 
-— 305, (a); and Part IV, Section 404, (a). 
a Tbid, Part I, Section 6, (7); Part II, Section 217, (b) and (d), and 
my roe Part III, Section 306, (c), (d), and (e); and Part IV, Section 
oar: F. M, Corp. et al., vs. A. T. and S. F. R. Co. et al., 
Gee C. C. 5), 1928; Spier and Co. Inc. vs. A. and W. P. R. Co., et al., 

ee, 559), 1927; and (151 I. C. C. 705), 1929. 
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in the tariffs is controlling.” Shippers are not required to look 
beyond the face of a tariff.” If there is ambiguity in tariffs, 
they should be construed against the framer.”¥ Reasonable 
doubts are to be construed favorably to shippers.” 

The federal courts have held the construction of a tariff to 
be a question of law. In Great Northern R. Co. vs. Merchants’ 
Elevator Co., the U. S. Supreme Court held that the construc- 
tion of a carrier’s tariff was a question of law that did not differ 
in character from the questions presented when the construction 
of any other document was in dispute.” In this case, Justice 
Brandeis, who delivered the opinion of the court, said in part: 


When words of a written instrument are used in their ordinary 
meaning, their construction presents a question solely of law. But 
words are used sometimes in a peculiar meaning. Then extrinsic evi- 
dence may be necessary to determine the meaning of words appearing 
in the document. This is true where technical words or phrases not 
commonly understood are employed. Or extrinsic evidence may be 
necessary to establish a usage of trade or locality which attaches 
provisions not expressed in the language of the instrument. Where 
such a situation arises, and the peculiar meaning of words, or the 
existence of a usage, is proved by evidence, the function of construction 
is necessarily preceded by the determination of the matter of fact. 
Where the controversy over the writing arises in a case which is being 
tried before a jury, the decision of the question of fact is left to the 
jury, with instructions from the court as to how the document shall 
be construed, if the jury finds that the alleged peculiar meaning or 
usage is established. But where the document to be construed is a 
tariff of an interstate carrier, and before it can be construed it is 
necessary to determine upon evidence and peculiar meaning of words 
or the existence of incidents alleged to be attached by usage to the 
transaction, the preliminary determination must be made by the Com- 
mission; and not until this determination has been made, can a court 
take jurisdiction of the controversy. If this were not so, that uniform- 
ity which it is the purpose of the Commerce Act to secure could not 
be attained. For the effect to be given the tariff might depend, not 
upon construction of the language—a question of law—but upon 
whether or not a particular judge or jury had found, as a fact, that 
the words of the document were used in the peculiar sense attributed 
to them or that a particular usage existed.¢ 


In Brown Lbr. Co. vs. L. and N. R. Co., the Supreme Court 
reiterated the rule that the construction of freight tariffs was 
a matter of law and that they were to be construed in the same 
way as any other document in which the language was disputed. 
It is not necessary that the language of the tariff be construed 
by the Commission. The Courts may construe the tariff. The 
court held, in the opinion delivered by Justice Brandeis, that, 
where the language of a freight tariff was non-technical, clear, 
and unambiguous, its construction presented a question of law 
similar to the construction of any other document in dispute. 
A “combination rule” in railroad freight tariffs provides that 
“where no published through rates are in effect from point of 
origin to destination” on certain commodities in carload lots, 
and two or more commodity rate factors are used in arriving 
at the through rate for a continuous rail shipment thereof, such 
through rate will be arrived at by a formula therein prescribed. 
This was held to be inapplicable where there was available 
some through route from point of origin to destination for which 
joint through rates had been published, though there was no 
joint through rate from point of origin to destination over the 
route used. A contrary construction given to the rule by the 
Commission was held not conclusive. Shippers whose claims of 
reparation for alleged overcharges depends solely upon the non- 
technical, unambiguous language of a tariff, may sue at law 
without first applying to the Commission for a reparation order. 
The fact that the carriers, in an earlier proceeding before the 
Commission, sought unsuccessfully to have the rule modified 
so as to overcome the interpretation given it by the Commission, 
and were thus left without remedy by administrative action, was 
held not to estop them from insisting in the courts on the con- 
struction for which they had contended. The fact that the Com- 
mission had long construed the combination rule as it did in 
this case, and that that construction was acquiesced in by many 
carriers, was held not to be controlling. It appeared that other 
carriers had protested vigorously and persistently. Many exist- 
ing routes might be commercially closed if application of the 
combination rule was denied, because the combination rates 
unaffected by the rule would be prohibitively high. This was 
held irrevelant to the question for decision in this case.” 

In Pillsbury Flour Mills Co. vs. Great Northern R. Co., 


1Tbid. . 

2Interstate Remedy Co. vs. American Ex. Co. (16 I. C. C. 436), 
1909; and Werner Stove Co. vs. Director General, Agent, and L. and 
R. and N. Co., (68 I. C. C. 395), 1922. 

*3Northwestern Steel Co. et al. vs. Director General Agent, O. W. 
R. and N. Co., et al., (68 I. C. C. 195), 1922; and Brenner Lumber Co., 
Inc. vs. Director General, et al, (81 I. C. C. 241), 1923. 

*Wausau S. L. Co. vs. A. G. S. R. Co., (142 I. C. C. 521), 1928. 

25(259 U. S. 285), 1922. 

26(259 U. S. 285, 290), 1922. 


27W. P. Brown and Sons Lbr. Co. et al. vs. L. and N. R. Co. et al. 


(299 U. S. 393), 1937. 
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the United States Circuit Court of Appeals, Eighth Circuit, held 


in the case brought to it on writ of error from judgment for 
plaintiff by court below, that the rights of a shipper against 
a carrier were determined by law through the provisions of 
the tariff that embodied in it the applicable published rate. 
The shipper must pay and the carrier must collect such pub- 
lished rates and charges. The carriers’ tariffs are treated, so long 
as they are in force, as statutes binding both on shippers and 
carriers. ‘The court followed the general rule, stated pre- 
viously, that the construction of a tariff presents ordinarily a 
question of law that does not differ from the questions presented 
when the construction of any other document is in dispute. 
General and specific provisions of the document in apparent 
contradiction may subsist together, this specific provision qual- 
ifying and supporting exceptions to the general. Effect should 
be given, if possible to every word, clause, and sentence. In 
determining the meaning of the tariff -as a document, resort 
may be had to other parts in order that the whole may stand. 
A shipment coming within two designations in published tariffs 
is subject to the rates of the more specific designation, where 
certain specific commodities are segregated and take specified 
rates of their own. The tariff in dispute in this case contained 
different rates on designations “bran, other than flax,” and 
“feed, mill.” A shipment of eight carloads of bran, which was 
included in both designations, was held by the court to be 
subject to the rate on “bran, other than flax,” which was the 
more specific, where it clearly appeared that the tariff was 
compiled on the theory of segregating certain specific com- 
modities and giving them specified rates of their own. The 
judgment for plaintiff entered by the trial court was affirmed.” 


Tariffs Applicable Over Through International Routes 


The tariff schedules of carriers subject to the act that 
receive freight at points in the United States for transporta- 
tion to other points in this country via routes through a foreign 
country are required to be published, posted and filed with 
the Commission in the same manner as tariffs in domestic 
interstate commerce. 


The act, as it now stands, requires that chedules or tariffs 
of the through rates established by the carriers over such 
international routes be kept open to public inspection in the 
depots or offices of the carriers at which freight for movement 
over such routes is accepted. 


If any freight is shipped from a point in the United States 
via a route leading through a foreign country to a point in 
the United States and the through rate via this route has 
not been made public, as required by the act, the freight is 
subject to U. S. Customs duties before it is admitted to the 
United States from the foreign country, just as if it were of 
foreign production.” Though no reference is made in this 
paragraph of the act to passenger service, federal courts have 
held that the law must be read and considered in connection 
with section 6, of the interstate commerce act. The provisions 
of the law requiring the publishing, posting, and filing rates via 
routes through foreign countries include not only freight serv- 
ice, but, by implication, if not in terms, also passenger services.” 


Consequences of Failure to File or Post Tariffs. 


The Elkins act of 1903 amended the interstate commerce 
act to make the willful failure of any carrier subject to the 
act and related acts to publish and file their tariffs or schedules 
of rates and charges as required by the act, or the failure to 
observe strictly the tariffs until they were changed according 
to law, a misdemeanor. As the Elkins act now reads, the car- 
riers are subject to fines of not less than $1,000 nor more than 
$20,000 for each offense.” 

As has been stated, the act provides that interstate car- 
riers subject to it may not engage in transportation unil their 
tariffs or schedules are filed as required by law. They have 
no rates or charges until they are published and filed.” 

The situation is different in cases where the carriers have 
filed their tariffs but failed to comply with the provisions of 
the act requiring that they be posted for public inspection. 

In the Cisco Oil Mill case, the U. S. Supreme Court held 
that interstate freight rates were established when a schedule 
was filed by a carrier with the Commission and copies were 
furnished to the freight officers, though the rates might not 
have been posted as required by section 6, of the act. The 
posting of the rates is not made a condition precedent to the 
establishment and putting in force of the tariff of rates, but 
is a provision based on the existence of an established rate 





3(25 Fed. (2d) 66), 1928. 

2*Interstate Commerce Act, Part I, Section 6 (2). 

“UY. S. vs. G. T. R. of Canada et al. (225 Fed. 283), 1915. 

“Elkins Act, 1903, as amended, 32 Stat. L. 847, 1903; and 34 Stat. L. 
587, 1906, Section 1. 
Interstate Commerce Act, Section 6 (7), etc. 
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that has for its object the affording of special facilities tg 
public for ascertaining the rates actually in force™ 7 


In United States vs. Miller, it was charged by the Unis 56 
States that the carriers had performed all the acts of estabjs tari 


ing, filing with the Commission, and publication of a thnoyg Pref 
rate, but had failed to post the tariffs containing the rate; 
its depots where freight was received for shipment, Ty rac 
shipper was aware of the established rate and the United Stat. r 
charged he was guilty of a violation of the law, since he kno the 
ingly accepted and received a lesser rate than that Publisheg) 
The United States further contended that, if posting was py, the 
essary before a rate could become legally operative, the jg, 
could be defeated by a shipper removing the tariff from til the 
depot and the rate would no longer be in existence. the 
The Supreme Court held that any rate established, filed Bj 
and published in accordance with the act was the lawful mp 


regardless of whether or not it had been posted, and any « se 
parture from a rate so published was a violation of the tari 


although the tariff containing the rate might not have ba, 
posted as required by the act. 

The Supreme Court held that tariff publication consisted ¢ 
making known officially and formally to the public the promy, 
gation of the tariff, and distributing the tariff preparatory y 
putting it.in effect. Posting is a continuing act required of th 

























: . P ; : cha 
carrier, while the tariff remains operative, as a means of afford jus 
ing special facilities to the public for ascertaining the raty pai 
Stated differently, publication is a step in establishing the rate¥® to 
while posting is a duty arising out of the fact the rates hay 
been published. Consequently, posting is not a condition uf jg 
make a tariff legally operative; neither is it a condition neces the 
sary to the continued existence of a tariff once published, 
cause, if it were, a removal of the tariff from the depot wou 
automatically disestablish or suspend the rate—a result mi. 
intended by the act because the rates once established my J&€ 
not be changed except as prescribed by the act.” ag 
Commission’s Power to Reject Tariffs -s 
The Commission is authorized by the act to reject and refug 
to file any tariff schedules tendered for filing that do not provik sul 
and give lawful notice of their effective dates. * Schedules ym 
rejected by the Commission are absolutely void and their uw Jol 
is unlawful. If a tariff is rejected by the Commission ani th 





returned to the carrier publishing it, the rates contained i 
the tariff do not go into effect and have not been in effect" 

If any carrier, or‘its receiver or trustee, fails or refuss 
to comply with the terms of any regulation or order of th 
Commission promulgated or adopted by it under the provision 
of the interstate commerce act, the offender is liable to: 
penalty of $500 for each offense, and $25 a day for each dy 
of the continuance of the offense. The fines accrue to th 
United States and may be recovered in civil action brought by 
the United States.“ Failure to comply with the Commissions 
valid tariff rules has been held to be punishable. The carries 
cannot urge their own default as a basis for recovery from 
shippers where no question of public policy or wrong affecting 
the public is involved. A carrier cannot recover the different 
between the freight charges paid and the freight chargs thi 
should have been collected in accordance with a prior Tate 
because of the failure of the carrier to cancel the prior rate, 
though it intended to do so as required by the Commission’ 
tariff circular.® 
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Suspension of Carriers’ Tariffs 


An important provision of the act gives the Commissiot 
authority to suspend the application of newly filed individu 
or joint tariffs or classifications, or supplements to tariffs ¢ 
classifications, that in any way affect any rate, fare, or chat 
on file with the Commission. This action may be taken by the 
Commission either on complaint or on its own initiative. Th 
tariffs may be suspended at once and, if the Commission % 
orders, without answer or other formal pleading by the ine 
ested carriers, but on reasonable notice, and the Commissid 
may enter on hearings concerning the lawfulness of the newly 
filed rate, fare, charge, classification, regulation, or practice. 

Pending the Commission’s hearing and decision on the 
legality of the new tariffs, they may be suspended and the 
use of the rates, fares, charges, classifications, regulations, 
practices may be deferred. The suspension may be effected 
the filing of the tariffs. In every case, a statement in writing 





3T, and P. R. Co. vs. Cisco Oil Mill (204 U. S. 449), 1907. 

4U, S. vs. Miller (233 U. S. 599), 1912. 

Interstate Commerce Act, Part I, Section 6 (9); Part II, Seetim 
217 (a); Part III, Section 306 (b); and Part IV, Section 405 (b). , 

%Kaseman vs. A. T. and S. F. R. Co., Director General, Agent 
al. (102 I. C. ©. 315), 1925. * 

s7Interstate Commerce Act, Part I, Section 6 (10); Part I, Sect 
222 (a); Part III, Section 317 (a); and Part IV, Section 421. 

%C,'T. and L. R. Co. vs, International Milling Co. (33 Fed. (2d) 6% 
1929. 












November 18, 1943 


~ 
5 WOR f the Commission’s reason for suspension must be given to the 
carriers whose tariffs are set aside. 















































































































































































































































llities to 4 After full hearing, the Commission may make such order 
w with respect to the legality of the suspended tariff as would 
y the Units be appropriate if the proceedings had been initiated after the 
of establig ‘ffs had gone into effect in the normal course of affairs. 
f a throys Preference is given investigation and suspension cases on the 
the rate ; Commission’s docket so that hearings may be held and decisions 
ment, reached as promptly as possible. This docket is known as the 
Inited Sta I. and S. Docket (Investigation and Suspension Docket) and 
ce he the cases are serially numbered. i 
At publishes The maximum period of suspension is seven months beyond 
Ng Was nel the date on which the tariffs or supplements would ordinarily 
Ive, the lay have gone into effect. At the expiration of this period, whether 
iff from the the hearings of the Commission have been concluded or not, 
e. the rates go into effect. If the tariffs or supplements that go 
lished, fli into effect at the end of the seven months period involve ad- 
lawful Tat ® yances in raes or changes, the Commission may, by order, 
and any é& require the carriers to which are paid charges provided for by the 
1 of the ag tariffs to keep accurate, detailed accounts of amounts received 
t have bem py reason of the increases, and a record of those by whom or 
for whose account the amounts were paid. After hearings 
| consisted ( ® pave been concluded and its decision has been handed down, the 
the promi Commission may, by order, require the interested carriers to 
eparatory i refund, with interest, the portions of the increased rates or 
quired of tei charges found by the Commission’s orders not to have been 
ins Of afford. justified. The payments are made, of course, to those who 
ig the rates paid the amounts in excess of the rates found to be proper, or 
ling the rate™® io those on whose behalf the payments were made.” 
e rates hay The burden of proof to show that any rate, fare, or charge 
condition if% js just and reasonable is on the carrier or carriers proposing 
dition neces the rates.” 
ublished, be Traffic Contracts 
pets The interstate commerce act directs that all carriers sub- 
iblished ject to it file with the Commission copies of all contracts, 
* agreements, or arrangements entered into by the carriers as 
parties with other carriers in relation to any traffic within the 
8 provisions of the act.* Ash we 
ct and refuy The Commission has held that divisions of joint rates are 
o not provi subjects of agreement between the parties, and the Commis- 
Schedules gm sion can always require the filing of the bases of divisions of 
and their um joint rates among carriers subject to the act.“ It has also held 
nmission ani (tat industrial railways, parties to arrangements with trunk 
contained inf ines for making joint rates, are required to file statements of 
on in effect" the arrangements showing specifically the basis of rates applied 
Is or refuss 2nd of the allowance or division granted.“ 





















































io ae Tariffs as Evidence in Proceedings Before Commission 

; liable toa Copies of tariffs, classificaitons, contracts, agreements, or 
for each dy—™ arangements between common carriers, filed with the Com- 
ccrue to tei mission as provided by law, are prepared as public records in 
n brought by the custody of the secretary of the Commission. In all judicial 











Commission's 





proceedings and in investigations by the Commission, they are 





















































The carries teceived as prima facie evidence of what they purport to be. 
ecovery fromm Copies or extracts of these publications made public records 
‘ong affecting 0 this way, certified to by the secretary of the Commission 
the differen: (me Under the Commission’s seal, are received in evidence with 
t chargs thi like effect as the originals of these publications.“ This avoids 
a prior rat,™ the necessity of reintroducing in evidence tariff publications 
1e prior Tate that are already on file with the Commission. Witnesses may 
Commissions & be compelled to submit tariffs required in proceedings before 











the Commission as evidence.* 








Jurisdiction of Commission Over Rail and Water Traffic 
Several sections of the act and the provisions of several 
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led individul  telated acts govern the publication, posting, and filing of the 

to tariffs a § ‘riff schedules of coastwise and intercoastal ocean, lake, canal, 
.re, or charg 4nd inland waterway carriers. 

taken by the The interstate commerce act provides that the tariff sched- 
‘itiative. Twi% ules of steamship lines and railroads engaged in through trans- 
ommission 8 portation services over joint through routes and at joint through 
by the inter rates shall conform to the same tariff rules and regulations that 
>» Commissia apply to the tariffs of the railroads. If the carriers do not main- 
of the hog tain joint through rates, then the rail and water carriers are 

ractice. | ——— 
Ssicn ail “Interstate Commerce Act, Part I, Section 15 (7); Part II, Sections 
rded and the od (g) and 218 (c); Part III, Section 307 (g) and (i); and Part IV, 
: ; tion 406 (e). 
egulations, 0 “Thid. 
be effected “Ibid, Part I, Section 6 (6); Part II, Section 217 (a); and Part III, 
ont in wTititt Section 306 (b). 
“In the Matter of Restricted Rates (20 I. C. C. 426), 1911; Rates on 
. 1907. Railroad Fuel and Other Coal (36 I. C. C. 1), 1915; (37 I. C. C. 265), 
1915; and (38 I. C. C. 169), 1916. 
Part II, Section “Industrial Railways Case (29 I. C. C. 212), 1914; Second Industrial 
405 (b). Railways Case (34 I. C. C. 596), 1915; and Tap Line Cases (234 U. S. 1), 
neral, Agent, ¢—% 1914, 
“Interstate Commerce Act, Part I, Section 16 (10); Part II, Section 

Part II, Section (d); Part III, Section 316 (d); and Part IV, Section 417 (d). 






421, “Compulsory Testimony Act (27 Stat. L. 443), 1893. 
Fed. (2d) 6%) . 
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required separately to publish, post, and file their individual 
proportional rates.” 

Under part ITI, of the interstate commerce act, the tariffs 
naming domestic interstate port-to-port or dock-to-dock rates of 
common carrier steamship lines as well as their tariffs of classi- 
fication, fares, charges, rules and regulations, must be duly pub- 
lished, posted, and filed with the Commission.’ Contract car- 
riers by water in domestic interstate commerce are required by 
the act to establish and observe reasonable minimum rates and 
charges, and to publish, file and keep open for public inspection 
these schedules of minimum contract rates.“ 

Motor carriers’ tariffs and schedules are subject to regula- 
tions substantially similar to the provisions governing railroad, 
railway express, pipe line, and water carrier tariffs and sched- 
ules. The tariffs of common carriers by motor vehicle in inter- 
state commerce are governed by the provisions of section 217, 
part IT, of the act, while the schedule of minimum rates and 
charges of contract carriers are governed by section 218 of the 
same part.” 

The tariff schedules of interstate freight forwarders are 
subject to the provisions of part IV, of the interstate commerce 
act, and by the freight forwarders’ act of 1942.” 


‘Interstate Commerce Act, Part I, Section 6 (1). 
“Ibid, Part III, Sections 306 and 307. 
*Ibid, Sections 306 (e) and 307 (h). 


“Ibid, Part II, Sections 217 (a) to (d), inclusive; and Section 218 
to (c), inclusive. 


*Tbid, Part IV, Section 405 (a) to (e), inclusive. 


The Traffic Man 


Editor the Traffic World: 

Several letters have appeared in the Traffic World recently 
regarding the importance of the traffic manager and why this 
importance is not more generally recognized. 

Rather than review the complaints that are now familiar, 
let us take a look at the real cause why traffic management is 
not of equal status with other profe§sions. 

e first and dominant characteristic of a professional 
man is that he is thoroughly trained for his job. When we 
say that a man is a physician or an attorney, we imply that 
that man has completed the necessary years of preparatory 
work which, in the judgment of his contemporaries, constitutes 
the right of that man to practice his profession—almost, not 
quite. He has further to appear before a state examining board 
and prove that he has adequate knowledge of his chosen field. 

Now for a look at some of the men in traffic management. 
One may have.had fifteen years of railroad traffic experience. 
Another has a university degree in transportation but no prac- 
tical experience. Another has finished high school and has 
completed a course in one of the traffic schools. Still another 
has served several or many years in the operating department 
of a railroad and has little traffic experience. 

Just in case of a possible misunderstanding, let it be said 
here that this is not a letter of castigation or criticism of the 
above mentioned backgrounds, each of which has furnished 
brilliant examples of successful traffic executives. 


Rather is it intended to point out that at the present time 
the transportation industry, which, in. this country is fifth 
largest in income and fourth as to number of persons employed, 
has no standardized professional training. 

Traffic schools do a good job of teaching traffic itself but 
they do not given courses in marketing, economics, salesman- 
ship, etc., that are available as electives in a college or com- 
merce transportation course. Neither are these valuable sup- 
plementary courses encountered in practical railroad traffic 
experience. On the other hand, the colleges of commerce, 
although they afford valuable academic courses in theoretical 
transportation, do not offer courses in practical tariff work. 

This brings us to a view which reveals that transportation 
education is in the particular state of evolution which has 
been experienced by other professions such as law and 
sociology. Two schools of thought exist. One emphasizes 
academic training; the other practical training as being all 
important. As a matter of fact, both are important and both 
necessary in professional education. 

Traffic training should be on a cooperative basis. 
students should pursue university courses part of the year and 
practical experience part of the year. is should continue 
for, perhaps, six years, the student then receiving an under- 
graduate degree. These should be the minimum requirements 
for professional training. 

If the student prefers his future career to be in the traffic 
department of a particular industry, then he should have 
some work related thereto. For instance, he should have some 
chemistry if he expects to work in the chemical industry. 

Freight transportation is highly complicated as we who 
are engaged therein are fully aware, There are numerous ways . 


(a) 


That is, 
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in which industry can be benefitted by efficient traffic manage- 
ment. The limitations are dependent solely on the perform- 
ance of the traffic personnel. 

It seems, then, that the traffic management problem is 
up to the universities for solution. They and they only, are 
the logical agencies best fitted to take definite action towards 
lifting a highly important work to the status of a true pro- 
fession. 

Industry is aiding immensely in affording practical ex- 
perience to students who are pursuing cooperative engineering 
courses. And the railroads, trucking companies, and airlines, 
will do, no doubt, the same thing for students in cooperative 
transportation courses when they are brought into existence. — 

nly when “helter-skelter” training is replaced by organic 
professional study will there be available transportation per- 
sonnel who fully understand what is expected of them, and 
who, in turn, are adequately equipped to give industry by way 
of the traffic department what today is a crying need. 
Kearney D. Roane, 
Anaconda Copper Mining Co. 
Chicago, Nov. 5, 1943. 


Editor the Traffic World: 

It has been interesting to read the various comments in 
your columns on the lack of demand for a traffic manager as 
contrasted with the apparent shortage and need for account- 
ants, credit managers, purchasing agents, and sales executives. 
This condition will be ever so, because the traffic manager’s 
activities are on the “debit” side of the ledger. Salesmen, 
sales managers, accountants, and others mentioned, contribute 
directly to the ‘credit’ side. Their efforts are more visible 
in the “net” of the annual report than those of the traffic 
manager and his department, whose efforts are reflected as 
“expense.” 

While I do not hold it that should be so, yet if you talk 
with reputable public accounting firms, (and they should know) 
they will tell you that this is the accepted view in accordance 
with recognized accounting principles. 

What to do about it®@ Some individuals advocate profes- 
sionalization, others publicity directed to various executives. 
I do not comprehend how one can be “professionalized” if he 
has not pursued a professional course of study in a recognized 
university. Neither a rubber stamp nor answering a list of 
questions certify that one is a professional. If this were so, 
it would be too easy for cram schools to provide an ample 
supply of “so-called professional traffic managers.’’ Moreover, 
there are many traffic schools that advertise that they will 
train you to master traffic management in a year or two. 
How is this possible? The best they can do is to provide the 
student with a little theory of the “mechanics,” or a short cut. 

Why don’t more firms employ traffic managers? One of the 
reasons is that the local freight agent and the traffic solicitor 
are able to provide the needed service, and, such as it is, 
it satisfies. Moreover, the cost of freight is oftentimes in- 
cluded in the make-up of the product sold—hence, unimportant. 

Now why go through the motions regarding the status of 
a traffic manager if the individual is unwilling to help himself? 
If John decides he wants to become an engineer or accountant, 
he knows he must pursue a course of study at a recognized 
engineering or accounting college. When he finishes he gets 
a degree. Employers greet him as a professional man because 
he has shown the ability to complete four years or more of 
specialized study in his chosen profession. Suppose some 
legislator sponsored a bill stating: “To become a traffic man- 
ager one must spend four years study at a recognized university 
and be granted a degree.” All traffic men would raise a ter- 
rible rumpus, yet the individual who finished would then be on 
the same educational level as many college trained sales man- 
agers, accountants, credit men, and engineers. 

Why not induce recognized universities to include courses 
in transportation as a pre-requisite to the granting of a BS. 
degree. In this way, the executives to whom the publicity would 
be directed would themselves, in many instances, have com- 
pleted the same courses as their traffic managers. 

If such a program were pursued, 20 years later the results 
in increased salaries, national recognition, as well as the posses- 
sion of a good education as a basis for promotion, would amply 
seem to justify the proposal. 

Surely, there are sound reasons that can be advanced for 
a traffic manager having studied history, literature, chemistry, 
mathematics, economics, and similar subjects, because trans- 
portation is nothing but these forces in action. Merely studying 
consolidated freight classification rules, freight tariffs, routing, 
guides, etc., do not provide the answer to “Why?” A broader 
background of cultural subjects plus the “mechanics,” or “bread 
and butter courses,” provide for a properly trained traffic man- 
ager, and one that will carry the label of “professional,” with- 
out any sort of campaign. Moreover, once the supply is qualita- 
tive, the demand becomes quantitative. 

H. T. Griswold, Traffic Manager, Lamborn & Co., Inc. 
New York, N. Y., Nov. 9, 1943. 









TRAFFIC Wor 
M. C. and Shipping Act Violation, 


In No. 624, In Re Pan-American Steamship Co., Ine, ani 
Transport Steamship Corporation, the Maritime Commissiq 
has found that the respondents violated section 2 of the inter. 
coastal shipping act, 1933, as amended, and sections 15 and @ 
of the shipping act, 1916, by transporting property from New 
York, N. Y., to Puerto Rico without having filed schedules yj 
the commission, by carrying out an agreement not filed with od 
nor pt by the commission, and by engaging in an unpre. 


sonable practice. The commission said in its report in the on 
ceeding that undue preference or prejudice in violation of go. § not 
tion 16 of the shipping act, 1916, had not been shown. his ' 
By an order attached to the report, the commission m. 
quired the respondents to abstain from holding themselves oy a 
in any manner as common carriers undertaking to perfom voli 
transportation within the purview of the intercoastal Shpiping § ques 
act, 1933, as amended, unless they had filed an posted sche. dep. 
ules as required by section 2 of that act. The commissin 
ordered stricken from its files the schedules now filed with; § 


by the Pan-American Steamship Co., Inc. The order was mak 
effective as of Nov. 4. qT 


In the findings of fact embodied in its report, the commis. 
sion said that in October, 1942, Transport Steamship Corpor. 
tion entered into contracts of affreightment with many ship 
pers, providing for the transportation of various commoditie 
from New York to Puerto Rico, and that the corporation rep. 
resented itself as “agents of the steamer Hochelaga and other 


steamers or vessels that the company may operate.” The con- as to 
mission said cargo bookings obtained by that respondent to of a 
taled 28,000 cubic feet, or 1,960 more cubic feet than the ca. a. 
rying capacity of the Hochelaga. About 21,000 cubic feet ¢ = 
shipments were delivered by the shippers, as requested hy ans 
Transport, to a designated pier in New York, pursuant to & this 
livery permits in Transport’s name, all before Nov. 14, 19) § 'S 
the commission said, adding that “the port-to-port rate name th 
in the contracts was $1.30 per cubic foot, which, however, wa e 
never collected.” Its report included the following: mani 
Pan-American shared offices with Transport at 76 Broad Strett, 16 o 
New York, N. Y. Although there was some testimony that Transport j char 
was to act as agent for Pan-American when and if the latter acquired § from 
the Hochelaga, the fact was that Transport did not intend to assig | 
its contracts to Pan-American, and the latter entered into an agree & road 
ment with a liquor distributing company . . without regard to ® actic 
Transport or the contracts the latter had made or the rates it hai refur 
quoted. . ri of cl 
On January 21, 1943, two months after purchase of vessel by H.L paid 
Shipping Company, Pan-American notified ‘Transport that it seemed tatic 
doubtful if Transport’s cargo could be handled. On January 28, 1%%, Cor 
Transport notified the shippers that the Hochelaga would be unable | 
to perform the voyage scheduled and requested them to apply fora 2 SU 
redelivery permit. Redelivery of the cargo was completed on Feb @ 0 V 
ruary 20, 1943. coul 
Transport has never filed with us schedules of rates or charge jp hav 
for or in connection with the transportation of property from co- 
tinental United States to Puerto Rico; nor did Pan-American do 9 § tod 
until after cargo had been received at the pier, when it filed schedules ® suc} 
effective January 15, 1943, some two months after deliveries had been & err; 
completed. - 
After Transport notified shippers to apply for a redelivery receipt & gan 
it informed them that ‘‘assessed average charges are $.25 per cublt @ [yy 
foot on the entire cargo received for this vessel as per the agreemett ® 414 


under which shipment was accepted and refer you to our agreemell “ch 
and conditions of the dock receipt; under which you delivered th fo 
cargo.”’ It requested that certified check be made payable to Marine rt 
Service Bureau Company, which had been employed by Transport and and 
Pan-American to watch the cargo on the pier. The aggregate amoutt Mic 
of the charges collected was $3,824.46. Shipments totaling 7,000 cuble 
feet in round numbers were redelivered without charge. The agreement & Cle 
and dock receipt referred to contained no provision subjecting any shi ® Il), 
ment to the payment of charges or expenses except under conditios & spj 
not here present. 
(4) As to the alleged agreement between respondents, Pan-Amel ® Wj 
can, on January 21, 1943, advised Transport ‘‘with reference to th %d 
arrangement made with you to transport cargo for Puerto Rico..: 
it now seems to be doubtful that your cargo can be handled.” 4S ‘7 
stated, permits were issued by Transport and dock receipts by Pat 
American and Transport for the same cargo. They employed Marine 
Service Bureau Company to watch the cargo and agreed to collect 3 
cents per cubic foot on the cargo on the pier. ... 


M. C. AND SHIP CHARTER RATES 


Representative Weichel, of Ohio, has introduced H. & 
3647, requiring the Comptroller General to institute “appropt 
ate legal and equitable action” against 19 ship owners of “the 
so-called Red Sea charters, wherein the ship owners were 
more than $31,000,000 for less than two hundred days’ 
of the ships, out of which more than $28,000,000 profit wa 
given to the ship owners, with no regard to a rate based 0 
investment, value, or cost of the service” (see Traffic World 
March 27, p. 750). 
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DO ee ress 
Questions and Answers 


is column will be answered questions of both legal and 
aly nature that confront persons dealing with traffic. A 
‘alist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
le question relating to the law of interstate transportation of 
weight. The same man, with long experience and wide knowledge, 
He answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
“7 ag is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If @ more comprehensive answer to a 
question 4s desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or 
questions from nonsubscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


reer reer 


Limitation of Actions—Recovery by Carrier of Amount 
Erroneously Refunded as Overcharge 


Pennsylvania.—Question: We would appreciate your advice 
as to the Interstate Commerce Commission’s ruling on the length 
of a re-collect on a refund. k 

The shipment in question was shipped in our name, prepaid 
and the freight charge added to the customer’s invoice. If the 
refund is returned to the customer and then at a later date, 
the railroad should try to re-collect, our chances of obtaining 
this money from our customer would be very uncertain. 

We, therefore, ask your advice as to the length of time that 
the railroad can claim an error in paying this refund and de- 
mand repayment. 

Answer: Under sub-division (a) of paragraph 3 of Section 
16 of the act, an action at law by a carrier for the recovery of 
charges or any part thereof, may be begun within three years 
from the date of delivery of the shipment or tender thereof. 

In T. M. Partridge Lumber Co. vs. Michigan Central Rail- 
toad, 26 Fed. 2d 615, the circuit court of appeals held that the 
action of the carrier for the recovery of an amount erroneously 
refunded as an overcharge was not an action for the recovery 
of charges, but an action on implied contract to refund money 
paid through error. It held that the three-year period of limi- 
tation provided for in paragraph 3 of Section 16 of the Interstate 
Commerce Act had no application to the action; that it was not 
asuit or proceeding arising under any law regulating commerce 
or within any other class of suits of which the federal district 
courts have original jurisdiction, and for this reason it should 
have been dismissed by the trial court. 

If the law has been correctly stated in the above referred 
to decision, the periods of limitation of the several states govern 
such an action and they run from the date the amount was 
erroneously refunded. 

However, following the decision above mentioned, the Michi- 
gan Central Railroad brought suit against T. M. Partridge 
Lumber Company in the district court of the state of Minnesota 
and that court held that the suit was really one to collect 
‘charges in respect of a shipment of property” and was, there- 
fore, barred by the three-year statutory period of limitation, 
and dismissed the case. From this decision, we understand, the 
Michigan Central did not appeal. 

See, also, V. S. & P. Ry. Co. vs. Paup, 47 Fed. 2d 1069, and 
Cleveland, C. C. & St. L. Ry. Co. vs. Edgewater Coal Co., 272 
Ill. App. 149, holding that a railway company’s action against 
shippers for local inbound charges erroneously refunded is gov- 
erned by the federal three-year statute of limitations. See, also, 
— Bridge & Iron Co. vs. Illinois Terminal Co., 88 Fed. 


‘Notice of Claim—Filing of Claim With Delivering Carrier 
is Notice to Preceding Carriers 


Ohio.—Question: I would appreciate very much receiving 
the benefit of your opinion of the originating or intermediate 
carriers’ responsibility under Section 20, paragraph 11 and 12, 
of the Transportation Act 1940. 

the originating carrier is responsible for the partial loss of 
ashipment. The consignee elects to file his claim for this short- 
age with the delivering carrier. However, before the claim is 
settled the delivering carrier becomes bankrupt and the con- 
‘ignee then refiles the claim with the originating carrier. Is not 
the originating carrier liable, even though the claim had pre- 
Mously been filed with the delivering carrier. 

Under the above circumstances, would it make any differ- 
ence if by the time the consignee withdraws his claim from the 
bankrupt delivering carrier and files it with the originating 
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carrier, the nine month time limitation on the filing of claims 
has tolled? Is not the filing of a claim or notice of intention to 
file claim with one carrier sufficient to stop the tolling of the 
time limitation as to all carriers who may be liable, regardless 
of whether or not the other carriers had actual notice or knowl- 
edge of the claim being filed? 

Another situation is this. The originating carrier is respon- 
sible for a partial loss. The claim is filed with the delivering 
carrier who refers all the papers to the originating carrier. The 
originating carrier then sends its check for the full amount of the 
claim made payable to the delivering carrier, who does not, 
however, pay the claimant. Under these circumstances cannot 
the claimant go back on the originating carrier, who was the 
one responsible for the shortage? 

Any citations to cases that may be in point would be very 
helpful. 

Answer: The initial carrier is liable for any loss or injury 
occurring on any connecting line over which the shipment may 
pass, as well as for loss or injury occurring on its own line. 
Oregon-Washington R. & Nav. Co. vs. McGinn, 42 S. Ct. 332, 
258 U. S. 409. 

Since notice to one of several carriers is notice to all, each 
carrier being an agent of the other (Northern Pac. Ry. Co. vs. 
Wall, (Mont.), 36 S. Ct. 493, 241 U. S. 87), notice to the deliver- 
ing carrier was notice to the initial carrier. Therefore, the ini- 
tial carrier is liable, regardless of the bankruptcy of the deliv- 
ering carrier. 

Regarding the third paragraph of your inquiry, it is our 
opinion that it would not make any difference if, by the time 
the consignee withdraws his claim from the bankrupt delivering 
carrier and files it with the originating carrier, the nine months 
limitation period has expired, for the reason that the filing of 
the claim with the delivering carrier was, in effect, a filing 
with the initial carrier, making unnecessary the refiling of the 
claim with the initial carrier. 

With respect to the last paragraph of your inquiry, it is our 
opinion that in sending the amount of the claim to the delivering 
carrier the initial carrier made that carrier its agent for the 
payment of the claim. The fact that the delivering carrier failed 
to pay the claim does not release the initial carrier from its 
liability under Section 219 of Part II of the Interstate Com- 
merce Act, which provides that the provisions of Section 20(11) 
of Part I shall apply with like force and effect to receipts or 
bills of lading of common carriers by motor vehicle. Under 
Section 20(11) of Part I of the Act both the initial and deliver- 
ing carrier are liable for loss of or injury to goods whether 
occurring on its line or that of its connecting carrier. 


Tariff Interpretation—Export Versus Domestic Rates 


Alabama.—Question: Please see the “Alabama” inquiry re- 
garding the application of the export rate of $3.58 per gross ton 
on pig iron, carload minimum weight 50 g. t., versus the $4.09 
a gross ton domestic rate, carload minimum 25 g. t., A to B, 


po pe to by you on page 869 of the Traffic World of October 
th 


It was I who raised the question, which some one else has 
asked you to answer. Your answer, of course, is correct as to 
the precedence ordinarily taken by the export rate on traffic for 
export. 

However, the exact point I raised was whether there was, 
technically, an export rate on a 25 ton car. The Commission has 
stated clearly a number of times that carload minimum weight 
requirements, when reasonable, were as much a part of the rates 
as the other terms governing them. There is quite general 
acceptance of the principle that if there can be found a route 
over which the domestic rate is applicable but via which the 
export rate is not, there is no question of the legality of applying 
to such a movement the domestic rate instead of the export rate. 
Why may not the same reasoning be used to justify the position 
that since, technically, there is no export rate on a 25 ton car, 
the domestic rate may be applied to such shipments via routes 
over which the 50 ton export rate is also applicable? 


The digest I have is fairly complete, but I have been unable 
to locate in it a citation of an exactly parallel case, nor do I 
recall any such. 


Answer: In its opinion in M’Clung vs. Seaboard A. L. Ry. 
Co., 136 I. C. C. 347, the Commission said: 


When the shipments moved a basing rate of 14 cents was in effect 
from Jacksonville to Tampa on bananas moving interstate to Jackson- 
ville by rail. A rate of 24.5 cents was also in effect at that time on 
bananas between the same points applicable on interstate traffic other 
than that moving under the 14-cent rate. Prior to February 1, 1926, 
the 24.5-cent rate was applicable on import shipments in the absence 
of a specific import rate. On that date the 60-cent rate was specifically 
established on import traffic. Complainant contends that, as the import 
tariff did not by its terms specifically cancel the 24.5-cent rate, that rate 
remained applicable on import shipments. This contention’ cannot be 
sustained. A rate established to apply specifically, on import shipments 
does not conflict with a rate which would be applicable in the absence 
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of the specific import rate. 


The 60-cent rate was applicable on these 
shipments. 


The 24.5-cent rate was canceled October 13, 1926. 


As we interpret the above statement, a rate which specific- 
ally applies on import traffic removes entirely the application 
of a domestic rate, regardless of a difference in minimum 
weights, in the absence of an alternative provision under which 
the domestic rate at its minimum weight may be applied, if 
lower charges result than from the application of the specific 
import rate. 


Tariff Interpretation—Specific Rate—Meaning of Term 


New Jersey.—Question: Several times in your answer to 
New York, on page 951 of the October 16, 1943 Traffic World, 
under the caption “Tariff Interpretation—Specific Rate Made 
by Use of Intermediate Rule,” the term “Specific Class Rate’’ is 
mentioned. Would you be kind enough to explain what a “‘Spe- 
cific Class Rate” is? 

Answer: Apparently the term specific rate is used to denote 
the publication of point-to-point rates, whether individually or 
by groups, as distinguished from distance scales or rates made 
& M. V. R. Co., 200 I. C. C. 709 and England, Walton & Co. vs. 
Penna. R. Co., 190 I. C. C. 141. See, also, Oklahoma Corpora- 
tion Commission vs. A. & S. Ry. Co., 101 I. C. C. 116, 134; 
Nebraska Live Stock Case, 89 I. C. C. 414, 459; Arizona Cor- 
poration Commission vs. A. E. R. R. Co., 113 I. C. C. 52, 67. 

The term is not limited in its application to commodity 
rates, but is also used in connection with class rates. Pepin 
Pickling Co. vs. C. St. P. M. & O. Ry. Co., 140 I. C. C. 459. 


Freight Charges—Liability of Consignor Where Charges on 
Perishable Goods Guaranteed and Section 7 of Bill of Lad- 
ing Signed 


Washington.—Question: Since our product is perishable, 
the freight must either be prepaid or guaranteed. We have 
bonds with all originating carriers guaranteeing the payment 
of the freight. Assume that we shipped a car to Chicago, Illinois 
with the freight charges collect, with our guaranteeing the 
charges. Upon arrival of the car in Chicago, the railroad com- 
pany turns the car over to the consignee without payment of 
freight, since he is on their credit list and would pay within 48 
hours. If this consignee refuses to pay the freight, would the 
railroad company then be obliged to collect on the consignee’s 
bond, or could they have recourse against us? 

It is our contention that our guarantee is required because 
the product is perishable, and if delivery were refused, the rail- 
road company might not be able to get the freight charges out 
of the sale of the merchandise. This of course being the reason 
for the guarantee. However, we further contend that when the 
delivering carrier turns the car over to the consignee, who is on 
their credit list, our guarantee ceases, and it is up to them to 
collect the freight from the consignee. 

We would like your opinion on this on a car originating at 
some United States shipping point, such as Shelton, Washington 
and covered by a United States bill of lading; and also a car 
originating at some point in British Columbia such as Kamloops 
and covered by a Canadian bill of lading. The reason for the 
difference is that on a collect shipment moving on a United 
States bill of lading we sign Section 7. In the Canadian bill of 
lading however, there is no section 7. 

Answer: While we are not aware of decisions of the courts in 
which this question has been at issue, it is our opinion that as to 
shipments moving on bills of lading in which the stipulation in 
Section 7 has been signed, the carrier is precluded from collect- 
ing charges from your company, when it delivers the shipment 
to a consignee on its credit list. It is our opinion that while 
there is an apparent conflict between your guarantee of freight 
charges and your signing of the Section 7 stipulation, your guar- 
antee of charges does not apply to the shipment after it has been 
delivered to the consignee. 

As to the shipments covered by Canadian bills of lading, the 
law of Canada would govern your liability as a shipper. Pre- 
sumably you could be held liable on the ground that as the party 
who entered the contract of carriage you are liable for the 
charges, notwithstanding the liability of the consignee. See our 
answer to Michigan on page 820 of the April 3, 1943 Traffic 
World, under the caption “Freight Charges—Liability of Con- 
signor Under Section 7 of the Bill of Lading.” 


Tariff Interpretation—Conflicting Rates 


Michigan.—Question: The Interstate Commerce Commis- 
sion in its reports numbered below has set forth a certain 
principle with respect to tariff interpretation. Will you please 
outline generally the principle established in these decisions and 
how such a principle would have application in interpreting 
class and commodity tariffs at the present time. 

These reports are as follows: 120 I. C. C. 131, 46 I. C. C. 
314, 16 I. C. C. 315, 19 I. C. C. 404, 44 1. C. C. 759, 561.C.C. 
- 60 I. C. C. 720, 63 I. C. C. 103, 92 I. C. C. 311 and 571.C.C. 

47. 



















TRAFFIC wopy 
I am principally interested in a reply from the standpo; 
motor truck tariffs. 
Answer: The opinions of the Commission to which pfu 
ence is made in your inquiry relate to the applicable rate yy, 
conflicting rates are published, either in the same or gep, 
tariffs. 

Where conflicting rates are published in different tariffs , 
principle of the decision in Marshfield Milling Co. Inc, yg gq 
cago & N. W. Ry. Co., 216 I. C. C. 236, and Chappel Brothes 
Inc. vs. Atchison, T. & S. F. Ry. Co., 211 I. C. C. 285, og7 
applicable. In the latter case the Commission said: ? 


Having in mind the finding in Classification of Animal or Poy 
Feed, supra, that one of these descriptions is not more specific thy 
the other, and the finding in Electric Machinery Mfg. Co. vs, Mm, St. P 
& S. S. M. Ry. Co., supra, that the description ‘“‘n. o. s.” m 
otherwise specified in the same tariff, we find that while the two ¢ 
were contained in different tariffs there were conflicting rates proyigg 
by the different tariffs, and under the doctrine of Chicago, I. &L » 
Co. vs. International Milling Co., 33 Fed. 2d 93, and Trinidad Bean) 
Elevator Co, vs. Chicago, B. & Q. R. Co., 185 I. C. C. 188, 192, the lowe 
of the two rates was the applicable rate. 4 


, 


The same principle applies when conflicting rates are pub 
lished in the same tariff. se 

In interpreting the provisions of tariffs of motor carrier 
the Commission applies thereto, where applicable, the principles 
of its opinions interpreting tariffs of carriers by rail, W, 4 
Barrows Porcelain Enamel Co. vs. Cushman Motor Delivey 
Co, 1 Mi. Cc. C. 365. 


INTERCOASTAL CANAL ASSOCIATION 


The annual convention of the Intercoastal Canal Associ 
tion of Louisiana and Texas will be held at Harlingen, Texg 
December 15. Chief business will be the formulation of a thre 
year program for furthering the association’s objective of; 
—" waterway from the Mississippi River to the Rj 

rande. 


M. C. LIGHTER CONTRACTS 


Award of contracts for the construction of 25 reinforce 
concrete lighters to be built by Concrete Ship Constructors, ¢ 
National City, Calif., was announced by the Maritime Comnis. 
sion, Nov. 10. 

“The lighters are to be constructed at the request of the 
Army which plans to use them as storage barges in the South 
Pacific war zone,” said the commission. “With a carrying 
capacity of approximately 2,000 long tons each, the lightes 
will be 265 long and 48 feet wide. 

“Concrete Ship Constructors is now completing deliver 
of 22 concrete oil barges which the commission is having built 
for the navy. Under contractual delivery schedule three d 
the lighters are to be delivered next January, six in February, 
six in March, six in April, and the remaining four in May.” 








OCEAN SHIPPING COMPLAINT 

In No. 627, Raporel Banana & Fruit Importing Co., Ine, ¢ 
New York, vs. French Line, also of New York, a complaitt 
filed with the Maritime Commission, the complainant allege 
refusal of the French Line to settle a claim arising from 
overcharges for discharging 9,715 stems of bananas which @ 
rived in New York, on the S. S. Guadeloupe, Nov. 13, #4 
Stipulation of the bill of lading covering the shipment hii 
stated that the cost of discharging in New York was tok 
paid by the consignee, other items of freight having bea 
prepaid in Guadeloupe, said the complaint. This agreement, i 
said, was for the purpose of obtaining sufficient funds in dolla 
in New York to pay for the stevedoring expenses, “as appa" 
ently French funds had been frozen by our government, # 
though they could have been released for that specific purpos. 
The collection of more than the cost, it said, would mean tit 
collection of more than the agreed freight rates. 

The complaint said that the French Line had billed Rapord 
Importing Co., without any details, a flat sum of $1,505, 
and had refused an itemized bill. Th bill had been paid unde 
protest, complainant said, and asked that the French Line le 
required to make restitution of $620.81, which, it said, Ww 
the amount charged over the actual cost, with interest. 


Set a PF: 
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W. S. A. RATE ORDERS 

The War Shipping Administration has issued rate onde 
No. 226, rates and surcharges, ores and ore concentrates il 
bulk, from Botwood, Newfoundland, to U. S. Atlantic ports; 
rate advice No. 75, rates and surcharges, tankers, petrolell 
and petroleum products, in bulk, from Netherlands West Indé 
and Trinidad to British and Netherlands Guiana, and rate a 
vice No. 76, rate and surcharge, tankers, petroleum and pew 
leum products, in bulk, from Netherlands West Indies ® 
Uruguay and Argentina. 

















n, Texag 


@ Thee: 
ive of ¢ 
the Rij 


einforcel 
ctors, of 
Commis. 


t of the 
he South 


carrying 
> lighters 
delivery 
ing built 
three of 


ebruaty, 
ay.” 





with a DURYEA G42, UNDERFRAME 


This Duryea durability is not just an isolated instance. 


It’s true 


of every car ever equipped with a Duryea Cushion underframe!* 


Nee ae a Deca a 


Here’s what actually happens 


. « . When two stationary freight cars, 
one with conventional draft gear and one 
with the Duryea Cushion Underframe, 
receive the same impact, equivalent to a 
50-ton car, loaded to capacity, coupling 
at a speed of 4 miles per hour: 

THE CONVENTIONAL CAR (A), re- 
ceives almost the entire impact force, 
its draft gear “goes solid”, and the car is 


> | nn |f 


shunted down the track. However, if 
this were the end car of a train, it could 
not “ride with the blow”. Punishment 
to both car and lading would be great. 


THE DURYEA CAR (B), rides over the 
impact and is comparatively undisturbed. 
The shock is absorbed by Duryea’s ex- 


clusive floating center sills and cushion 
springs, 


2 > ne een EM calc — 
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The fact of the matter is simply this: 
Duryea’s exclusive principle—floating 
center ‘sills that travel any shock the 
entire length of the car—eliminates 
all dependence on friction. 

Therefore, Duryea gears, unlike all 
others, never show the least deprecia- 


tion due to friction! A Duryea 
Cushion Gear will never deteriorate, 
in either capacity or reliability. 

No need for cushion gear replace- 
ments in the entire life of a car! 
*Excepting any cars which may have 
been involved in railroad accidents. 


How the Duryea Cushion Underframe Contributes to Victory 


AFFORDS shockproof protection to 
both car and lading. Prolongs car 
life. Cuts damage claims. 


. PERMITS higher handling speeds. 


ELIMINATES gear replacements, main- 
taining gears at peak efficiency for 
entire life of car, 


SAVES TIME loading and unloading, 


requiring less packing and bracing. 


co. CC. Beet ga 


SAVES MONEY usually spent for main- 


tenance, on every part of car. 


COMPLEMENTS the air brake. Duryea 
cars withstand abrupt air brake stops. 
CUTS SLACK to a pre-determined ideal. 
COSTS NO MORE! Average Duryea 


Cushion Gear now costs no more than 
conventional draft gear installation 
for same car. 


CGA POR A T.I0O0R88 





30 Rockefeller Plaza, New York 20, N. Y. 
’ Field Building, Chicago 3, II. 
725 Fifteenth Street, N. W., Washington 5, D. C. 
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Florida Barge Canal Survey 


Declaring that, to his “amazement and surprise,” he had 
learned that the army engineers had allocated $1,000,000 of a 
$3,000,000 appropriation for waterway surveys, for plans and 
specifications to build the Florida barge canal, though Congress 
had refused to appropriate money for the construction of the 
canal, Representative Engel, of Michigan, in remarks in the 
House, Nov. 5, submitted a letter from Major General Thomas 
M. Robins, Acting Chief of Engineers, in answer to an inquiry 
about the matter from the congressman. 

Major General Robins, pointing out that Congress in an 
act approved July 23, 1942, had authorized construction of a 
high-level lock barge canal from the St. Johns River across 
Florida to the Gulf of Mexico, said that the War Department 
recently established a field office at Ocala, Fla., for the pur- 
pose of preparing construction plans and specifications for the 
authorized barge canal. 

“The activities include subsurface explorations, hydraulic 
investigations, design of structures and other field investiga- 
tions and studies required for the preparation of detailed plans 
for this waterway,” said he. “A considerable amount of ad- 
vance investigation is necessary in view of the nature of the 
ground formations in the section of Florida through which the 
canal will be built. Funds in the amount of $1,000,000 have 
been allotted with which to carry out the work now in progress. 
Initiation of actual construction operations is dependent upon 
the appropriation of necessary funds therefor.” 

Representative Engel explained that Congress, in consider- 
ing the War Department civil functions appropriation bill for 
the fiscal year 1944, had not appropriated any money for the 
authorzied Florida barge canal project though an effort was 
made to have an appropriation made therefor. 

The bill contained an item of $3,000,000, said Mr. Engel, 
for the purpose of having the Corps of Engineers make surveys 
to prepare plans and specifications for projects that might pro- 
vide post-war work. 

“This $3,000,000 was supposed to cover work in the entire 
United States,” said he. 

“The Chief of Engineers testified before our committee, 
and he knew very well that the appropriations committee had 
refused to make this appropriation for the Florida barge canal. 
For him to allocate one-third of the entire amount intended to 
be used for plans and specifications throughout the United 
States, for a project which has been rejected by the committee, 
shows a contempt for the committee’s position that cannot be 
justified. The Chief of Engineers must believe that the $60,000,- 
000 that he says will require to build this canal will be forth- 
coming from some place. Certainly, the action of the appropri- 
ations committee did not encourage him in his belief; or did 
— of the United States order that the survey be 
made?” 


Roosevelt’s Part in Matter 


Mr. Engel then referred to a letter dated July 1, 1943, sent 
by President Roosevelt to Chairman Mansfield, of the House 
committee on rivers and harbors, in which the President, indi- 
cating his support for the barge canal project, said: 

“Detailed plans and specifications for the Florida barge 
canal will be prepared so that its construction can proceed with- 
out delay as soon as these shortages (manpower, materials and 
equipment) are overcome.” 

This led Mr. Engel to believe that it was the President who 
ordered the survey to be made. 

“It is interesting to note,” said he, “that the President did 
not say that the canal will be built when Congress appropriated 
the money. Can it be that he is intending to use funds that the 
Congress appropriated for other purposes and entrusted him 
with to build this canal?” 


Ship Canal in View 


Representative Engel said he had asked Major General 
Robins about the survey being made for the barge canal and 
obtained the information that the survey could be used for a 
ship canal—the ship canal project having been defeated in 
Congress. 

“I asked him, ‘All you have to do then to get a ship canal 
is to throw out the locks and deepen the canal?’ and his an- 
swer was ‘Yes,’” said Mr. Engel with reference to a conversa- 
tion with the general. 

“In view of the fact that this barge canal is built on prac- 
tically the same site as the old ship canal site, can there be 
any doubt but what the next step will be ‘to throw out the 
locks and deepen the canal’ to make it a ship canal?” 

In concluding his remarks, Mr. Engel said: 


It seems to me that in view of the testimony of the Chief of Engi- 
neers that it would take several years to build this canal and in view 
of the difficulty of the ways and means committee is having in raising 
taxes and the requirement for manpower, I cannot bring myself to be- 
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lieve that the Chief of Engineers would order one-third of the : 
amount appropriated for plans, surveys, and specifications by oe 
partment for a project of this type unless the orders came ' 
Commander in Chief of the Army, the President of the United 






States | 

Representative Dondero, of Michigan, in extension of rp. 
marks in the Congressional Record of November 9, joineg 
resentative Engel in his criticism of the allotment of $1 O00 
for the survey. “aa 
















Railway Official Salaries 


The Commission has made public a compilation of sal. 
aries of Class I steam railway officials who received compeng. 
tion of $10,000 or more annually in the calender year 1949 Dre. 
pared by the Bureau of Transport Economics and Statistig 
The compilation showed that 1,228 officials received salaries o 
$10,000 or more in 1942, aggregating $21,264,349, and that % 
of the 1,228 officials had received $50,000 or more. It showy 
also that 142 railways had reported salaries of $10,000 or 
and that the $21,264,349 paid those officials was Seventy-one 
one-hundredths of the total compensation paid to all employes 
of those roads, $2,981,886,937. 

Presidents or chief executive officers of the railroads wer 
reported as receiving salaries as follows: Atchison, Topeka ¢ 
Santa Fe Ry. Co., $60,000; Atlanta, Birmingham & Coast R,R 
Co., $12,000; Atlantic Coast Line R. R. Co., $30,000; Baltimor 
& Ohio R. R. Co. system, $60,000; Bangor & Aroostook R, R 
Co., $30,000; Bessemer & Lake Erie R. R. Co., $20,000; Bip. 
mingham Southern R. R. Co., $18,000; Boston & Main R, R. 
$40,000; Brooklyn Eastern District Terminal, $16,500; Cambri: 
& Indiana R. R. Co., $12,000; Chesapeake & Ohio Ry. (y, 
$75,000; Chicago & Eastern Illinois R. R. Co., $35,000; Chicagi 
& Illinois Midland Ry. Co., $18,705; Chicago & North Westen 
Ry Co. system, $50,000; Chicago & Western Indiana R. R. Cp, 
$25,000; Chicago, Burlington & Quincy R. R. Co., $50,000; Chi. 
cago Great Western Ry. Co., $37,500; Chicago, Indianapolis § 
Louisville Ry Co. (chief executive officer), $24,000; Chicago, 
Milwaukee, St. Paul & Pacific R. R. Co. (trustee), $36,000); 
Chicago, Rock Island & Pacific Ry Co. (chief executive officer), 
$48,000; Colorado & Southern Ry. Co., $15,000; Columbus & 
Greenville Ry. Co., $25,000; Conemaugh & Black Lick R. RB. 
Co., $30,044. 


Delaware & Hudson R. R. Co., $60,000; Delaware, Lack: 
wanna & Western R. R. Co., $50,000; Denver & Rio Grant 
Western R. R. Co. (general manager), $25,000; Denver & Salt 
Lake Ry. Co., $20,000; Detroit & Mackinac Ry. Co., $10,000); 
Detroit & Toledo Shore Line R. R. Co. (general manager), 
$10,000; Detroit Terminal R. R. Co. (general manager), $12- 
000; Detroit, Toledo & Ironton R. R. Co., $19,200; Duluth, Mis- 
sabe & Iron Range Ry Co., $30,000; Elgin, Joliet & Eastern Ry. 
Co., $30,000; Erie System, $50,000; Florida East Coast Ry. Co. 
(trustee), $22,000; Great Northern Ry. Co., $60,000; Green Bay 
& Western R. R. Co., $12,000; Gulf, Mobile & Ohio R. R. (, 
$40,000; Illinois Central System, $60,000; Illinois Terminal R. 
R. Co., $21,000; Kansas City Southern Ry Co. and controlled 
companies, $36,000; Kansas City Terminal Ry. Co., $15,00; 
Kentucky & Indiana Terminal R. R. Co., $10,000. 


Lehigh & Hudson River Ry. Co., $20,000; Lehigh & New 
England R. R. Co., $13,200; Lehigh Valley R. R. Co., $50,000; 
Louisiana & Arkansas Ry. Co. (chairman of board), $48,000); 
Louisville & Nashiville R. R. Co., $50,000; Maine Central R. 
Co., $20,000; Midland Valley R. R. Co. System, $40,000; Minne 
apolis & St. Louis R. R. Co. (receiver), $25,000; Minneapolis, 
St. Paul & Sault Ste. Marie Ry. Co. (trustee), $25,000; Minne 
sota Transfer Ry Co., and St. Paul Union Depot Co., $300); 
Mississippi Central R. R. Co., $12,000; M-K-T, and controllei 
companies, $50,000; Missouri Pacific R. R. Co. (chief executive 
officer), $60,000; Monongahela Connecting R. R. Co., $9,600) 
Montour R. R. Co., $21,000; Nashville, Chattanooga & St. Lous 
Ry., $25,000; Nevada Northern Ry. Co., $10,000; New York Cet 
tral R. R. Co. system, $90,000; New York, Chicago & St. Lous 
R. R. Co., $50,000; New York, New Haven & Hartford R. } 
Co., $30,000; New York, Susquehanna & Western R. R. Co. (& 
ecutive officer), $18,000; Newburgh & South Shore Ry. ©, 
$12,000; Norfolk & Western Ry. Co., $75,000; Norfolk Southem 
Ry Co., $14,831; Northern Pacific Ry. Co., $60,000. ‘ 

Pennsylvania Railroad System, $125,000; Peoria & Pekil 
Union Ry Co., $15,000; Pere Marquette Ry Co., $50,000; Pitts 
burg & Shawmut R. R. Co., $12,000; Pittsburgh & West Vit 
ginia Ry. Co., $35,000; Pittsburg, Shawmut & Northern R.} 
Co. (receiver), $12,000; Reading Co., $75,000; Richmond, 
ericksburg & Potomac R. R. Co., $18,000; St. Louis-San Frat 
cisco Ry Co. system (trustee), $30,000; St. Louis Southwestem 
Ry Co. (chief executive officer), $30,000; Seaboard Air Lit 
Ry. Co. (receiver), $30,000; Southern Railway System, $75,000; 
Southern Pacific Co., $60,000; Spokane International R. R. 
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$9,600 leadership in the international air cargo field. _ the necessary “know-how” by piling up more 
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$12,500; Tennessee Central Ry. Co., $15,000; Terminal R. R. 
Association of St. Louis, $22,750; Texas & New Orleans R. R. 
Co. (executive vice-president), $40,000; Texas & Pacific Rail- 
way Co., $50,000; Texas Mexican Ry Co., $6,000; Toledo Ter- 
minal R. R. Co., $15,000; Union Pacific R. R. Co., $75,000; Union 
R. R. Co., $10,000; Utah Ry Co., $10,000; Virginian Railway 
Co., $40,000; Wabash Railroad Co., $46,667. 


T. A. of A. Annual Meeting 


The Transportation Association of America, at its annual 
membership meeting in Chicago November 12, adopted a series 
of amendments to its by-laws making changes in its organiza- 
tional set-up. Under the changes, the association’s board of 
directors, reduced from 48 to 21 members, will be elected di- 
rectly by the membership. Heretofore, the membership elected 
a board of governors of 48 members which, in turn, elected the 
members of the board of directors. The board of governors, 
hereafter to have a flexible membership, is to act as an ad- 
visory body to the board of directors and to be elected by the 
latter. Under the new by-laws, the executive committee is 
reduced from 20 to 11 members, but its selection, as well as 
that of the general officers, remains in the hands of the board 
of directors. 


Adoption of the by-laws amendments and election of the 
board of.directors was the only business transacted by the 
meeting. Convening immediately thereafter, the new board of 
governors considered a draft of a manual outlining the asso- 
ciation’s policy of integrated transportation and the steps to be 
taken to effectuate it, and voted to create a committee with 
power to make such revisions as it might see fit and to arrange 
for its publication. It elected a board of governors, an execu- 
tive committee and general officers. Members of the board of 
directors are: 


James L. Madden, vice-president, Metropolitan Life Insurance 
Company, New York, chairman; C. J. Abbott, president, Abbott Com- 
pany, Hyannis, Neb.; Sydney Anderson, vice-president, General Mills, 
Ine., Minneapolis, Minn.; Paul W. Brown, general traffic manager, 
Sears Roebuck and Company, Chicago; E. M. Dillhoefer, president, 
National Carloading Corporation, New York; M. J. Gormely, executive 
assistant, Association of American Railroads, Washington, D. C.; 
John W. Barriger, III, vice-president, Union Stock Yards Company, 
Chicago; W. J. Hammond, vice-president, Inland Steel Company, Chi- 
cago; L. O. Head, president, Railway Express Agency, Inc., New York; 
J. M. Hood, president, American Short Line Railroad Association, 
Washington; LeRoy Kramer, first vice-president, General American 
Transportation Corporation, Chicago; Howard C. Mull, vice-president, 
Warren Tool Corporation, Warren, O.; Fred A. Poor, president, Poor 
and Company, Chicago; Guy E. Reed, vice-president, Harris Trust and 
Savings Bank, Chicago; Walter F. Schulten, assistant to the president, 
Pittsburgh Coal Company, Pittsburgh, Pa.; P. A. Shackleford, man- 
ager, transportation department, International Business Machines 


Corporation, New York; Earl C. Smith, president, Illinois Agricultural: 


Association, Chicago; Paul C. Smith, vice-president, Swift and Com- 
pany, Chicago; A. T. Wood, president, Lake Carriers’ Association, 
Cleveland, O.; R. C. Ingersoll, vice-president, Borg-Warner Corpora- 
tion, Chicago; I. W. Roberts, Philadelphia Savings Fund Society, 
Philadelphia, Pa.; Chester G. Moore, managing director, Central Motor 
Freight Association, secretary, American Trucking Associations, Inc. 


Messrs. Madden, Anderson, Barriger, Gormley, Hammond, 
Head, Kramer, Mull, Poor, Reed and Smith were elected to 
the executive committee. Mr. Madden was elected chairman 
of the executive committee; Mr. Anderson, president of the 
association; Donald D. Conn, executive vice-president; Samuel 
B. Pettengill, general counsel; B. F. Affleck, treasurer, and Miss 
Edith C. Krogh, secretary and assistant treasurer. 

The following were elected to the board of governors: 


B. F. Affleck, retired, Chicago; George A. Blair, general traffic 
manager, Wilson and Company, Chicago; A. L. Buchanan, president, 
South Texas Chamber of Commerce, San Antonio, Texas; G. R. Carr, 
vice-president, Dearborn Chemical Company, Chicago; L. R. Clausen, 
president, J. I. Case Company, Racine, Wis.; F. R. Dick, Dick and 
Merle-Smith, New York; M. L. Fleishel, president, Putnam Lumber 
Company, Shamrock, Fla.; William Garfitt, executive vice-president, 
United Fresh Fruit and Vegetable Association, Chicago; R. C. Hobbs, 
president, Hobbs-Western Company, St. Louis, Mo.; G. A. Kelly, vice- 
president, The Pullman Company, Chicago; F. I. Kent, director, Bank- 
ers Trust Company, New York; C. H. J. Mitchell, publisher, Brookings, 
S. D., Register; A. G. T. Moore, traffic manager, Southern Pine Asso- 
ciation, New Orleans, La.; W. F. Morris, Jr., vice-president, National 
Steel Corporation, Pittsburgh, Pa.; Sterling Morton, vice-president, 
Morton Salt Company, Chicago; W. E. Norvell, Jr., Norvell and Minick, 
Nashville, Tenn.; Robert Olmstead, Olmstead-Kirk Company, Dallas, 
Texas; G. H. Osterman, director of traffic, Timken-Detroit Axle Com- 
pany, Detroit, Mich.; Stuyvesant Peabody, president, Peabody Coal 
Company, Chicago; A. J. Puhl, vice-president, Lincoln Printing Com- 
pany, Chicago; A. A. D. Rahn, vice-president, Shevlin, Carpenter and 
Clarke Company, Minneapolis, Minn.; Robert Strickland, president, 
Trust Company of Georgia, Atlanta; F. A. Theis, president, Simonds- 
Sheilds-Theis Grain Company, Kansas City, Mo.; F. E. Warren, Warren 
Live Stock Company, Cheyenne, Wyo. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent 
published it is because they are inappropriate or not timely, Copies 
of a club’s publication or the notices it sends to members ar 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFIC WoRLD goes to press in Chicago Friday 
each week. News of coming or past events, such as meetings, diy. 
_nere and election of officers, is desired. If publicity is lookeg for i 
should be made the duty of someone in the club to keep ug ai 
quately and promptly informed.—Editor THE TRAFFIC Wor, 
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The Metropolitan Traffic Association of New York 
elected the following officers: President, Charles Costello, gen. 
eral freight agent, Seaboard Freight Lines; first Vice-president 
Otto Birnbrauer, general agent, Minneapolis and St. Louis Raj, 
road; second vice-president, Albert Clodfelter, traffic depar. 
ment, Air Reduction Sales Company; secretary, John B. Sondey 
traffic department, American Smelting and Refining Company: 
treasurer, Vincent P. Golden, assistant traffic manager, Unig, 
Bag and Paper Company; financial secretary, Vincent J. W 
Illinois Central; members, board of governors, John M. Mullen, 
manager, Trans-Continental Freight Company; D. J. MacMij. 
lan, acting traffic manager, P. Lorillard Company, and George 
W. Duffy, West Virginia Pulp and Paper Company. New chai. 
men of the standing committees include: Bowling, W. A. Crois. 
sant, Jr., St. Louis-San Francisco Railway; dinner, W. A. Allen 
Seaboard Freight Lines; house, J. A. MacMullen, Roadway 
Express, Inc.; membership, Robert A. Henderson, Burlingty 
Route; sports, John Poye, Morgain Forwarding Company; traf. 
fic, D. J. Spruill, Binney Smith Company; auditing, Kennet) 
Sprague, Nestle Milk Products, Inc.; employment, J. A. Mae. 
Neill, General Foods Corporation; entertainment, J. J. Lenahan, 
Canadian Pacific and Soo Line; publicity, W. F. Luddeck: 
Trans-American Freight Lines; reception, Sam _ Bartoletta 
North Braddock Motor Lines; speakers, Albert Warn, Altn 
Railroad; visiting, G. Donovan, Commodity Credit Corporation; 
education and research, P. J. Winters, Frisco Lines. Joseph A. 
Dowling, Central of Georgia Railway, has been appointed editor 
of the Metro Traffic News, monthly publication. The annul 
turkey gift night meeting will be held November 18. 





_ The Woman's Traffic Club of Chicago will hold its annud 
dinner meeting December 6. Elmer Leyden, commissioner of 
professional football, will be guest speaker. 


The Bridgeport, Conn., Traffic Association has elected tle 
following new officers: President, Peter J. Ring, Jr., Bridge. 
port Hardware Manufacturing Corporation; vice-president, Ei 
ward L. Warner, Adley Express Company; secretary, Alpheus 
Winter, Bridgeport Manufacturers Association; treasurer, Harry 
T. Jacobson, Bridgeport Brass Company; members, executive 
committee, Jack P. Cleary, Universal Carloading and Distrib 
uting Company; Arthur O. Conway, McKesson and Robbins 
Inc.; Alfred F. Deffarrari, New Haven Railroad; George 4 
Ries, Jenkins Brothers; Frank W. Stevens, Harvey Hubbell 
Inc. New chairmen of standing committees include: Reception 
Robert P. Schultz, Stanley Works; membership, Mr. Ries; td: 
fic information, Mr. Conway; educational, S. Solomons 
Bridgeport Brass Company; entertainment, W. V. Goldemet 
Midwest Freight Forwarding Company; publicity, Alton} 
Barrett, Bridgeport Brass Company. A carloading companie 
night meeting will be held November 15. There will be a pit 
gram of entertainment. Karl Hurlburt is chairman of the com 
mittee on arrangements. A truckmen’s night meeting will & 
eae December 20, and an airlines’ night meeting January Ii 
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The Traffic Club of Tulsa, Okla., has elected the followm 
new officers: President, J. S. Babbitt, vice-president, 
Springs Railway; vice-president, J. C. Scheidel, district mat 
ager, North American Car Corporation; secretary-treasult, 
Ralph R. Morris, assistant traffic manager, Hanlon-Buchana 
Inc.; members, board of directors, A. L. Billings, Jr., trail 
manager, National Tank Company; W. E. Boyle, assistant ta 
fic manager, Stanolind Pipe Line Company, and E. H. Randal, 
district freight agent, Santa Fe System. They will be install 
at 0 . om dinner dance to be held at the Mayo Hotel, Deg 
cember 7. 
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Captain Robert R. M. Emmet, U. S. Navy, commandigggyyméo 
officer, U. S. Naval Training Station, Great Lakes, IIl., was gy 
speaker at the annual Armistice Day luncheon of the Trafiegg)) CAU/h 


Club of Chicago November 11. More than 400 attended. 4 ite 
tain Emmet described methods of training seamen and thes 

















































Ss 


And not 

Y. Copies 
bers are 
ate to be 
Tiday of 
N98, din. 
ed for it 
) us de. 
Lb, 


York hay 
ello, gen. 
resident 
Ouls Raj 
C depart. 
. Sondey, 








‘poration; 
Joseph A. 
ted editor 
1e annual 


ts annual 
ssloner of 


lected the 
., Bridge. 
ident, Eé- 
, Alpheus 
er, Harry 
executive 
J Distrib- 
Robbins, 
xeorge A 










An amazing variety and amount of minerals go down 





the gullet of Old Man Mars, so our Uncle Sam is obtaining 







 . from GREAT NORTHERN’s territory tremendous quantities of 
ties; , , , a ; 
lomonsot vital mine products, including iron ore, copper, zinc, manganese, 


xoldemet, 
Alton D 
ompanie’ 
be a pl 






dolomite, silicates, lime rock, and coal. And, in addition, Uncle 





Sam is getting dependable GREAT NORTHERN transportation of 


Victory materials between the Great Lakes and the Pacific. 


RE i 
i a ors MIN 


‘so 


Soe, tsi GARUTA WATERTOWN CPT Hi capouiae MA +. 
ne | a 


mmanding) 
., was U 
he aii 
ded. Ca 
d the st 



































































1232 


up at Great Lakes. The affair was arranged by the club’s army 
and navy committee, A. W. Morgan, general freight agent, 
Chicago Junction Railroad, chairman. Mr. Morgan presided. A 
guard of U. S. Marines posted colors. The club’s entertainment 
committee, Leroy Blue, chairman, will stage a “balloon night” 
November 17 in the club rooms. 





Announcement of the 1943 essay contest of the Associated 
Traffic Clubs of America in this column October 30 failed to 
state that, to be eligible for a prize, the essay of 1000 words 
or less must have as its subject “Transportation in the Post- 
War Era.” 





Charles H. Hopkins, director of public relations, Western 
Cartridge Company, East Alton, Ill., will speak on “Personal 
Weapons of America’s Fighting Men” at a luncheon meeting of 
the Traffic Club of St. Louis November 15. 





At an educational committee day luncheon meeting of the 
Traffic Club of New Orleans, November 8, Harnett T. Kane re- 
viewed his new book, “‘The Bayous of Louisiana.’ A Thanks- 
giving dinner dance will be held November 20. J. S. Mason is 
chairman of the entertainment committee. 





The York, Pa., Traffic Club held a dinner meeting, Novem- 
ber 11, at which W. Burg Anstine, attorney, spoke on “Is 
America Worth Fighting For?” An oyster bake will be held 
December 9, and the annual dinner will be held January 20. 





Warren T. White, general industrial agent for the Sea- 
board Air Line Railway, spoke on “Rate Making Bills Now Be- 
fore Congress” at a dinner meeting of the Charlotte, N. C., 
Traffic and Transportation Club November 10. Hugh R. Brown 
was chairman of the committee on arrangements. 





Lloyd Taylor, humorist, was guest speaker at the annual 
freight forwarders night dinner meeting of the Pacific Traffic 
Association of San Francisco November 9. Robert Tuggy headed 
the committee on arrangements. The nominating committee, 
headed by Merten B. Baker, has nominated the following for 
election to office: For president, A. J. Couture; first vice-presi- 
dent, Philip L. Wilson; second vice-president, T. F. Luedtke; 
third vice-president, H. A. Kern; executive secretary, Rudolph 
Illing; treasurer, Anthony M. Davis; members, board of di- 
rectors, John F. Hanavan, William Youngsman, E. J. Piatt, and 
Mr. Tuggy. 





Col. James Herbert, U. S. Army, commander of the Los 
Angeles Port of Embarkation, spoke on ‘“‘The Function of the 
Port of Embarkation” at a luncheon meeting of the Los An- 
geles Transportation Club November 8. Major George Bower, 
U. S. Army, was chairman for the day. The annual dinner dance 
was held November 11. 





The Traffic Club of Minneapolis held an Armistice Day 
luncheon meeting, November 11, at which Luther W. Young- 
dahl of the Minnesota Supreme Court spoke on “Another 
Armistice or Peace.” Les Edwards was chairman for the day. 
At a traffic talks meeting, November 12, S. F. Philpot, assist- 
ant director of rail terminals, division of rail transport, O. D. T., 
led a discussion of “O. D. T. Rulings.” O. W. Galloway heads 
the educational committee, which sponsors the meetings. The 
annual griddle cake dinner will be held December 4. C. S. 
poston is general chairman of the committee in charge of 
arrangements. 





The Milwaukee, Wis., Traffic Club has appointed the fol- 
lowing nominating committees: Red committee, F. H. Bohl, 
chairman; F. J. Burkard, V. R. McKinney, R. L. Dodge, and 
B. C. Culbertson, with E. W. Haack and William Wilson as 
alternates; blue committee, J. M. Zakariasen, chairman; O. W. 
Lutz, Elmer Hillmantel, G. A. Lynch, and J. E. Quinn, with 
A. W. Thomas and W. J. Atkins as alternates. The annual 
election will be held February 1, 1944. 





The Traffic Club of Denver held its annual keno party 
November 10. Dinner was served. 





At a dinner meeting of the Women’s Traffic and Transpor- 
tation Club of Baltimore, November 10, sound films of New 
England were shown by arrangement with the New Haven 
Railroad. Members will attend the annual friendship dinner 
to be held jointly by women’s civic organizations of Baltimore 
November 16. The education committee and the inspection 
trips and tours committee, headed by Edith M. Bell and Mar- 
garet E. Lavin, respectively, have arranged for a tour, Novem- 
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ber 20, to the Walters Art Gallery, 


Peabody Museu 
Maryland Historical Society Museum. 7 and 





; The New Haven, Conn., Traffic Club held a Monthly meg, 
ing, November 8, at which the following spoke: Mrs, y 1 
Atkinson, chief of the traffic branch, Springfield Ordnance Dis. 
trict, Springfield, Mass., on ‘Handling Government Bills af 
Lading”; Walter A. Hildendorf, special agent, Federal Bureay' 
of Investigation, “Problems of Evidence under Federal Thef, 
from-Interstate-Shipment Statutes,” and J. P. Williams, assis’ 
tant traffic manager, National Folding Box Company, “Freight 
Rates from New England vs. Freight Rates from South.” 

program committee, headed by Rene Benoit, and the docks 
committee, headed by Newton Morton, arranged the progran 





At a luncheon meeting of the Transportation Club of pg. 
las, Tex., November 9, Capt. Clark E. Johnston, U. §, Army 
described his experiences on recent trips to India and Burm, 
J. W. Hunt headed the committee on arrangements. Membex 
have voted not to hold an annual stag party this year. 





_ The Junior Traffic Club of Kansas City held a dinner meg. 
ing, November 10, at which the Rev. Charles R. Tyner, chap. 
lain of the club, spoke on “The Spirit of America.” The noi. 
nating committee, of which Clarence Hallberg is chairman, his 
nominated the following for election to office: For presiden 
Edmund O. Iberg and Cecil L. Zeiss; first vice-president, M 

G. Fuhr and W. H. Spiller; second vice-president, Lloyd ¥/ 
Bright and Dave Richardson; members, board of directors, fg 
two years, carrier, Earl B. Redding and Warren K. 4 
and industry, L. W. Schurle and G. E. Wolverton; members 
the board for one year, carrier, Norman L. Schaeffer, Edwin 
A. Schmitz, W. F. Stewart, and Don W. Watson; industry 
Kenneth L. Arnett, Les Coleman, James D. Smith, and R, 
Windsor. The election will be held in December. 





The Traffic Club of Kalamazoo, Mich., will hold its silve 
anniversary meeting and its annual Thanksgiving dinner me 
ing at the Hotel Columbia November 16. There will be a pre 
gram of entertainment. 





The Oakland, Cal., Traffic Club will hold an industrial 
night dinner meeting, November 16, at which Tom Lane, edi 
cational director for Calvert Distilleries, Inc., will speak. Mal 
colm Meyer, traffic manager, Certain-Teed products Corpor: 
tion, will preside. : 








The Transportation Club of Des Moines, Ia., will hold a 
monthly dinner meeting November 15. There will be a program 
of entertainment. 





The Traffic Club of New England will hold its annul 
ladies’ night dinner dance November 18. There will bea 
program of entertainment. J. A. Wieners is chairman of the 
entertainment committee. The following have been nominatei 
for election to office at the annual meeting to be held Decem- 
ber 14: For president, Thomas F. Williams, general agent, 
Lehigh Valley Railroad; ‘vice-presidents, four to be elected, 
W. J. Fillingin, general traffic agent, New Haven Railroad; 
A. F. Lane, general manager, Boston Port Authority; F. P. 
Mutrie, treasurer, P. B. Mutrie Motor Transportation, Inc., and 
C. A. Schmidt, general traffic manager, United Drug Company; 
secretary-treasurer, P. L. Stuart, traffic manager, Spragit 
Steamship Agency; members, board of directors, for two yeal, 
seven to be elected, M. J. Connelly, New England freight agent, 
Nickel Plate Road; E. N. Hatch, traffic manager, M. and ll 
Transportation Company; G. F. LeDuc, general agent, Bosto 
and Maine Railroad; E. A. McAuliffe, division traffic manageél, 
Great Atlantic and Pacific Tea Company; W. H. Monteith, 
traffic manager, Kendall Mills division, Kendall Company; CA 
Riley, traffic manager, Ford Motor Company; A. F. Ru 
general manager, Columbia Storage Warehouse Company. 











The Harbor Transportation Club held a monthly di net 
meeting at the Hilton Hotel, Long Beach, Cal., November 











The Traffic Club of Washington, D. C., will hold at 
dinner meeting November 17. A. ladies’ night meeting Wid 
held December 7. ; 









The Evansville, Ind., Transportation Club will hold a ail 
meeting and smoker at the Hotel Vendome, November) 
There will be no speaker but there will be a program of mé 

‘ pictures and other entertainment. The club’s annual mee 
and election of officers will be held December 15. 





Paul N. Haskell, traffic manager, Black Hardware @ 
pany, Galveston, Texas, spoke on “Overseas Transportation: 
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GREAT PORTS 


MOBILE - NEW ORLEANS 


PREPARING FOR 
COMMERCE of PEACE 


Tre natural advantages of Wil- 
mington-on-the-Delaware are be- 
rodeo me uk-Ye a let Gateway ing put to maximum use in the 
tas ee prosecution of the war. The 
Always Open “Port of Personal Service" is devoted 100% 
; : to expediting war shipments. However, we 
aren't too busy to help you in preparing for 
the commerce of peace. Let's make such 
preparations together. 


? 
. 


PEORIA-GATE WAY b ‘és : \ i E. W. Richardson T. J. McDonnell 
PEORIA & PEKIN UNION RY. Manager Secretary 
E. F. Stock, Tr. Mar., Peoria, Illinois 











ANN ARBOR RAILROAD 


1. The Ann Arbor links the E d North 
“America’s Most Modern Port” J. The Ann Arbor links the East and Northwest 


2. Train and ferry schedules are co-ordinated with 
its connections east and west. 


3. Fleet of modern, all-steel ships in service across 
Ti Lake Michigan the year around, regardless of 
@ weather. 


4. Fast freight is Ann Arbor’s principal business. 


, 5. Dependable Double A Service is helping win 
P, ft f WZ j America’s battle of transportation. 
ort oO ong eac ? F. G. Maxwell, Traffic Mgr., 
Calbleons 
atizornia 


Cherry Street Station, Toledo, Ohio 


pepenpaBlie DOUBLE Aj service 


LINKING EAST AND NORTHWEST 


AIR MAIL PASSENGERS AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Ruilway Express Agency, Air Express Division. For passenger 


P ’ 
infosmation consult any Air Ticket Office or any office of Pan American Airways System. a) eC al 
Pi . >) 
4 tty Coot PIN AVE RICIN GHACEH Ate 1s 


CHRYSLER BUILDING, NEW YORK 
* Connecting with Pan American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, 8r I 


tes SERVING PANAMA + COLOMBIA .- ECUADOR “—“FERY 4 BOLIVIA 


ozil 1 Buenc Aires, Argentina 


;. RUE * ARGENTINA ° BRAZIL 
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Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 

. ime, 13 time, 26 time.Classified di's discount rates + 






TRAFFIC MANAGEMENT—13-month general course by mail, using 
actual tariffs, guides, etc. Covers rail, water, motor, air, express, 
fwding., rates, claims, demurrage, transit, routing. Personal comments. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago. 





USED TRUCKS BOUGHT AND SOLD 
Fleets Our Specialty 
DAVID B. KAPLUS, INC. 


307-319 Frelinghuysen Ave. 
NEWARK, WN. J. 


FREIGHT CARS for INDUSTRIAL SERVICE 


50—Hopper, Double; 50-Ton 
45—Hopper, Side-Discharge; 50-Ton 
30—Ballast, Composite; 50-Ton 
50—Box, 36-Ft.; 40-Ton; Heel Ends 
16—Refrigerator, 36-Ft.; 30-Ton 
50—Refrigerator, 40-Ft.; 40-Ton 
75—Gendola te, 36-Ft. and 


40-Ft.; 40-Ton 


2—Dump, Western, Automatic, 28-Yd.; 40-Ton 


6—Dump, Magor, Automatic, 25-Yd., 50-Ton 
8—Dump, Western, Automatic, 27-Yd., 40-Ton 
10—Dump, Western, Automatic, 27-Yd., 50-Ton 
10—Dump, Western, Automatic, 30-Yd., 50-Ton 
10—Dump, Koppel, Side-Discharge, 24-Yd., 30-Ton 
150—Tank, 8000-Gaillen; 40 and 50-Ton 
Locomotives and Passenger Cars too! 


IRON & Sveel PRODUCTS, INC. 
years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STBEL"' 


WE OFFER FOR SALE 
500 BOX CARS 


80,000-lb. capacity—2,560 cu. ft. Outside length 37’ 10”°—All 
Steel Underframes—Steel -Ends—Steel Roofs—Steel Doors— 
Wood Floors and Siding—U Section Cast Steel Side Frames. 


WRITE WIRE ‘PHONE 


General Railway Equipment Company 
1601 Girard Trust Company Building 
Philadelphia 2, Pennsylvania 















Our No. 1 Job just now is, of course, building military Trailers. All 
seven Fruehauf factories are 100 per cent on Government work. 
Our No. 2 Job, which we feel is equally essential—because it helps 
the Home Front maintain the War Front—is keeping your Truck- 
Trailers rolling. 

To do this, there are completely stocked and equipped Fruehauf 
Service Stations in about fifty cities across the country. There’s one 
conveniently close to you. 
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November 17—Kansas City, Mo.—Pickwick Hotel—Examiner Heng, 
1. & S, M-2310—Rate restrictions over Watson Bros. Trap in, 
Co. 
MC 200—Riss & Co., Inc., Kansas City, Mo. 
November 17—Washington, D. C.—Argument: 
Finance 14146—C, B. & Q. abandonment, 
November 17—-Washington, D. C.—Examiner Romero: 
Finance 14354—Application of T. & C. for authority to Purchase 
erty rights, and franchises of C. & D. ~ 
Finance 14357—Application of B. & O. and Chicago (Indiana and 0 
(1) for authority to acquire control of B. & O. &C, ( ¥ 
acquisition of capital stock and to purchase property, rights 
franchises of latter and (2) to issue capital stock. and 
November 18—Chicago, III|.—Morrison Hotel—Examiner Rice: 
1. & S. 5262—Leather, Mich. to Ill. and Wis. 
November 18—Cumberland, Md.—U. S. Ct.—Jt. Bd. 206: 
* MC 68963 Sub. 1—Twigg Motor Lines, Cumberland, Md. 
November 18—Elmira, N. Y.—U. S. Ct.—Examiner Luce: 
MC 30205 Sub. 3—A & B Fast Freight, Inc., Akron, Ohio, ¢¢ 
to extend operations. 
November 18—Seattie, Wash.—Hotel Olympic—Examiner Sharp; 
28930—-Aberdeen Plywood Corp. et al. vs. Amador Central et a) 
November 18—Washington, D. C.—Examiner Copenhafer: 
1. & S. 4779 and 4780—Live stock to and from south. 
1. & S. 4781 and 4782—Live stock south to east. 
28179—Farris & Co. et al. vs. A. C. L. et al. 
28289 and Sub. 1.—En. Meat Packers Ass'n. et al. vs. A. & R, et al, 
28312—Louisville Live Stock Exchange vs. A. G. S. et al. 
28365—Bourbon Stock Yard Co., Inc. et al. vs. A. G. S. et al, 
28372—Louisville Live Stock Exchange vs. A. G. S. et al, 
28425—Louisville Board of Trade vs. A. G. S. et al. 
28450—Alabama Public Serv. Comm. et al. vs. A. & R. et al, 
28518—Armour & Co. vs. A. & R. et al. 
November 18—Washington, D. C.—Argument: 
Finance 11681—N. Y. S. & W. reorganization. 
November 19—Burlington, la.—Fed. Bldg.—Examiner Henderson: 
MC 104611—P. H. Seiz, Quincy, IIl., certificate. 
November 19—Harrisburg, Pa.—State Comm.—Jt. Bd. 65: 
MC 63332 Sub. 1—C. D. Neiswender, Orwigsburg, Pa., certificate 4 
extend operations. 
November 19—Jamestown, N. Y.—Samuels Hotel—Examiner Luce: 
MC 83335 Sub. 1—M. E. Norbeck, Sugar Grove, Pa., certificate 
extend operations. 
November 19—Little Rock, Ark.—Hotel Marion—Examiner Higgins: 
* MC F-1678—Southwestern Greyhound Lines, Inc., merger, D 
Motor Coaches, Ltd., Inc.; The Greyhound Corp., control, Arkans e 
Motor Coaches, Ltd., Inc. , 
* MC F-1679—Southwestern Greyhound Lines, Inc., issuance of stod 
* MC F-1680—The Greyhound Corp., issuance of stock. 
November 19—Minneapolis, Minn.—Nicollet Hotel—Examiner Clifford: 
* MC F-2238—Holdcroft Transportation Co., purchase H. Jaffa, 
* MC F-2271—Holdcroft Transportation Co., investigation of control, k 
Jaffa. 
November 19—Shreveport, La.—Washington-Youree Hotel—Jt. Bd, 1 
MC 30012 Sub. 37—T. S. C. Motor Freight Line, Houston, Tex., ca 
tificate to extend operations. 
November 20—Harrisburg, Pa.—State Comm.—Examiner Riegner: 
MC 38931 Sub. 4—F. B. Noerr & Son, Lewistown, Pa., certificate t ee 
extend operations. 
November 20—Shreveport, 
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La. — Washington-Youree Hotel—Examin 


Borroughs: 
MC 1968 Sub. 27—D. C. Hall Motor Transportation, Fort Worth, Ta 
certificate to extend operations. u 
November 20—Springfield, !11.—Hotel Abraham Lincoln—Jt. Bd, 21: 
MC 101280 Sub. 2—F. Black, Paris, Ill., certificate to extend ope 
tions. t 


November 22—Brooklyn, N. Y.—Hotel St. George—Examiner Luce: 
MC 70765 Sub. 6—H. W. Taynton, Wellsboro, Pa., certificate to @ 
tend operations. 
November 22—Butte, Mont.—U. S. Ct.—Examiner Winson: 0 
* MC F-2281—Northern Pacific Ry., control; Northern Pacific Transptt 
Co., purchase, J. Shilliedy. 


November 22—Chicago, I!1.—Morrison Hotel—Examiner Way: 6 
28989—Illinois Territory Industrial Traffic League vs. Un. Pac. él 
November 22—Chicago, IIl.—Hotel Sherman—Examiner Clifford: 


* MC F-2226—All American Bus Lines, Inc., control Northern Trails, 
November 22—Harrisburg, Pa.—State Comm.—Jt. Bd. 65: 
MC 18008 Sub. 2—Lancaster Transportation Co., Lancaster, Pa. @& 
tificate to extend operations. 
November 22—Providence, R. |.—Narragansett Hotel—Jt. Bd. 232: 
* MC12283—Freightways, Inc., Providence, R. I., license. 
November 22—Seattle, Wash.—Olympic Hotel—Examiner Sharp: 
W-571—Pacific Towboat Co., common carrier application. 
November 22—Shreveport, La.—Washington-Youree Hotel—Jt. Bd # 
MC 52459—A. F. Akin, Shreveport, La. 
November 22—Springfield, !11.—Hotel Abraham Lincoln—Jt. Bd. 2 
MC 54814 Sub. 1—Cumberland Coaches, Inc., Toledo, IIll., ceruue 
to extend operations. 
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